


When you move an employee 
call your ALLIED AGENT 


Your firm may have a moving problem to- 
morrow. Perhaps just one key employee 

.. maybe an entire department. Today, 
at a time when the demands upon moving 
equipment and temporary storage space are 
the heaviest in history, it takes the experi- 


The name of your local ALLIED agent is listed 
in the classified telephone directory. 


RE 


ence and knowledge possessed by your 
Allied agent to handle your moving job 
quickly and safely ...to save you time, 
money and trouble. And no moving job is 
too difficult. For al] long-distance moving, 
play safe... consult your Allied agent. 


<EAUNT OR RETURN op 


y 


1] 


©" Guaranteed by : 


Good Housekeeping 
Mor, OEFECTIVE OR wy 
SS ADVERTISED THLE 


a tlon—wie 
ASA ap, iets Moving 
NCS ba 


CINE «| 


WORLD’S LARGEST LONG-DISTANCE MOVERS 


OF 


HOUSEHOLD GOODS e©« OFFICE FURNITURE 


AND 


EQUIPMENT 


eed 


iv «Fete 





ee 


' 
4 


TRAFFIC WORLD 


























‘THDD ee > aha 
PE me a io ak of 
— i ae cl: _ |tions, - 
called : 
drive o 
port e 
have, f 
they b 
Rates | 
Rodge! 
per Cel 
month 
T to 1 
N 
satisfa 
WITH by K. 
Comm 
credit 
T 
: betwer 
fied fc 
i h 
Crooks Terminal Warehouses noha 
: C : 
: — Brokers Building, 1104 Xe y 
, ae". —_ = Frisco ~ R. Capacity oy of 
| cri ste MO.—Our Security Building, 1405 .: setentncnane technique is now being applied to i _ 
| . KAN Puls ro on te we. PR. Capacity 500 FRR operations are a “must.” As your production mba production. Streamlined condit 
‘ Cal — ets i 5 ag 
| 3 eICAGO. ILL.—Burlington Lath  Plase ha aS must be streamlined in order to meet the rence full swing—Distribution, too under 
] ‘ Ei eagaprodice and. oe? Markets use uit me: more exacting consumer demands. era of keener competition and and si 
| Bg, KANSAS CITY, MO. Yelm na . - 
F 1209 Union Ave-, on the U. P. R. R. Capacity 500 “¥ od 
| 3 erin ILL.—South Chicago Waterfront Ware- B ™ modern warehouses—modern methods and q 
: - Touses, 13rd & Calumet River on the Belt Ry. of po minal can be a great aid—t : nd modern thinking of Crooks Ter- 
4 Chicago. Spacious dock—deep water—fully equipped xg pays oe hase van will find the tua ies 
BS for at ELE wore Overland Terminal Ware ec; a. y real performance that will permit uninte ted Wt Stee a8 eet, Renee ) 
¥ 6. LOS ANGELES, -— Over West “i wa rom point of ducti trupted streamlined fl ven 
| a ciate. {er rnia's, mort moueia our ewouse. ” served ae: production to the buyers’ market. ow of products a 
“a by the Union Pacific © a 
7 , we—d t Warehouse. Burling- ‘4a “ON ms , 
- CHICA al ong. Canal & Harrison Sts... of 4 =e BEAM” warehousing and distribution th in A 
: * - the C. B. _ R. R. Capacity 400 carloads. Two . antes ta end effesent te Cit lila ie: nies wilde cian 
the ks from the Union Station. ; © Chicago, Kansas City and arketing @ the 
ty 8. CHICAGO, ILL.—South | Sire Warehouses Clear: y y and Los Susie, Ce 
_ i ‘ cent to - . . 
“a ~y 1, trange. Freight Hated, 5817-5967 West 65th ng ae te ee Ge te ate, 0 credit 
! Ss St. Capacity 1,800 carloads. Na l plan. Consult us regarding your 
x 9. CHICAGO, ILL.—35th | St. Warehouse (not pic- a analyze your requirements and needs. We shall be glad to forme 
tured above), 2710 West 35th St.. adjacent to_ the ‘. cooperate to the fullest ext 
Central Manufacturing District and the Union Stock as ent. $660. 
. Yards. Served by Santa Fe—_Penna—CR&I—and rc, WA ; 
ay 1HB railroads. Capacity 500 carloads. f.. REHOUSING e¢ DISTRIBUTION ; 
aera KEEP OR Le oa CHICAGO o e FINANCING 4 
nib a aia KANSAS CITY eter 
iD ° LOS ANGELES } the c: 
| cree ih. Sarasa integ 
| equip 
minir 
ardiz 
and t 
’ 
the n 
of he 











In his report to last week’s meeting of the board 

of directors of the American Trucking Associa- 
tions, Inc., at Cincinnati, President Ted V. Rodgers 
called attention with justifiable pride to the successful 
drive of the A. T. A. against oppressive highway trans- 
port equipment financing terms. The motor carriers 
have, for years, paid excessive charges for the money 
they borrowed, particularly for purchase of equipment. 
Rates of interest were often as high as 16 per cent, Mr. 
Rodgers observed, with down payments as high as 33 
per cent being required. Repayment terms of 12 to 18 
months, on equipment with a life expectancy of from 
7 to 10 years, were common. 

No report was listened to with more interest and 
satisfaction by the A. T. A. convention than the address 
by K. R. Cravens, vice-president of the Mercantile- 
Commerce Bank and Trust Co., of St. Louis, on bank 
credit for motor carriers. 

The heart of Mr. Cravens’ talk was the distinction 
between vendor credit and bank credit, which he clari- 
fied for the operators. Hitherto, most truck equipment 
has been financed through vendor credit, arranged for 
by the seller, on terms predicated on the value and life 
of the equipment in anyone’s hands used under average 
conditions under average management. Financing costs 
under such credit are average, are comparatively high, 
and such credit has often been arranged to the disre- 
gard of the long-run financial position of the purchaser. 

The motor carrier industry has now reached suffi- 
cient maturity and stability so that it need not resort to 
vendor credit, because it can attract an abundance of 
bank credit, Mr. Cravens stated. (The American Bank- 
ers Association aims to help creditwise all business in 
the coming period through its post-war small business 
credit commission; credit pools or groups have been 
formed throughout the nation aggregating in excess of 
$660,000,000 for this purpose.) 

Bank credit is selective. It is not based on averages 
determined primarily on collateral values, but rather on 
the credit worthiness of each individual borrower. The 
integrity of the management and its ability to put the 
equipment to profitable productive use are the deter- 
mining factors which eliminate the need for any stand- 
ardization of terms, which will vary with individual risk 
and the borrower’s needs. 

The ability and integrity of management make up 
the number one credit requirement, and a proven record 
of honesty and of knowing one’s business overshadows 
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all other considerations, Mr. Cravens told his listeners. 
Less important factors in a bank’s credit analysis are 
the adequacy of the coverage of all charges, with bal- 
ance sheets proportions—capital and debt structure, 
working capital position, etc.—being last in order of 
importance. 

Mr. Cravens assured the motor carrier operators 
that banks could safely extend longer maturities with 
smaller down payments than those previously extended 
the industry. The length of the maturities will be deter- 
mined by the credit analysis of each operator-borrower, 
which in turn will be based on that operator’s ability 
and integrity. Some operators may only warrant 2 or 3 
years’ maturities, while others may warrant 4 or 5 
years’. 


HILE THE INDUSTRY will not receive a blank 

check from banks for equipment financing on 3 to 
6 year terms, those operators with proven records of 
honesty and ability will henceforth receive more liberal 
credit from the banks, Mr. Cravens said. Smaller down 
payments and lower interest rates will go hand in hand 
with maturities, being based on the same considerations. 

“The banks can and want to meet your industry’s 
needs,” concluded Mr. Cravens. “Your business needs, 
and should have, an abundance of bank credit which is 
selective and flexible. . ..The proper committees of the 
American Banking Association stand ready to coop- 
erate in every way possible with the constructive finan- 
cial program of the American Trucking Associations.” 

As Mr. Rodgers observed, the motor carriers 
wouldn’t have been able, a few years ago, to have a 
banker say to them the things that Mr. Cravens said. 
Truck operators who contemplate the purchase of new 
equipment would do well to take the advice extended 
jointly by Mr. Cravens and the A. T. A.’s post-war 
finance planning committee: Select a progressive 
banker in whom you can have confidence. Educate him 
in your business. Keep him abreast of your future 
plans. If your record in the industry is a good one, the 
longer maturities, smaller down payments and lower 
interest rates that you seek, should be forthcoming. 

We have gone on thus at length, in outlining what 
was said at the A. T. A. meeting on the subject of high- 
way vehicle financing, because we consider it among the 
most vital problems facing the motor carriers in the 
post-war readjustment period. 

Its importance rests not alone on the obvious fact 
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ELEVATING ENDGATE 


The “Hydraulic Helper” that’s always on the job! 


e@ This Fruehauf Trailer equipped with an Elevating Endgate 
uses “engine-power” instead of “brawn-power” to lift and lower 
its heavy loads of packaged fuel. 


The combination, hydraulic Elevator and steel Endgate, cuts 
loading and unloading time tremendously. One man with the 
Endgate can lift a ton from ground to Trailer or truck-bed level 
in just 10 seconds. Thus, deliveries go up and operating costs 
go down when you equip your trucks and Trailers with this 
helpful labor-saver. Easy to install. 


World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER CO., DETROIT 32 
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Fewer hands 
do more work 
with the Frue- 
hauf Elevating 
Endgate on the 
job. Safe, eco- 
nomical, and 
dependable 
to operate. 
















Smooth hy- 
draulic power 
lifts or lowers 
any load up to 
1 ton in 10 
seconds, re- 
gardless of 
the weight 
distribution. 
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that, if the highway common carrier is to survive as a 
sound American business project, it must have some- 
thing like the facilities credit position enjoyed by other 
established industry, but because the coming year or 
two are exactly those in which ‘the question as to 
whether the industry is to survive at all must be 
answered. 

No industry suffered more in its tools of production 
in the war years than did the highway transport indus- 
try. Lack of new equipment, substandard and expen- 
sive repair parts, experimental synthetic tires, low 
grade gasoline, scarcity of skilled maintenance workers, 
all added to the beyond-capacity load the industry was 
required to carry, enabled the industry to emerge—one 
might better say stagger—from the war years only at 
the point of exhaustion. 

The need for new equipment is great and immedi- 
ate. If the country can iron out its labor troubles, man- 
ufacturers stand ready to furnish it in quantity. But 
until the A. T. A. special committee went into the mat- 
ter, and the ‘encouraging words of President Rodgers 
and Mr. Cravens were uttered last week, no one could 
say where the money was coming from to finance the 
great re-equipping task. 

Now there exists at least a ray of hope. The high- 
way transport industry is faced with a number of other 
grave problems—not the least of which is that of ade- 
quate revenue. But these can now be attacked with new 
confidence and vigor in the light of the promise that the 


| nagging credit problem seems on the way to solution. 


Class Rate Developments 
The National Industrial Traffic League has asked the Com- 


= mission to deny the petition of the American Trucking Associa- 


tions, Inc., for modification of the orders of May 15 and October 
30, 1945, in No. 28300, Class Rate Investigation, 1939, and No. 
28310, Consolidated Freight Classification (see Traffic World, 


} January 12, p. 63). 


The petition of the A. T. A., said the League, in its reply, 


4 was the third petition subsequent to the original report “where- 


in these motor carrier interveners are endeavoring to hammer 
the thought that the railroad classification ratings and rail class 
rates, particularly as regards less carload traffic, should be so 
determined and prescribed as to fit in with conditions of motor 
carrier transportation and enable motor carriers to charge 
profitable rates for their services.” 

A common thread of argument “amounting to thinly dis- 
guised endeavor by reiteration to convince the members that 
there is something wrong in the basic decision in Nos. 28300 
and 28310, in failure to recognize the congressional transporta- 
tion policy (as interpreted by the motor carrier associations) 
and make rail rates definitely with respect to their effect on 
the prosperity of motor carriers,” was to be seen in the three 
petitions, the League said. 

_ The third petition, it continued, rather scolded the Com- 
mission with respect to conclusions clearly stated in the first 
Supplemental report and which represented exercise of the 

ommission’s discretion on the record before it. Contending 
failure to make specific reference to the report itself or to the 
transcripts and exhibits as required by the rules of practice, the 
League also said that this, being a second (or third) petition 
or reconsideration on broadly the same grounds, should be de- 


nied under rule 101 (f). 


League Position on Rates of Various Carriers 


The League said it had taken no active part in the hearing 

or argument in Nos. 28300 and 28310, and had filed no brief, 

Cause it presumed the Commission would determine railroad 

class rates, ratings and descriptions on the record of evidence 

and with regard to the circumstances and conditions of railroad 
transportation, including costs of service. It continued: 
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The League is awaiting opportunity to particpate actively 
in dockets Nos. MC C-150 and MC C-200 in matters of classi- 
fication and rates of motor carriers. In that proceeding the 
League will urge—as it now urges in connection with the rail 
cases Nos. 28300 and 28310—that the rate structure of each 
agency or mode of transportation should be such as will afford 
fair return to the owners or operators over and above all proper 
expenses. Further, that such rates of each agency should be 
based upon the conditions and circumstances within the agency, 
including the costs of performance -of service by motor carrier 
or by railroad, respectively, and should not be designed pri- 
marily to protect the rate structure of revenues of a competing 
agency or form of transportation. 

These principles, it said, seemed to be flouted or earnestly 
disapproved in the contentions of the motor carrier interveners. 
After quoting from the motor carriers’ petition to the effect 
that cost considerations should predominate in delimiting the 
rail-motor competitive field, the low-cost carrier to control the 
level of the rate where the costs of the two agencies overlapped, 
the League said that might seem not inconsistent with its stated 
position. However, it continued by saying that “it is in fact an 
adroit argument which assumes that motor carriers are the 
lower cost agency in |. c. 1. transport, and contends that in the 
overlapping zones of reasonableness the railroads should be 
required to publish higher rates than heretofore determined by 
the Commission, for the sake of enabling motor carriers in turn 
to maintain their full measure of maximum reasonable rates 
and retain their traffic. This is fallacious.” 

Four statements of alleged errors of fact in the last peti- 
tion of the motor carriers, said the League were “really alleged 
errors of failure to reach conclusions in accord with petitioner’s 
ideas of facts.” Not one of the averments of error was either 
supported by specific reference to the report or the record, it 
said, that would enable the Commission or parties adverse to 
the petition to check and demonstrate the “fallacious and un- 
founded character” of these assignments of error. 

These particular matters appeared to have been fully con- 
sidered by the Commission in the supplemental report of Oc- 
tober 30, 1945, said the League, the subject matter completely 
reviewed, and that “it is presumed that the said first supple- 
mental report is correct.” 

None of the four alleged errors of law in the supplemental 
report was well taken, it continued, adding that each of them 
amounted to a ‘bald assertion” of the interveners, without 
other support or showing of validity save the earnestness with 
which counsel raised each point that the Commission was wrong 
in respect of conclusions. Such conclusions, it said, really rep- 
resented exercise of the Commission’s discretion and authority 
on the facts of record. 


Relief Prayed, and Commission’s Authority and Practice 


The relief prayed in the first paragraph of the conclusion 
of the A. T. A. petition was for ‘a peremptory order requiring 
respondent railroads to publish compensatory 1. c. 1. class 
rates,” said the League, adding that “such order is beyond the 
authority of the Commission to enter, in the present state of 
the record. 

The further relief prayed in the second paragraph for 
alternative modification of the orders of the Commission either 
(a) so as to suspend indefinitely the requirements that the rail 
carriers maintain described bases of rates, as maxima, or (b) 
by declaring the prescribed interim rates should operate only 
as station-to-station rates and not as door-to-door rates seemed 
“self-evidently beyond the limits always observed by the Com- 
mission in exercising its authority for determining maximum 
and minimum rates in formal orders, either of temporary in- 
terim nature or permanently,” said the League. 

For these reasons, it said in its concluding paragraph, the 
petition should be denied and the first supplemental report 
should stand without modification with respect to any of the 
matters treated in the petition. 


Central Shippers Ask Dismissal 


The Central Territory Rate Conference, composed of ship- 
pers, has asked the Commission to dismiss or deny the A.T.A. 
— for modification of the orders in No. 28300 and No. 

After setting aside the alleged repetitive nature of the peti- 
tion, and saying it should, therefore, be denied under the Com- 
mission’s rules of practice, the Central Territory group dis- 
cussed the errors of fact and law alleged by the A.T.A. 

Objecting to an omission of reference to the record by the 
motor carriers, in connection with their charge that the Com- 
mission had erred in finding there had been a material decrease 
in unit costs of handling rail less-carload traffic since 1939, the 
shippers said the figures, as furnished by the petitioners, ap- 
peared to be “incredible,” as indicating that, in 1939, it cost the 
carriers less in operating expenses, rents, and taxes per 100 
pounds to haul for distances up to 400 miles less-carload freight 
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in cars loaded with only 5.5 tons on the average than it cost in 
1943 to haul similar traffic in cars loaded with 10 tons. 

As to the claim that the Commission had failed to make 
a finding as to the deterioration in the motor-carrier revenue 
situation in the pendency of the case, and that the situation 
was influnced, if not controlled by, the depressed level of rail 
less-carload class rates, the Central Territory body said such 
a finding, if made, would be open to objection as indefinite and 
ambiguous and could not legally support an order or require- 
ment such as sought by the motor carriers. 

“Since, as we develop later, it has not been shown that 
the less-carload class rates have been depressed below a lawful 
or reasonable minimum level, the finding sought, moreover, no 
matter how accurately worded, would become mere surplusage 
and without legal effect,” it said. 

Nothing required the finding the motor carriers had said 
should be made—that less-carload rail rates were non-compen- 
satory—said the shipper group. 

“The petitioners, lacking basis of record, resort to a line 
of strange argument by which they hope to import into the 
record a presumption arising by lack of evidence upon which 
to ground their. proposed finding that the less-carload class 
rates generally are non-compensatory,” it said. 


Class Rate Revenues 


The A.T.A. had contended that the Commission’s assump- 
tion, that the non-compensatory nature of the less-carload 
traffic was due to depressed exception ratings and commodity 
ratings, was unjustified, said the shippers. The motor carriers 
had made this claim, they said, because Official Territory had 
as great or greater less-carload deficits than the other terri- 
tories although the largest proportion of less-carload traffic 
moved in that territory on class rates, and because there was 
nothing to show the cost of handling less-carload class-rate 
traffic, the motor carriers arguing that it must be assumed that 
the class rate traffic was no more compensatory than the other. 
less-carload traffic. Commenting on these claims, the shippers 
said: 

The first of the above premises fails to take into account many 
factors by which the over-all revenue results are produced. For one 
thing, the class rates in official territory are the lowest of all of those 
involved. They have already been ordered increased by 10 per cent 
for the interim. The argument also fails to take into account that any 
deficit in the Eastern Territory results from a much greater volume 
of less-carload traffic than that of any of the other territories. ... 

The second argument, that it should be assumed that the higher 
class rates are no more compensatory than the lower exception ratings 
and commodity rates, is just about as illogical and as contrary to all 
probability as one could well imagine. If any assumption is justified, 
it is that which, already in effect, has been recognized by the Commis- 
sion, that in the absence of evidence to the contrary, the class-rate 
less-carload traffic, being of like nature as that of other l.c.l. traffic, 
consisting of similar commodities having similar trapsportation charac- 
teristics, handled in the same cars, loaded and unloaded in the same 
manner and over the same platforms, and given the same service, 
entails the same unit costs as those occasioned by l.c.l. traffic handled 
under commodity rates or exception ratings. 


The Central Territory shippers, referring to the fourth 
error of fact alleged by the motor carriers—that the Com- 
mission had prescribed a scale in “apparent misapprehension 
of, and in square conflict with” the petitioners’ contentions as 
to the proper marginal scales for class rates—said the original 
report indicated a complete understanding by the Commission 
of the motor carriers’ position, not only with respect to the 
marginal cost scales offered by them, but as to all other essen- 
tials. 

The shippers added that “when it becomes error ipso facto 
to refuse to adopt the proposals of a party, or even to misunder- 
stand them, it will be time enough to attempt an answer to 
such an assignment of alleged ‘error’ as this.” 


Alleged Errors of Law 


The Commission’s jurisdiction was dependent on its order 
defining the scope of the investigation and the public notices 
by which parties were put on notice as to what was in issue, 
said the Central Territory group. Since the investigation em- 
braced only class rates and class-rate traffic, the Commission 
was without power to issue an order such as suggested in the 
motor carriers’ allegation that the Commission had erred as a 
matter of law by omitting to order the rail carriers to increase 
less-carload rates to a compensatory and lawful level, it said. 

As to the alleged error in holding that the decision in 
Pick-Up and Delivery in Official Territory, 218 LC.C. 441, 
“binds the parties hereto on the present issues, which differ 
materially from those presented,” the shippers said the refer- 
ence to the previous decision was merely “as to a precedent a 
reversal of which this record did not justify. The previous deci- 
sion pointed to the same conclusion here reached but by no 
means compelled it. No doubt will be entertained by anyone 
as to the propriety of such use and recognition of a previous 
decision in another case.” 
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The shippers also contended there was no error such ag 
the motor carriers charged in the Commission’s failure to hold 
that, “since the record is deficient with respect to collection and 
delivery costs, the present basis of less-carload class rates 
must be declared and held to be station-to-station rates and 
door-to-door rates must be increased accordingly.” The ship. 
pers said the class rates had been amply demonstrated by the 
record to be entirely compensatory for all of the l.c.l service 
rendered by the carriers, including pick-up and delivery, where 
that service was furnished. 


As to the final error of law charged against the Commis. 
sion by the motor carriers in “utterly failing to consider the 
potential impact of the prescribed rail scale on the motor car. 
riers,” in the transportation policy, and decisions of the Su- 
preme Court, the shipper group there was no indication that the 
Commission had failed to observe the national transportation 
policy in accordance with its duty as outlined by the Supreme 
Court in Eastern-Central M.C. Assn. vs. United States, 321 US, 
194. It said that “there was no duty here to make nor was 
there any justification for an order increasing the rail less- 
carload class rates for the purpose of protecting or promoting 
the interests of the motor carriers.” 


No Truck Costs in Record 


In connection with a reference to what the motor carriers | 
had described as their basic position—that cost considerations 
should predominate in delimiting the railmotor competitive 
field, the low-cost carrier to control the level of the rate where 
the costs of the two agencies overlapped—and that the national 
transportation policy absolutely required that result, the Cen- 
tral Territory group said: 


Even if we were to subscribe to this doctrine, how then would the 
Commission proceed to prescribe minimum rail less-carload rates? 
In the absence of motor carrier costs from this record, how is the 
Commission to determine (1) whether the costs of the two forms of 
carriage overlap; (2) if so, which of the two agencies is the low-cost 
carrier, and (3) finally, at what level does the minimum permissible 
rate lie? If the costs of the two agencies are assumed to overlap, and 
if the motor carrier is assumed to be the low-cost carrier, how can 
there be determined the cost governing the minimum rates, when 
motor-carrier costs are not available? Incidentally, the assumption 
that the motor carrier is the low-cost carrier might possibly be justified 
by reason of Mr. Waring’s claim that, while the rail less-carload rates 
are too low, the motor carrier less-truckload rates are profitable 
(R. P. 2905). 


Official Territory Lines’ Reply 


Official territory lines, in a reply to the petition of the 
motor carrier interveners for reconsideration of the first supple- 
mental report in No. 28300 and No. 28310, have asked the 
Commission to deny the petition, which, they said, was a mere 
resubmission of the motor carriers’ petition of July 20, 1945, 
which the Commission denied. 

The Commission would not be justified in entering the 
summary order the motor carriers sought, said the railroads. 
An analysis of the alleged grounds for reconsideration showed 
the petition to be without merit, they said, and that the motor 
carriers’ request for suspension of the required interim reduc- 
tions or for an order requiring separate bases of less-carload 
class rates for station and for pick-up and delivery service pre- 
sented nothing new that would warrant reconsideration of the 
Commission’s denial of the motor carriers’ first petition. 


Southern Governors’ Conference Reply 


The Southern Governors’ Conference, in its reply, said it 
“earnestly urges the Commission to deny the petition of the 
motor carriers, and to take no action as to it which in any 
way would be responsible for delay in making effective the 
rates prescribed in these proceedings.” 

The conference said its position was that the Commission 
had not committed errors of fact or of law in the supplemental 
report, as assigned by the motor carriers in their petition. It 
asked that, as the petition presented some issues previously 
raised by the motor carriers and answered by the conference 
in its reply to the motor carriers’ petition for reconsideration 
of the original report, its earlier reply be considered a part 
of its reply to the latest petition filed by the motor carriers. 


Injunction Hearing Set for February 18 


The Commission and the Department of Justice nave been 
informed by the three-judge federal court before which nine 
official territory states sought to set aside the Commission's 
order in No. 28300, Class Rate Investigation, 1939, and No. 
28310, Consolidated Freight Classification, that hearing on the 
granting of a permanent injunction will be held in New York 
City on February 18. 

The court had previously granted a temporary injunction, 
restraining enforcement of the Commission’s interim rate order 
in the proceeding (see Traffic World, Dec. 29, 1945, p. 1591). 
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Sudden & Christenson Operations 


On rehearing in W-384, Sudden & Christenson (Arrow 
Line) Common Carrier Application, embracing W-383, Christen- 
son Steamship Co. Common Carrier Application, and W-388, 
Waterman Steamship Corporation Common Carrier Application, 
the Commission has modified the findings in the prior report, 
50 I. C. C. 419. It granted Sudden & Christenson, Inc., in 
the capacity as managing operator under the trade name Arrow 
Line of and for the vessels of the Waterman Steamship Corpo- 
ration and the Christenson Steamship Co., authority to operate 
as a common carrier of commodities generally both east and 
westbound between designated Atlantic and Pacific Coast ports. 
The previous authority had limited eastbound service to lumber 
and lumber products. 


Also, by a report and order in Finance No. 14870, Arrow 
Line Pooling, Sudden & Christenson, Inc.—Waterman Steam- 
ship Corporation—Arthur B. Cahill, the Commission has dis- 
missed the application, finding that a proposed agreement for 
the pooling of traffic and service, and of gross earnings, by 
Sudden & Christenson, Inc., Waterman Steamship Corporation, 
and Arthur B. Cahill, managing owner, in a common-carrier 
operation authorized by certificate dated July 25, 1942, issued 
in W-384, did not fall within the purview of section 5(1) of 
the interstate commerce act. 

In W-384 the Commission found that Sudden & Christenson, 
Inc. (Arrow Line), or its predecessor in interest, Sudden & 
Christenson, in the capacity of managing operator under the 
trade name Arrow Line of and for the vessels of the Waterman 
Steamship Corporation and the Christenson Steamship Co., was 
entitled to continue operations in the transportation of com- 
modities generally (1) from 32 Atlantic coast ports named in 
an appendix to 35 named Pacific ports, and (2) from the 
Pacific coast ports in Oregon and Washington to the aforemen- 
tioned Atlantic coast ports. It said Sudden & Christenson, Inc., 
in the capacity of managing operator, under the trade name 
Arrow Line, of and for the vessels of the Waterman Steamship 
Corporation, and Henry Hess Co., Mrs. Eleanor L. Gates, A. B. 
Cahill, F. C. Lawler, L. C. Stewart, Imogene Chandler, Edna 
Christenson Harlofson, Louis S. Gates, Charles E. Christenson, 
Edwin A. Christenson, Eleanor de Guigne, and Jane de Tristan, 
successors in interest to the Christenson Steamship Co., were 
entitled to a certificate authorizing continuance of the afore- 
mentioned operation, by self-propelled vessels. 


The Commission. also affirmed its finding in the prior report, 
250 I. C. C. 419, that the holding of a certificate by Sudden & 
Christenson, Inc., as specified, while operating as a contract 
carrier of lumber and lumber products on the Pacific Coast, 
would be consistent with the public interest. 


The Commission said the previous authority granted had 
been for the transportation of commodities generally westbound, 
and lumber and lumber products eastbound. The applicants’ 
petition for rehearing was directed at denial of authority to 
transport commodities generally eastbound, it said. As grounds 
for the additional authority, the Commission said the applicants 
emphasized that they had constructed new vessels designed to 
accommodate the handling of commodities generally, had held 
themselves out in tariffs in which they participated to handle 
such traffic, and had continuously solicited and handled general 
cargo for eastbound intercoastal movement. It said that, be- 
cause of a certain timber conservation program and the de- 
pletion of standing timber in areas contiguous to ports in the 
Pacific northwest, it was the applicants’ opinion that in the 
future they would be unable to obtain cargoes of lumber for 
their vessels. 


The Commission said the applicants took the position that, 
had they known their request for authority to handle cargo 
eastbound would be restricted to lumber, the inauguration of 
their vessel replacement program would have been retarded. 
The report set forth 10 findings of facts that, it said, had been 
established, among others. ; 

Commissioner Patterson concurred in part. Chairman 
Barnard dissented in part, in so far as the majority granted 
“grandfather” authority to transport commodities generally 
eastbound. Commissioner Lee, dissenting in part, said Christen- 
son Steamship Co. and Waterman Steamship Corporation had 
held themselves out to the general public and that each of them 









































































































































had been and was a common carrier by water and entitled 
to a certificate. 

Commissioner Miller dissented in part as to the authority 
to transport commodities generally, and to serve certain ports. 


L. & N. E. Trackage Rights 


Acquisition by the Lehigh & New England Railroad Co. of 
trackage rights over a line of the Central Railroad Co. of New 
Jersey, debtor, Shelton Pitney and Walter P. Gardner, trustees, 
extending approximately four miles in Carbon county, Pa., has 
been approved, with conditions, by the Commission, division 4, 
in Finance No. 15043, Lehigh & New England Railroad Co. 
Trackage Rights. 

The L. & N. E.’s Nesquehoning branch closely parallels a 
double-track line operated under lease by the trustees between 
Hauto and Nesquehoning, and both carriers serve a colliery 
at the latter point, says the division, adding that interchange 
of cars is made at Hauto. It adds: 


The effect of the proposed agreement will be the grant of reciprocal 
use by the applicant and the trustees of tracks owned or operated by 
the other, although the trustees do not waive their claimed right of 
user over the applicant’s tracks at the colliery pursuant to the terms 
of a contract between predecessors-in-interest dated March 31, 1871, 
as subsequently modified. Each party to the contract is to maintain 
and control operations over their respective tracks, and the liability 
provisions for personal injury and property damage, usually contained 
in trackage-right agreements, are included. The applicant specifically 
consents to the proposed lease by the trustees of all the debtor’s prop- 
erty in Pennsylvania to the Ceneral Railroad Company of Pennsylvania 
now pending before us in Finance Docket No. 14992. The trackage 
agreement is to become effective upon execution, following our approval, 
and will continue in effect indefinitely in as much as the trustees 


operate the line between Nesquehoning and Hauto under a perpetual 
lease. 


The division said its authorization was granted on condi- 
tion that all employes who might be adversely affected by the 
transaction should receive the benefits of the Washington Job 
Protection Agreement. 


American Transit Lines Operation 


The Commission, division 5, by a report and order on fur- 
ther hearing in MC 36832, American Transit Lines, Inc., Com- 
mon Carrier Application, embracing MC 69929, Leonard H. 
Berenson, Common Carrier Application, has reversed the 
findings in the prior report, decided October 4, 1944. 

The division said that, at the last hearing, counsel had 
suggested that operations performed by the two applicants be 
merged and considered as one. That motion, it said, was 
granted, and that the evidence submitted would be considered 
as the basis for one operating right, any authority granted to 
- — to American Transit Lines and the other application 

enied. 


The division said that, since April, 1934, both businesses 
had been conducted from the same address and that certain 
employes, including drivers, had worked for both applicants. 
Mr. Berenson had been engaged in the management of Transit 
Lines since its inception, as well as the management of its own 
business, it said, and that the facts of record strongly suggested 
that only one operation had been conducted. 

In MC 36832, it found American Transit Lines, Inc., en- 
titled to continue operations as a common carrier of general 
commodities, with exceptions, between Crystal Lake and Terra 
Cotta, Ill., and points in the Chicago commercial zone, on the one 
hand, and, on the other, Omaha, Neb., Kansas City, Kan., St. 
Louis, St. Joseph, and Kansas City, Mo., Louisville, Ky.. Pitts- 
burgh and Erie, Pa., all points in Iowa, Indiana, and Ohio, 
those in the lower peninsula of Michigan, and points in a de- 
scribed area of New York. 

In MC 69929, it found that the applicant had failed to 
establish that he was entitled to a certificate under the “grand- 
father” clause, for authority to transport packing house prod- 
ucts and supplies, fresh meats, iron and steel products, building 
and roofing materials, and paper and paper products, between 
named points in Illinois, on the one hand, and, on the other, 
all points in Indiana, Ohio, and Iowa, the southern Michigan 
peninsula, those in a described area of New York, Pittsburgh 
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and Erie, Pa., Louisville, Ky., points in Missouri, Omaha, Neb., 
and points in Kansas. 


Twin City Water Application 


Effective April 8, the Commission, division 4, by a report 
and order in W-162, Twin City Barge & Towing Co. Applica- 
tions, has dismissed applications of Twin City Barge & Towing 
Co., Minneapolis, Minn., for a permit or certificate to continue 
transportation of commodities generally between ports and 
points along the Mississippi River from Minneapolis to Alton, 
Ill., the Missouri River below Kansas City, Mo., and the St. 
Croix River below Stillwater, Minn., including the points 
named, and for an order exempting its operations under the 
provision of section 302(e) of the interstate commerce act. 


Twin City’s operations, for the most part, said the division, 
had consisted of harbor services and transportation on the Mis- 
sissippi between Minnesota points, and, in performing them, 
Twin City had not engaged in interstate or foreign commerce. 
It also said that Twin City’s performance of towage for a car- 
rier subject to part III of the act, in the movement of coal and 
empty barges on the St. Croix between Prescott, Wis., and 
Stillwater, Minn., was not subject to part III except as part of 


the operations of the other carrier. Continuing, the division 
said: 


In addition to the services described above, salvage operations 
have been conducted. The operation of salvors are exempt under the 
provisions of section 303(g)(2). On several occasions applicant has 
chartered its vessels to others. In 1939 it chartered a towboat of not 
more than 100 indicated horsepower to a construction company which 
used the vessel on the Missouri River in the building of dikes in the 
vicinity of Kansas City, Mo.-Kan. This service was not subject to 
part III by reason of the small-craft exemption provision of section 
303(g)(2) thereof. During 1941 and 1942 applicant chartered vessels 
to construction companies which used them in connection with marine 
contract work at St. Paul and Hastings, Minn. These charters, cover- 
ing the furnishing of equipment to others for use wholly in Minne- 
sota, were not subject to part III of the act. 





Keeshin Notes 


The Commission, in a third supplemental report in MC 
F-1108, Keeshin Freight Lines, Inc.—Issuance of Notes, has 
modified the findings in the prior report, 35 M. C. C. 119, to 
permit issuance by Keeshin of promissory notes of series I and 
series III, in total principal amount $124,500, in substitution for 
notes of the series of like amount, subject to condition. 

Commissioner Mahaffie dissented, saying that, for reasons 
stated in his dissent from the original report, he was unable to 
join in the finding that issuance of the proposed notes was com- 
patible with the public interest. He said that ‘“‘the perpetuation 
of an obviously unsound financial structure and the issuance of 
securities without support in assets or earning power are among 
the things the act we administer is intended to prevent.” He 


said Commissioners Splawn and Patterson joined in his expres- 
sion. 


The report said the $124,500 of notes were to be sold to 
Leone Rimmerman, of Chicago, by their present holders, the 
Cary Corporation, of Cary, Il., and I. B. Babcock. 

The Commission also denied a petition for reconsideration 
and modification of its order of February 3, 1940, to give ef- 
fect to waivers of default executed by holders of notes issued 
pursuant to the order. It said waivers of default had been ex- 
ecuted and delivered to the applicant on behalf of holders of 
the entire principal amount of the notes of series I, series II, 
and series III outstanding April 30, 1945. 


“Substantially all of the signers have notified applicant by 
letter of their purpose to terminate the waivers unless applicant 
employs a person to be nominated by said noteholders to par- 
ticipate in the management of applicant’s affairs, as directed 
by the noteholders, and to report directly to them, ” said the 
Commission. “As of November 17, 1945, no person had been 
nominated by the noteholders for such position.” 


After noting that the waivers might be terminated at the 
will of each signer, and that the waiver would cease to be ef- 
fective if the number of such terminations reduced the remain- 
ing waivers below two-thirds of the total outstanding, the Com- 
mission said that, in effect, the waivers constituted merely a 
statement of the signers’ present intention, if certain conditions 
were met, to forego legal remedies available by reason of ap- 
plicant’s default. The proposal, said the Commission, seemed 
to be a unilateral one voluntarily made by the noteholders, 
pursuant to the indenture, that would not change the applicant’s 
obligations under the outstanding notes or the terms and condi- 
tions approved by it in the prior report. Accordingly, it said, 


TRAFFIC WORLD 


the petition seeking modification of the order of February 3, 
1940, to give effect to the waivers would be denied. 





SIOUX CITY TERMINAL ABANDONMENT 


By a report and certificate in Finance No. 15038, Sioux 
City Stock Yards Co. et al. Abandonment, the Commission, 
division 4, has permitted abandonment by the stock yards 
company of its railroad property at Butte, Mont., and abandon- 
ment of operation thereof by the Sioux City Terminal Railway 
Co., lessee. 


In its application for abandonment the terminal railway 


company said the properties consisted of 1,932.4 feet of industry | 
spur track, and stockyards, docks, chutes, and pens all devoted § 
to the loading and unloading of railroad-borne live stock re- 7 


ceived at or forwarded from the public stockyards at Butte 
(see Traffic World, September 8, 1945, p. 606). 

The venture had been operated at a continuing loss, said 
the applicant. 





REED TRUCK RIGHTS PURCHASE 
Purchase by Carolina Motor Express Lines, Inc., of In- 


dianapolis, Ind., of the operating rights and certain property i. 


of Ford Reed, doing business as Reed Transit Co., Indianapolis, 
for $39,000, and acquisition of control of the operating rights 
and property by V. W. Lee and Harris W. Lee through the 
purchase, have been approved by the Commission, division 4, 
by a report and order in MC F-2706, V. W. Lee and Harris W. 
Lee—Control; Carolina Motor Express Lines, Inc.—Lease and 
Purchase—Ford Reed. 

Rights to be purchased, said the division, involved motor- 
vehicle common carriage of general commodities, with excep- 
tions, over regular routes between certain points in Illinois, 
Indiana, and Ohio, including Chicago, IIl., 
Cincinnati, Dayton, and Springfield, O. 


NORTH WESTERN MOTOR APPLICATION 


The Commission, Division 5, by a report and order in | 
MC 42614, Sub. 14, Chicago & North Western Railway Co. | 


extension—Rockford, has denied the application for a common 
carrier certificate authorizing transportation by motor vehicle 
of general commodities between Beloit, Wis., and Rockford, I1., 
over two specific routes. 

The division.said the applicant at present was not an effec- 
tive competitor between Beloit and Rockford 


evidence having been presented to show any inadequacy in 
existing motor and rail service. 





Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


MC 59238, Sub. No. 19, Virginia Stage Lines, Inc., Char- 
lottesville, Va. Certificate granted. Passengers and their bag- 
gage, and express, mail, and newspapers in the same vehicle 
with passengers, between Washington, D. C., and Falmouth, 
Va., over U. S. highway No. 1, serving no intermediate points, 
for operating convenience only in connection with applicant’s 
previously authorized regular-route operations between Wash- 
ington and Richmond, Va. Commissioner Lee, concurring in the 
findings that a certificate should be granted, said however, that 
he thought the applicant should be required to serve all inter- 
mediate points on the route, adding that in his opinion it was 
contrary to the public interest for a common carrier of pas- 
sengers to operate its busses with closed doors. 

*MC 28132, Sub. No. 4, Carl M. Hvidsten, Grafton, N. D. 
Certificate granted, with conditions. Petroleum products, in 
bulk, in tank trucks, (1) from Superior, Wis., to points in a 
described Minnesota area; (2) from Superior, Wis., and Duluth, 
Minn., to points in a described North Dakota area; and (3) 
from Minneapolis, Minn., and points within 10 miles thereof, 
to — in a described North Dakota area, over irregular 
routes. 

*MC 105414, Fuchs Transfer Co., Inc., Baltimore, Md. Cer- 
tificate granted. (1) Used airplanes, with exceptions, and (2) 
airplane parts and accessories, with exceptions, (2) between 
Baltimore, Md., and points within 25 miles thereof, on the one 
hand, and, on the other, points in Conn., Del., Md., Mass., N. J., 
N. Y,, OO. Pa. B. f:, Va. W. Va. and the District. of Columbia, 
and (b) between points in the aforementioned states and Dis- 








Indianapolis, and | 


, since its rail 
line between those points was unduly circuitous and its service | 
a day slower than that of the direct rail and motor carriers. | 
It added that traffic between Beloit and Rockford proper could | 
now move by nine motor carriers and one railroad and that | 
those facilities appeared ample for the local traffic, no shipper 
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trict, on the one hand, and, on the other, Alliance, O., Lock 
Haven, Pa., and Trenton, N. J., over irregular routes. 

*MC 105801, Sub. No. 3, Southern Express, Chicago, III. 
Certificate denied. General commodities, with exceptions, serv- 
ing =. O., as an intermediate point in connection with 


presently authorized regular-route operations. 

MC 102414, Sub. No. 4, H. L. Johnson, Fairfield, Ill., certif- 
icate granted. Oil field, refinery, and pipe-line machinery, 
materials, and supplies and equipment, between points in Illi- 
nois within 150 miles of Fairfield, including Fairfield, on the 


one hand, and points in Kentucky, on the other, over irregular 
routes. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Package Freight Charges 


I. and S. No. 5361, Handling charges at Jay Street Terminal, 
Brooklyn. By the Commission, division 2. Proceeding discon- 
tinued and suspended schedules ordered cancelled, effective Feb- 
ruary 25, without prejudice to filing of new schedules in con- 
formity with findings. Found not shown just and reasonable, 
except with respect to flour, increased charges—three cents a 
100 pounds for handling package freight other than flour, to or 
from leased space in terminal building, and three cents for 
handling flour, transported at carload rates, from freight cars 
to upper floors of terminal for storage, as compared with present 
rate of 1.75 cents for handling package freight, other than flour, 
and one cent for handling flour—proposed by Jay Street Con- 
necting Railroad, operating the Jay Street Terminal Station, 
Brooklyn, N. Y., and other facilities for handling freight in 
connection with certain rail and water carriers. The present 
flour-handling charge, said the division, was the same as that 
assessed for similar services by competitive carriers. In justifi- 
cation of the proposed charges, continued the division, the Jay 
Street railroad cited the Pennsylvania’s presently published 
charge for unloading carload package freight direct from cars 
on team tracks to vehicles, or for loading direct from vehicles 
to cars at certain stations in the New York area—3.25 cents. No 
evidence was offered, it said, with respect to Jay Street’s cost 
of handling pacKage freight other than flour. It said a cost an- 
alysis made by Jay Street for the period from April 1, 1939, 
to August 11, 1945, showed that in 1939, April through Decem- 
ber, the cost of unloading flour from cars and for handling to 
warehouse space was 2.3 cents, in 1941, 2.9 cents, and for the 
1945 period, 3.41 cents. The two last named costs, it said, re- 
flected increases of 27.4 and 48.3 per cent, respectively, over 
the cost for 1939. It was obvious, continued the division, that 
- present charge for handling flour did not cover the cost of 
the service. 


Commodity Rates Cancellation 


I. and S. M-2477, Associated Transport, Zentz Motor Lines 
—Restrictions. By Division 2. Discontinued. Proposed can- 
cellation of motor common carrier truckload commodity rates, 
resulting generally in increases on numerous articles between 
points in trunk-line territory, found not shown just and rea- 
sonable. Proposed schedules ordered cancelled on or before 
March 1 on not less than one day’s notice. By schedules filed 
to become effective November 16, 1944, Zentz Motor Lines, Inc., 
and other carriers parties to local and joint commodity rates 
on numerous articles, proposed to restrict those rates so they 
could not apply on single-line or joint-line movements in con- 
nection with Zentz. On protest of the Price Administrator the 
schedules were suspended until June 16, 1945, and the effective 
date of the schedules was postponed by the respondents until 
March 15. Associated Transport, according to the report, volun- 
tarily cancelled schedules that were also suspended by the 
order, prior to the hearing. It said the commodity scale rates 
were applicable between points in Trunk Line Territory for 
account of Zentz and all but 30 of the many motor common 
carriers parties to the agency tariffs. The report said the 
proposed rates were class rates, with minimum weight of 
23,000 pounds in all instances, and that the truckload ratings 
maintained by respondents on the involved commodities were 
exceptions to the classification ranging from sixth class (column 
27.5) on roofing, paving, and building materials, to column 32.5 
on petroleum and petroleum products. It said the proposed 
changes would occur principally between points where the 
first-class rates ranged from 70 cents to $1.06 a hundred pounds. 
It said 90 per cent of Zentz’s traffic was transported between 
New York City and Baltimore. The first-class rate between 
New York Zone 1 and Baltimore being 92 cents. A table showed 
present commodity scale rates, ranging from 27 to 30 cents 
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between those points; with the proposed class rate level at 
32 cents. The division said the respondents had failed to intro- 
duce evidence that the point-to-point rates were depressed for 
some reason. It also said the evidence did not establish that 
the scale rates to be canceled were unprofitable. 


Class Rate Restrictions 


I. & S. M-2498, Minimum Rates between Points in. Central 
Territory. By division 2. Discontinued. Proposed increase 
motor common carrier minimum class rate restrictions on joint- 
line movements over lines of four respondents between certain 
points in Central Territory, found not shown just and reason- 
able. Protested schedules ordered canceled on or before 
March 1 on not less than one day’s notice. By schedules filed 
to become effective January 26, 1945, motor carriers parties 
to tariffs of Central States Motor Freight Bureau, Inc., pro- 
posed to establish the aforementioned class rate restrictions. 
*The schedules were suspended until August 26, 1945, on protest 
of the Price Administrator and the Director of Stabilization, 
and voluntarily postponed until March 25 by the respondents. 
The division discussed the individual tariff items and said it did 
not agree with the bureau’s interpretation of the application 
of the items in connection with three respondents, the bureau 
contending that the conflict between the items must be re- 
solved by recourse to a general tariff rule. The division said 
all the items were in the same agency tariff and all the re- 
spondents participated therein, and that there was, therefore, 
no necessity for recourse to the general tariff rule. It also 
said the bureau’s contention that no change in rates would 
result was unsound, and that, under the restrictive items, 
there would be increases in minimum class rates in numerous 
instances. It added that no evidence in support of the higher 
level of rates was adduced and that under the circumstances 
the proposed schedules had not been shown just and reasonable. 
The division also found a restriction that would increase mini- 
mum class rates for two-line joint hauls in connection with 
Consolidated Forwarding Co. Inc., had not been shown just 
and reasonable. It said the primary issue here was whether 
fourth class rates were reasonable for application on articles 
rated lower than fourth class. Although high operating ratios 
might indicate in a proper’ proceeding the need for additional 
revenues, said the division, such evidence did not necessarily 
demonstrate that class rates lower than fourth class were un- 
reasonable for application two-line joint traffic. 





COMMISSION ORDERS 

No. 27746, State of Alabama et al. vs. N. Y. C. et al. Petitions of 
defendants, Cleveland Chamber of Commerce, Peoria Association of 
Commerce, Indianapolis Chamber of Commerce, Chicago Association of 
Commerce, Columbus Chamber of Commerce, Indiana State Chamber 
of Commerce, and St. Louis Chamber of Commerce for modification of 
orders heretofore entered, denied without prejudice. 

No. 29175, Chas. Taylor Sons Co. vs. B. & O. et al. 
oral hearing. 

No. 29254, National Cooperage and Woodenware Co. vs. Alton et al. 
Complaint dismissed. 

No. 29347, Armour and Co. vs. C. B. & Q. et al. 
missed. 

No. 29366, American National Livestock Association et al. vs. Abi- 
lene & Southern et al., No. 29366, Sub. 1, Armour & Co. vs. Same 
et al., and No. 29366, Sub. 2, Memphis Freight Bureau, Inc., et al. vs. 
Same et al. Complaints dismissed. 

1. & S. 5369, Routing tar, Holt, Ala., to Chattanooga, Tenn. Re- 
spondents under special permission having filed tariffs effective Decem- 
ber 17, 1945, cancelling suspended schedules, proceeding discontinued. 

No. 13535 et al., Consolidated southwestern cases. Twenty-eighth 
supplemetal report and order of November 9, 1942, 253 I. C. C. 599, 
modified so as to provide that suspension of orders therein made in 
these proceedings shall expire July 1. 

No. 29163, Cardox Corp. vs. Ahnapee & Western et al. Order of 
November 14, 1945, modified to become effective on or before May 27, 
on not less than 30 days’ notice, instead of February 27. 

MC-C 487, Flavoring syrup to Evansville, Ind., and Louisville, Ky. 
American Trucking Associations, Inc., granted leave to intervene. Mo- 
tion of American Trucking Associations, Inc., to strike certain lan- 
guage in recommended report of examiner, overruled. 

MC-F 2829, Lillian F. Congdon and E. E. Congdon (partners), pur- 
chase, Lillian F. Congdon and E. E. Congdon. Purchase by Lillian F. 
Congdon and E. E. Congdon, dba Old Dominion Freight Line, of cer- 
tain operating rights and property of Lillian F. Congdon, dba Old 
Dominion Freight Line, and of E. E. Congdon on terms and conditions, 
approved and authoried. 

MC 103623, Sub. 1, Jaqua Transit Lines, 
commodities. Reopened for reconsideration. 

W-114, Tennessee Valley Sand and Gravel Co., common and con- 
tract carrier application. Petition of applicant for modification of 
certificate and order of October 22, 1945, received and filed in proceed- 
ing, and replies to said petition may be filed on or before January 31. 

FF-162, Jack J. Handlesman, freight forwarder application. Time 
for filing petition for reconsideration, extended to January 25. 

MC-F 2825 (supplemental), J. W. Boyles, purchase, H. S. Brimm 
(Butler Pool and W. L. Weller, receivers). Purchase by J. W. Boyles, 


Reopened for 


Complaint dis- 


Inc., extension, various 


dba Boyles Motor Lines, of operating rights and property of H. S. 
dba Farr Fast 


Brimm (Butler Pool and W. L. Weller, receivers), 





222 


Freight, approved and authorized, subject to terms and conditions 
set forth in order of November 19, 1945, provided authority granted 
is exercised within 30 days from January 14. 

MC-F 2761, Fay V. Watson et al., control; Watson Bros. Trans- 
portation Co., Inc., purchase, Ash Truck Lines, Inc. (George S. Allen, 
Trustee). Petition of Watson Bros. Transportation Co., Inc., for recon- 
sideration by Commission of order of division 4, of October 16, 1945, 
dismissing second application under section 210a(b) in said proceedings, 
and for approval of said application, denied. 


MOTOR FINANCE CASES 


MC F-2908, May Ferreira—Purchase—Allied Freightways, Inc. Pur- 
chase by May Ferreira, doing business as Ferreira’s, of Fall River, 
Mass., of certain operating rights of Allied Freightways, Inc., of Boston, 
Mass., approved and authorized, subject to condition. | 

MC F-2851, N. Demos—Control; Kenosha Auto Transport Corpora- 
tion—Lease—Service Driveaway Corporation, embracing No. MC F-2852, 
N. Demos—Control; Kenosha Auto Transport Corporation—Purchase— 


Anthony Woitysisk. Lease by Kenosha Auto Transport Corporation, of, 


Kenosha, Wis., of the operating rights of Service Driveaway Corpora- 
tion, of Grand Prairie, Tex., and purchase by Kenosha Auto Transport 
Corporation of the operating rights of Anthony Woitysiak, of Detroit, 
Mich., and acquisition of control of the said operating rights by 
N. Demos, of Kenosha, through the said lease and purchase, approved 
and authorized, subject to conditions. 

MC F-2863, B. D. Kelly—Control; Apex Transportation, Incorporated 
—Purchase—P. A. Kelly, Jr., et al. (W. E. Covington, Receiver). 
Purchase by Apex Transportation, Inc., of Charlotte, N. C., of operat- 
ing rights of F. A. Keily, Jr., C. H. Smith, and C. C. McCrary, partners 
doing business as Kelly Motor Lines (W. E. Covington, Receiver), of 
Sumter, S. C., and acquisition of control of said operating rights by 
B. D. Kelly, also of Charlotte, through said purchase, approved and 
authorized, subject to condition. 

MC F-2931, Ed. J. Beslow—Purchase—Bernard E. Steele. Purchase 
by Ed. J. Beslow, doing business as National Transfer Co. and National 
Motor Freight Co., of Seattle, Wash., of the interstate operating rights 
of Bernard E. Steele, doing business as B. E. Steele Transfer & For 


Hire Carrier, also of Seattle, approved and authorized, subject to 
condition. 





UNCONTESTED FINANCE CASES 
Report and order in F. D. No. 15166, Baltimore & Ohio Railroad Co. 
Notes, granting authority to issue at par not exceeding $1,200,000 of 
promissory notes, series J, in further evidence, but not in payment, 
of the unpaid portion of the purchase price of certain equipment to 
be acquired under a conditional-sale agreement. Approved. 





PETITIONS FOR REHEARING, ETC. 

No. 28731, Coast Transportation Co. et al. vs. Aberdeen & Rockfish 
et al. River Terminals Corp. and DeBardeleben Coal Corp., dba Coyle 
Lines, complainants, ask Commission to issue a supplemental order 
stating issues which are to be considered at further hearing assigned 
for February 20, at New Orleans, La. 

No. 29178, Robert Berman and Ethel Berman, dba Berman Bros. 
Iron & Metal Co. vs. A. G. S. et al. Complainants ask for reopening, 
reconsideration or oral argument. 

Ex Parte 104, Part 2, Practices of carriers affecting operating reve- 
nues and expenses, terminal services, Corn Products Refining Co. Corn 
Products Refining Co. asks Commission to issue an order discontinuing 
proceeding. 

MC-F 3022, Pacific Greyhound Lines, issuance of stock. Applicant 
asks Commission to issue a supplemental order authorizing issuance of 
an additional 28,315 shares of common stock. 

No. 29163, Cardox Corp. vs. Ahnapee & Western et al. Defendants, 
railroad carriers in official territory, ask for postponement of effective 
date of order of November 14, 1945. 

MC-F 2039, San Juan Basin Lines, Inc., lease, Rio Grand Motor 
Way, Inc. Roy O. Campbell asks that he be authorized to control 
operations proposed to be leased from Rio Grande Motor Way, Inc. 

No. 28922, California Cotton Oil Corp. et al., vs. Alton et al., and 
No. 29150, Albers Milling Co. vs. Same et al. Defendants ask for 
reconsideration and modification of report and order of November 6, 
1945, on further hearing. , 

No. 29178, Robert Berman and Ethel Berman, dba Berman Bros. 
Iron & Metal Co. vs. A. G. S. et al. Defendants ask for dismissal of 
complainants’ petition for reopening, reconsideration or oral argument. 

Ex Parte 160, Pacific Coast Wholesalers’ Association, investigation 
of status. Freight Forwarders Institute asks for reopening and recon- 
sideration of decision of division 4, of November 26, 1945, and for 
oral argument before entire Commission. 








FINANCE APPLICATIONS 

MC F-3082, Albert Krosnoski, dba Amboy Express Co., of Sayreville, 
N. J., asks authority to purchase certain operating rights of Metro- 
politan Transportation Co., Inc., of Kearny, N. J. 

MC F-3083, Coast Van Lines, Inc.,.of Los Angeles, Calif., asks 
authority to purchase certain operating rights and equipment of Ellis 
Brown and P. M. Follensbee, dba Triangle Transfer & Storage Co., of 
San Diego, Calif. 

MC F-3084, William J. Halloran, of Providence, R. I., asks authority 
to purchase certain operating rights of Lydie K. Shaw, dba Shaw 
Motors, also of Providence. 

MC F-3085, Foster Freight Lines, Inc., of Indianapolis, Ind., asks 
authority to lease with option to purchase certain operating rights, 
good will and operating equipment of Harris Forwarding Co., Inc., of 
Chicago, Ill., and temporarily to operate. 

MC F-2630, Supplemental. American Liberty Pipe Line Co., joined 
by American Liberty Oil Co., Murchison, Toddie L. Wynne, Clint W. 
Murchison, Jr., and John Dabney Murchison, amend their application 
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and ask as an alternative to acquiring control that they be authorized 
to merge the properties of Sunshine Bus Lines into Dixie Motor Coach 
Corporation, American Liberty Pipe Line Co. having acquired all of 
the Dixie capital stock, prior to hearing in the original application. 

MC F-3086, Santa Fe Trail Transportation Co., of Wichita, Kan., 
joined by the parent corporation, the A. T. & S. F., asks authority 
to purchase certain operating rights and equipment of Jesse L. Riley, 
dba Riley Truck Line, of Pratt, Kan. 

MC F-3087, Cook Truck Lines, Inc., of Memphis, Tenn., asks 
authority to purchase certain operating rights of M & N Freight Lines, 
Inc., also of Memphis. 

MC F-3088, G. N. Childress, dba G. N. Childress Transportation Co., 
of Sanford, N. C., asks authority to purchase certain operating rights 
of D. J. Black, of Wilmington, N. C., and temporarily to operate. 

MC F-3089, Lee Way Motor Freight, Inc., of Oklahoma City, Okla., 
asks authority to issue 9,000 shares of common stock with an aggregate 
par value of $900,000, for the purpose of acquiring terminal facilities 
now leased, purchase revenue equipment now leased, acquire additional 
new equipment, liquidate indebtedness to a bank, and to provide operat- 
ing cash reserve: According to the application the stock will have 
no preferences and no conversion privileges, and will be entitled to 
dividend payments out of earned surplus subject to declaration by the 
board of directors. Dividends are not obligatory, it says, not cumulia- 
tive, and not specified or limited as to amounts. There are no issues 
of stock entitled to rights ahead of these shares, it says. 

MC F-3091, Fred Welch and Al G. Welch, and Bill Sauls, dba Al 
Welch’s Transfer, Ltd., of Tallahassee, Fla., ask authority to lease 
certain operating rights of Great Southern Trucking Co., of Jackson- 
ville, Fla., and temporarily to operate. 

MC F-3090, D. C. Simpson, dba Simpson Trucking Co., of Atlanta, 
Ga., asks authority to purchase certain operating rights of Thomas M. 
Stubbs, trustee in bankruptcy, AAA Highway Express, Inc., also of 
Atlanta. 


CAMPBELL TRANSPORTATION LEASE 


By a supplemental report and order in Finance No. 14304, 
Campbell Transportation Co. Lease, the Commission, Division 
4, has authorized extension for two years from January 1 of 
lease by Mississippi Valley Barge Line Co. of the property and 
operating rights of Campbell Transportation Co. 

The renewal agreement was for two years, and thereafter 
from year to year subject to cancellation by either party on 60 
days’ notice prior to any termination date. The division said 
that, before authorizing extension of the lease indefinitely, ‘we 
should have before us information as to the results of operation 
under peacetime conditions, and other matters, notably ‘stand- 
ard’ or ‘going’ rates of hire for equipment on long-term bases 
under such conditions.” 

It said also it thought the extension agreement should be 
modified ab initio by reduction of the proposed annual rental 
of $612,178 by the amount thereof that was applicable to all 
property, in addition to one towboat, that Mississippi Valley 
had purchased from the lessor since December 31, 1943, and 
that the authorization would be granted on condition that the 
extension agreement be so modified. 

The division said Mississippi Valley Barge Line Co. con- 
trolled Campbell Transportation through ownership of all its 
capital stock and had leased the subsidiary’s property and op- 
erating rights since January 1, 1944. 


RAIL-WATER RATES CONTROVERSY 

Secretary Bartel, of the Commission, has issued a notice in 
No. 28731, Coast Transportation Co., Inc., et al. vs. Aberdeen 
& Rockfish Railroad Co. et al., involving allegations that refusal 
of defendants to amend their tariffs so as to permit the appli- 
cation of proportional rates on traffic moving by water as well 
as rail is unreasonable, unduly prejudicial and unjustly dis- 
criminatory. 

The notice said that, on petition of certain complainants 
and a letter request of defendant Inland Waterways Corpora- 
tion that the Commission advise the parties as to the nature. of 
the evidence to be developed at the further hearing in New Or- 
leans, La., on February 20, before Examiner Walsh, the parties 
were advised that the evidence should include: 

1. Distances and routes in connection with all pertinent 
rates of record, including distances over the direct all-rail 
routes. 

2. Description of the interchange service at New Orleans, 
La., and other ports between rail carriers, between barge car- 
riers, and between rail and barge carriers. 

3. Any other circumstances and conditions affecting the 
level of the rates to and from New Orleans and other ports on 
traffic moving beyond the rail and water, respectively. 


FOSS LAUNCH & TUG APPLICATION 


In W-587, Sub. 7,-Foss Launch & Tug Co., of Seattle, Wash., 
has asked the Commission to issue a certificate permitting it to 
institute a new operation, or to make changes in an existing 
operation, to permit it to operate as a common carrier of prop- 
erty generally in freight-car ferry service between Seattle and 
Kennydale, Wash. The applicant said it was authorized to per- 
form the service under a temporary certificate in W-587, Sub. 
6TA, expiring June 30. 
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January 26, 1946 


Western Truck Lines Rights 


By a proposed report in MC C-466, Valley. Motor Lines, 
Inc., et al. vs. Western Truck Lines, Ltd., calling in question 
operations by the defendant as a common carrier by motor 
vehicle between San Francisco and Sacramento, Calif., and 
Reno., Nev., joint board No. 78 has recommended that the 
commission find those operations authorized by the defendant’s 


certificate and that the complaint be dismissed. 


The board observed that the defendant’s certificate repre- 
sented a consolidation of various operating rights otained or 
acquired by defendant in several proceedings, the main route 
called in question having been granted originally to Independ- 
ent Freight Lines, Inc., of Los Angeles. That route was set 
forth in an appendix as follows: 


From Los Angeles Harbor over Alameda Street to Los Angeles (also 
over Avalon Boulevard to Los Angeles), thence over U. S. Highway 99 
to junction California highway 152, thence over California highway 152 
to Gilroy, Calif., thence over U.S. highway 101 to San Francisco, and 
thence over U. S. highway 40 to Sacramento; y 

Service is authorized to and from all intermediate points between 
Bakersfield and Sacramento, Calif.; and 

Return over these routes to Los Angeles Harbor. 


The board said such operating rights clearly embraced 
service between San Francisco and Sacramento, complainants 
alleging that the defendant was transporting shipments of prop- 
erty between San Francisco and Sacramento and intermediate 
points, on the one hand, and, on. the other, Reno, Nev., contrary 
to the terms of its certificate. In the alternative, he said, they 
alleged that should the certificate be found to authorize such 
transportation, it was issued by inadvertence and through 
mechanical error on the part of the Commission. 

They said, further that Independent had no intention of 
seeking any authority between San Francisco and Sacramento 
and intermediate points, did not construe the application as 
covering such territory, and had never served such points. 


After reviewing the record in the Independent case, the 
board: said there was no basis for an argument that the lan- 
guage in either route 1 or route 3 was the result of inad- 
vertence. Saying it was further contended that the restrictions 
on service at intermediate points on route 3 were in conflict 
with the restrictions over routes 1 and 2, the board said it was 
evident that each route constituted an operating right that 
could be exercised by defendant without question as to the 
service that might. be performed over the particular route. It 
added that the mere fact that separate provisions covering 
service at intermediate points on route 1 were sought by appli- 
cant and incorporated into the certificate did not result in any 
ambiguity in so far as route 3 was concerned. 


“In this connection,” said the board, “it should be noted 
that route. 1 includes authorization to transport northbound 
traffic to and from San Francisco and under such authorization 
could lawfully transport shipments from San Francisco to 
points north thereof, including Sacramento. In any event, the 
language used in route 3 is susceptible of but one interpreta- 
tion in respect to the intermediate points which may be served 
on such route, and, in the absence of evidence of any fraud by 
defendant’s predecessor, it is the view of the joint board that 
complainants have not established any grounds which require 
that defendant’s certificate be disturbed in any way.” 





Portable House Unloading at Ports 


In a proposed report in I. and S. No. 5352, Unloading 
Portable Houses at Southern Ports, Examiner Feuerstein has 
recommended that the Commission vacate the order of sus- 
pension, discontinue the proceeding, and find just and reasonable 
and not otherwise unlawful the proposed charges in addition 
to the line-haul rates for unloading export shipments of portable 
or fabricated houses at southern ports when originating at 
various points in central and western trunk-line territories. 

The respondent carriers, operating over all-rail and rail- 
barge routes from various points in the aforementioned terri- 
tories to all ports extending from Corpus Christi, Tex., to 
Wilmington, N. C., said the examiner, proposed to restrict their 
rates that now applied to shipside, on portable, or fabricated, 
houses or buildings, to southern ports when such articles orig- 
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inated at points in the named territories. He said that under 
the proposed restrictions the rates would not include unloading 
services or the charges for such services now absorbed by 
the line-haul carriers. 

Present rates on these articles to the southern ports from 
the origin points in the named territories were export rates 
that applied to shipside, were published to include unloading 
service, and under them the line-haul carriers absorbed the 
unloading charges, said the examiner. 

Under the proposed schedules, continued the examiner, 


-application of the line-haul rates was restricted so that they 


did not include such service, and when the unloading was per- 
formed or arranged for by the carriers, charges therefore would 
be published and collected by the carriers in addition to the 
line-haul rate. Generally, he said, the unloading was done for 
the carriers under contract. 

“The carriers have obviously been confronted here with the 
movement of a particular kind of traffic which was not foreseen 
in time to permit an appropriate adjustment of the unloading 
charges,” said the examiner. “It is established that export 
rates to southern ports are depressed due to competition with 
north Atlantic ports.” 

The examiner concluded that to require the carriers to now 
absorb the increased unloading charges out of the present 
export rates, while shippers were now paying the increased 
unloading charges in addition to the domestic rates on traffic 
destined for export appeared to be unwarranted, considering 
all circumstances and conditions. 

“The slight increase in the earnings that would result 
from the operation of the suspended schedules, it is believed, 
would be in accord with the provisions of section 15a (2) of 
the interstate commerce act and would not seem to contravene 
the purposes of the emergency price control act of 1942, as 
amended, and the executive orders referred to,’ added the 
examiner. 





Bekins Van Application 


Examiner Michael T. Corcoran, in a proposed report on 
further hearing in MC 52383, Bekins Van & Storage Co. Com- 
mon Carrier Application, embracing four other applications 
and three sub-numbered applications, has recommended modi- 
fication of the findings in the prior report, 43 M. C. C. 401, that 
certain of the applicants were common owned and controlled 
and that only one certificate should be issued to such appli- 
cants. 

The report embraces MC 11945, Bekins Van Lines, Inc., 
Common Carrier Application; MC 42227, Bekins Van & Storage, 
Inc., Common Carrier Application; MC 35979, Melvin Bekins 
and Paul Bekins Common Carrier Application; MC 84692, Be- 
kins Van & Storage Co. Common Carrier Application; MC 
52793, MC 52793, Sub. 4, MC 52793, Sub. 5, and MC 52793, Sub. 
6, Bekins Van Lines Co. (successors in interest in part to cer- 
tain of the applicants here) Common Carrier Applications. 

Following the designations used in the prior report, the 
examiner, in his findings, referred to Bekins Van & Storage 
Co. as the Storage Company; Bekins Van Lines, Inc., as the 
California Company; Bekins Van Storage Co., Inc., as Bekins 
Van; Melvin Bekins and Paul Bekins, as the Omaha Co.; Bekins 
Van & Storage Co., as the Iowa Company; and Bekins Van 
Lines Co., as the Successor Corporation. 

The examiner said evidence presented at the further hear- 
ing conclusively established the first of his recommended hear- 
ings. 

The examiner’s recommended findings follow: 


1. That the Storage Company, the California Company, and Bekins 
Van, applicants in Nos. MC-52383, MC-11945, and MC-42227, respec- 
tively, are not commonly owned and controlled; that the Omaha Com- 
pany and the -Iowa Company, applicants in Nos. MC-35979 and MC- 
84692, respectively, are not commonly owned and controlled; that each 
of these five applicants has been conducting operations as described 
in the succeeding findings hereof with its own employes and equip- 
ment arid under direction and control of its own independent manage- 
ment; and that each of these five applicants is entitled to a certificate 
as provided in the succeeding findings hereof. 

2. That the Storage Company, applicant in No. MC-52383, was, on 
June 1, 1535, and continuously since has been, in bona fide operation. 
in interstate or foreign commerce, as a common carrier by motor ve- 
hicle, over irregular routes, of (a) household goods . . . between points 
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in California, (b) cereal from points in Fresno County to Fresno, and 
(c) general commodities, except those of unusual value, live stock, 
petroleum products in tank trucks, dangerous explosives, commodities 
in bulk, household goods as defined above, and commodities requiring 
special equipment, between points in the Los Angeles Harbor commer- 
cial zone and points in the Los Angeles commercial zone . . . that it is 
entitled to a certificate authorizing the continuance of such operations; 
and that in all other respects its application should be denied. 

3. That the California Company, applicant in No. MC-11945, was, 
on June 1, 1935, and continuously since has been, in bona fide opera- 
tion, in interstate or foreign commerce, aS a common carrier by motor 
vehicle, over irregular routes, of household goods, as defined above, 
between points in California; {hat it is entitled to a certificate author- 
izing the continuance -of such operations; and that in all other respects 
its application should be denied. , 

4. That Bekins Van, applicant in No. MC-42227, was, on June 1, 
1935, and continuously since has been, in bona fide operation, in inter- 
state or foreign commerce, as a common carrier by motor vehicle, over 
irregular routes, of (a) Christmas trees, in seasonal operation during 
the month of December each year, from Santa Barbara to points in 
Santa Barbara County within 15 miles of Santa Barbara, and those in 
Ventura County within 60 miles of Santa Barbara; (b) household goods, 
as defined above, between Santa Barabara, on the one hand, and, on the 
other points within 30 miles thereof, including Santa Barbara and also 
between Santa Barbara and points within 30 miles thereof, on the one 
hand, and, on the other, points in the Los Angeles commercial zone and 
the Los Angeles Harbor commercial zone . . . and (c) general commodi- 
ties, with the exceptions named in finding 2 above, between Santa Bar- 
bara, on the one hand, and, on the other, points within 30 miles of 
Santa Barbara; that it is entitled to a certificate authorizing the con- 
tinuance of such operations; and that in all other respects its applica- 
tion should be denied. 

5. That the Omaha Company, applicant in No. MC-35979, was, on 
June 1, 1935, and continuously since has been, in bona fide operation, 
in interstate or foreign commerce, as a common carrier by motor ve- 
hicle, over irregular routes, of (a) general commodities, except those 
of unusual value, live stock, petroleum products in tank trucks, dan- 
gerous explosives, commodities in bulk, household goods as defined 
above, and commodities requiring special equipment between points 
within 10 miles of Omaha, including Omaha, and (b) household goods, 
as defined above, between points in Nebraska and those in Iowa within 
50 miles of Omaha; that applicants are entitled to a certificate author- 
izing the continuance of such operations; and that in all other respects 
their application should be denied. 

6. That the Iowa Company, applicant in No. MC-84692, was, on 
June 1, 1935, and continuously since has been, in bona ‘fide operation, 
in interstate or foreign commerce, as a common carrier by motor ve- 
hicle, over irregular routes, of (a) general commodities except those 
of unusual value, live stock, petroleum products in tank trucks, danger- 
ous explosives, commodities in bulk, household goods as defined 
above, and commodities requiring special equipment, between points 
within 20 miles of Sioux City, including Sioux City, and (b) household 
goods, as defined above, between points in Iowa and those in Nebraska 
and South Dakota within 50 miles of Sioux City; that it is entitled to 
a certificate authorizing the continuance of such operations; and that 
in all other respects its application should be denied. 

7. That either the California Company, the Iowa Company, the 
Omaha Company, or Robert Q. Bekins were on June 1, 1935, and they 
and the Successor Corporation, applicant in Nos. MC-52793, MC-52793 
(Sub. No. 4), MC-52793 (Sub. No. 5), and MC-52793 (Sub. No. 6), con- 
tinuously since have been, in bona fide operation, in interstate or 
foreign commerce, as a common carrier by motor vehicle, over irreg- 
ular routes, of household goods, as defined above, between points in 
Alabama, Arizona, Arkansas, California, Connecticut, Delaware, Flor- 
ida, Georgia, Illinois, Indiana, Kansas, Kentucky, Louisiana, Maryland, 
Massachusetts, Michigan, Minnesota, Mississippi, Missouri, New Jersey, 
New Mexico, New York, North Carolina, North Dakota, Ohio, Okla- 
homa, Pennsylvania, Rhode Island, South Carolina, South Dakota, 
Tennessee, Texas, Virginia, West Virginia, Wisconsin, the District of 
Columbia, points in Nebraska except those within 50 miles of Sioux 
City, and points in Iowa except those within 50 miles of Omaha; that 
the Successor Corporation is entitled to a certificate authorizing the 
continuance of such operations; and that, in all other respects its appli- 
cation should be denied. 


Baton Rouge Coal & Towing Rights 


Examiners R: M. Brown and O. G. Barber, in a proposed 
report in W-536, Baton Rouge Coal & Towing Co. Contract 
Carrier Application, have recommended that the applicant’s 
operations be found to be those of a common carrier. They 
recommended that it be found entitled to continue operation 
as a common carrier by towing vessels in the performance of 
general towage, between ports and points along the Mississippi 
River, Tiptonville, Tenn., and south thereof, and on other 
waterways in Louisiana, except the Gulf Intracoastal Waterway. 

Discussing a contention of Mississippi Valley Barge Line 
that the applicant should be classified as a contract carrier 
because it had furnished a specialized service in the transporta- 
tion of equipment connected with dredging and marine con- 
struction work, the examiners said that, although applicant’s 
operation in a sense might be so characterized in part, “if it 
makes that service available to all in need thereof, its operation 
is that of a common carrier rather than a contract carrier.” 
Applicant had a schedule of rates on file with the Commission, 
they said, and, while the rates named were designated as 
minimum rates, they were not restricted to the use of any 
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special shipper or class of shippers, but were open to all who 
desired to avail themselves of the service described, adding 
that the applicant did not participate in joint rates with other 
carriers. 

The examiners recommended denial of the application to 
the extent that it asked authority to perform freighting (de- 
scribed by applicant as “complete transportation’) service, after 
a review of the transportation services of record. They also 
recommended finding that bona fide operation by the applicant 
on the Ohio and Tennessee Rivers on and since January 1, 
1940, had not been established. Carriage of petroleum products 
in certified vessels since 1942 was a direct result of the war 
emergency and did not constitute an interruption of service 
within the applicant’s control, the examiners said. 

They recommended that the authority granted authorize 
applicant to perform transportation with the use of both small 
and large vessels. 


Proposed Reports 
Wrapping Paper 


No. 29362, International Paper Co. vs. Atchison, Topeka & 
Santa Fe Railway Co., et al. By Examiner Berryman. Recom- 
mended that Commission dismiss complaint and find applicable 
the assailed rates of 81 cents a 100 pounds charged on wrapping 
paper, in two carloads, one shipped from East Moss Point, Miss., 
May 18, 1943, and one from Mobile, Ala., March 31, 1945, to El 
Paso, Tex. The 81-cent rates, said the examiner, were published 
in Agent J. R. Peel’s tariffs I. C. C. 3545 and I. C. C. 3626, ef- 
fective, respectively, when the shipment from East Moss Point 
and the one from Mobile moved. He said El Paso was named 
in the lists of destination stations in these tariffs, and that the 
rates of 81 cents were applicable. 


Crude Phosphate Rock 


No. 29372, Southern Acid & Sulphur Co., Inc., vs. Alabama 
Great Southern et al. By Examiner Claude A. Rice. All-rail 
carload rate of $7.044 a long ton on crude phosphate rock, 
ground, from 18 producing points in Florida peninsula to North 
Little Rock, Ark., proposed to be found unreasonable and un- 
duly prejudicial to such points, the undue preference being for 
complainant’s competitors at Shreveport, La., and East St. Louis, 
Ill. Assailed rate to North Little Rock proposed to be found 
not otherwise unlawful. Rate of $6.60 a long ton from the 
Florida origins to Memphis, Tenn., proposed to be found un- 
reasonable. Findings proposed that undue prejudice to com- 
plainant will be removed by establishment of reasonable rate 
of $6.55 a long ton, minimum 100,000 pounds, to North Little 
Rock, that reasonable rate to Memphis will be $5.95 a long 
ton, and that no damage is shown. 


Trailer Frames 


No. 29353, Dorsey Brothers vs. Trustees of the Milwaukee, 
et al. By Examiner Burton Fuller. Rate of 134 cents a hundred 
pounds minimum 16,000 pounds charged on carload shipments 
of truck trailer frames to complainant’s plant at Elba, Ala., 
from Milwaukee, Wis., since May 5, 1944, proposed to be found 
applicable and just and reasonable prior to January 15, 1945, 
but unjust and unreasonable between that date and Febru- 
ary 10, 1946, to extent of its excess over the fifth-class rate 
of 109 cents a hundred pounds, minimum 20,000 pounds. Repara- 
tion, with interest, proposed. The examiner observed that in 
the absence of a specific rating or rate on trailer frames prior 
to January 15, 1945, all shippers and receivers of the com- 
modity, including complainant, had been charged the fourth- 
class rates thereon. He said that since the hearing in this 
proceeding the defendants had published, effective February 10, 
a rate of sixth class, minimum 20,000 pounds, as a uniform 
basis on this commodity, thus disposing of the issue as to the 
future. He stated that, “manifestly, to accord complainant a 
lower basis than fourth class prior to January 15, 1945, or 
fifth class from that date to the date the new sixth-class rates 
became effective generally on these trailer frames, would be 
to accord it a relatively more favorable rate . than any 
other shipper or receiver of this commodity.” 


Used Wooden Ties, Etc. 


No. 29317, Pieter Kiewit Son’s Co. vs. C. & N. W. et al. 
By Examiner Horace W. Johnson. Dismissal proposed. Legally 
applicable “class B” rate of 64 cents a hundred pounds, mini- 
mum 36,000 pounds, on used wooden ties, and legal rate of 
$15.35 a long ton, minimum 60,000 pounds, on mixed carload 
shipments of old relaying rails, track bolts, spikes and angle 
bars, shipped in carloads from Colorado Springs, Colo., to Box 
Elder, S. D., in period from May 17, 1943, to May 22, 1943, 
inclusive, proposed to be found now shown to have been or tc 
be unreasonable or otherwise unlawful. The Examiner said 
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the 64-cent rate had been charged on the used wooden ties, 


put that the fifth class rate of 74 cents a hundred pounds had 
been charged on the rails and other track materials; that under 
the authority of Rule 10 of the governing classification the 
Jegal rate on the mixed carload shipments was $15.35 a long 
ton, minimum 60,000 pounds, and that on the basis of this 
rate there were overcharges on those shipments, which the 
defendants were willing to refund. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’’ type, with name of town or 
city following.) 


Michigan (Benton Harbor)—-MC 103880, Sub. 14, Producers 
Transport, Inc. Certificate proposed. Petroleum and petroleum 
products, in bulk, in tank trucks, from East Chicago and Indi- 
ana Harbor, Ind., to specified Mich. counties, and rejected ship- 
ments on return, over irregular routes. 

New Jersey (Hawthorne)—-MC 105626, Martin J. Mabey 
and William J. Lacourciere, common carrier. Denial of certifi- 
cate proposed. Passengers and their baggage, between Haw- 
thorne, N. J., and New York, N. Y. 

Illinois (Chicago)—-MC 1501, Sub. 9, The Greyhound Cor- 
poration. Certificate proposed. Passengers and their baggage, 
newspapers, express, and mail, between junction La. highway 5 
and unnumbered highway at or near Sunset, La., and junction 
La. highway 5 and unnumbered highway near Carencro, La., 
over unnumbered highway, serving Grand Coteau, La., in con- 
nection with authorized regular route operations between 
Lebeau, La., and Lafayette, La. 

New York (Kingston)—MC 2835, Sub. 15, Adirondack 
Transit Lines, Inc. Certificate proposed. Passengers and their 
baggage, newspapers, express and mail, between Malone and 
Plattsburg, N. Y., over a specified highway and return; and be- 
tween junctions of named highways and Malone, Brainards- 
ville, and Cadyville, with service authorized at all intermediate 
points on the described routes. 

West Virginia (Cacapon)—-MC 3114, Sub. 11, T. H. Comp- 
ton. Certificate proposed. Petroleum products, in bulk, in tank 
trucks, from points in the Washington, D. C. commercial zone 
to Martinsburg, W. Va., and points within 5 miles thereof, over 
irregular routes, and rejected shipments on return. 

lowa (Des Moines)—-MC 7777, Sub. 10, Jack Rosenstein. 
Permit proposed. Specified commodities, between certain points 
in Ia., Mo., Tex., N. J., and Miss., over irregular routes. 

Ohio (Mount Vernon)—MC 12314, E. A. Schlairet Transfer 
Co., broker. License proposed. Household goods, between points 
in Knox county, O., on the one hand, and, on the other, points 
in the U. S. 


Tennessee (Chattanooga)—-MC 20901, Sub. 8, J. B. Levan 
and Florence Levan. Certificate proposed. Passengers and their 
baggage, mail, express, and newspapers, between junction Tenn. 
highways 50 and 50A near Columbia, Tenn., and Lewisburg, 
Tenn., over.a specified regular route and return, serving all 
intermediate points. 


Oklahoma (Oklahoma City)—-MC 29427, Sub. 9, South- 
western Motor Carrier Corp. Certificate proposed. Passengers 
and their baggage, express, mail, and newspapers, between 
Altus, Okla., and Quannah, Tex., over a specified route and re- 
turn, serving all intermediate points. 


Wisconsin (Kenosha)—MC 30837, Sub. 25, Kenosha Auto 
Transport Corporation. Certificate proposed. (a) New trucks 
and chassis, their parts, and equipment, in initial movements, in 
driveaway service from Kansas City, Mo., to all points in the 
U. S., except Okla., Tex., Ala., Ill., Ky., Mich., Minn., O., Pa., 
and Wis.; and new trailers and chassis, their parts and equip- 
ment, in initial movements, to all points in the U. S., except 
Okla., and Tex.; and (b) new trailers and chassis, their parts 
and equipment, in initial movements, in truckaway service, 
from North Kansas City, Mo., to all points in the U. S. 

Arizona (Cottonwood)—MC 38476, Sub. 2EX, Henry M. 
Farley exemption application. Certificate of exemption pro- 
posed. (1) General commodities, between points within 25 
miles of Cottonwood, Ariz., including Cottonwood, unrestricted, 
and between points within 50 miles of Cottonwood, including 
Cottonwood, restrict to transportation for Arizona Power Cor- 
poration in the Fossil Creek and Long Valley Districts, Ariz.; 
and (2) livestock, between points within 50 miles of Cotton- 
wood, including Cottonwood. 

New Mexico (Albuquerque)—-MC 54578, Sub. 4, San Juan 
Basin Lines, Inc. Certificate proposed. General commodities, 
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with exceptions, between Farmington, N. M., and Cortez, Colo., 
over a specified route, serving all intermediate points. 

New York (New York)—MC 66562, Sub. 694, Railway Ex- 
press Agency, Inc. Certificate proposed. General commodities, 
in express service, between Nashville, Tenn., and McMinnville, 
Tenn., over a specified route, service limited to that auxiliary 
to, or supplemental of air express service, and shipments lim- 
ited to those moving on through bill of lading or express receipt 
covering an immediately prior or subsequent air movement. 

New Mexico (Las Cruces)—-MC 69746, Sub. 11, W. E. Whit- 
field, Jr., H. C. Whitfield, and Mary E. Whitfield. Certificate 
proposed. General commodities, with exceptions, between El 
Paso, Tex., and Albuquerque, N. M., over a specified regular 
route, serving all intermediate points except no service to be 
rendered to Belen, N. M., or points intermediate between Belen 
and Albuquerque, except shipments originating at, or destined 
to, points south of Belen, and no service to be rendered at 
Hatch, N. M.,; or at points intermediate between Hatch and 
El Paso, except shipments originating at or destined to points 
north of Hatch. 

Minnesota (St. Paul) —-MC 76266, Sub. 36, Merchants Motor 
Freight, Inc. Certificate proposed. General commodities, with 
exceptions, between Mason City, Ia., and Council Bluffs, Ia., 
over a specified route for operating convenience only, serving 
no points not otherwise authorized. 

Florida (Tallahassee)—-MC 89177. Sub. 8, William Ray 
Maxwell. Denial of certificate proposed. General commodities, 
with exceptions, between Panama City, Fla., and Dothan, Ala., 
over a specified route. 

Alabama (Troy)—MC 89926, Sub. 5, J. R. Crow. Certificate 
proposed. Passengers and their baggage, between Brewton, Ala., 
and Pensacola, Fla., over a specified route, serving no inter- 
mediate points. 

Montana (Great Falls)—-MC 94098, Sub. 8, Charles A. 
Harper and Verne E. Schwin. Permit proposed. Petroleum and 
petroleum products, in bulk, in tank trucks, from Park county, 
Wyo., to Cody, Sheridan, Powell, Ralston, Lovell, Cowley, 
Graybull, Worland, and Thermopolis, Wyo., traversing Mont. 
for operating convenience, with no service at any intermediate 
point. ‘ 

Montana (Great Falls)—-MC 94098, Sub. 10, Charles A. 
Harper and Verne E. Schwin. Permit proposed. Petroleum and 
petroleum products, in bulk, in tank trucks, from Park county, 
Wyo., to Heath, Mont., over irregular routes. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2625, from January 21 until August 21, certain 
schedules published in supplement No. 118 to tariff MF-I. C. C. 
No. 100 of Mid-Western Motor Freight Tariff Bureau, Inc., 
agent, Kansas City, Mo. Except for the account of two carriers 
the suspended schedules propose to increase the less-truckload 
classification exceptions rating from 55 to 70 per cent of the 
first class rates on assembled electric storage batteries between 
points in Kansas, between points in Missouri, also between Kan- 
sas and Missouri. 


I. and S. No. 5383, from January 24, until August 24, cer- 
tain schedules as published in supplements Nos. 35 and 36 to 
Agent D. Q. Marsh’s tariff I. C. C. No. 3564. The suspended 
schedules propose to cancel barge-rail import commodity rates 
on coffee, in carloads, from New Orleans, La., to certain points 
in the southwest, in connection with the Mississippi Valley 
Barge Line. 

The New Orleans Traffic and Transportation Bureau had 
asked the Commission to suspend a proposed withdrawal by the 
Mississippi Valley Barge Line Co. of participation in the rates 
named in the aforementioned supplements, saying that the barge 
line proposed to substitute for the rates to be withdrawn and to 
apply thereafter the lowest of the following basis: (1) import 
class rates, (2) domestic class rates, and (3) combination over 
the barge line’s port of interchange (see Traffic World, Januar 
19, p. 158). eo 

I. and S. No. 5384, from January 24, until August 24, certain 
schedules as set forth in supplements Nos. 61, 62, 63, 64 and 66 
to Agent B. T. Jones’ tariff I. C. C. No. 3926, and other tariffs. 
The suspended schedules propose to establish a classification 
exception rating of 75 percent of first class for application on 
new passenger automobiles, in carloads, over the lines of certain 
carriers in official territory. 

Schedules proposing to establish a classification exception 
rating of 85 per cent of first class were not suspended, and 
were thus permitted to become effective January 24. Those 
schedules conformed to the report of the Commission on recon- 
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sideration in No. 28190, New Automobiles in Interstate Com- 
merce (see Traffic World, Nov. 24, 1945, p. 1259). 

I. & S. M-2626, from January 24 until August 24, certain 
schedules published in tariff MF I. C. C. No. 10 of E. D. Fee, 
doing business as E. D. Fee Transfer, New Castle, Pa. The 
suspended schedules propose to establish, in connection with 
distance commodity rates on packing-house products from cer- 
tain points in Ohio and Pennsylvania, to points in Western 
Pennsylvania, a new charge of 10 cents per 100 pounds, for 
sorting and ‘checking the contents of railroad cars; and to es- 
tablish new minimum charges per trip. 


LOCOMOTIVE INSPECTION RULES 


The Commission, by Commissioner Patterson, has amended 
its rules and instructions for the inspection and testing of steam 
locomotives and tenders by an order In the Matter of Modifi- 
cation of Rules and Instructions for the Inspection and Testing 
of Steam Locomotives and Tenders in Accordance with the Act 
of February 17, 1911, as Amended. 

The new amendments, said the order, related to section 
91.106, “Safe condition,” section 91.153, “Feed water tanks,” 
and section 91.157, “Reverse gear.” 

The Commission said that by its order of November 23, 
1945, railroads were required to show cause by January 2, why 
the rules and instructions approved June 2, 1911, and subse- 
quently amended, should not be further amended in the afore- 
mentioned particulars, and that no good and sufficient cause had 
been shown why the amendments should not be required. 


1. C. C. ACCIDENT REPORTS 


A rear-end collision between a Western Pacific passenger 
and freight train that resulted in the death of one employe 
and the injury of 105 passengers and 13 employes near Carbona, 
Calif., November 11, 1945, was caused by failure to provide 
adequate protection for the preceding freight train, according 
to the Commission, by Commissioner Patterson, in a report 
on investigation No. 2946. 

“If an adequate block system had been in use in this terri- 
tory, the crew of the following train would have received 
definite information that the preceding train was occupying 
the main track in the same block,” said the report. “As a result 
of a previous accident which occurred on the line involved, the 
Commission issued an order calling upon this carrier to show 
cause, if any, why it should not be required to install an 
adequate block-signal system on this line.” 

The report said the Commission’s order would be set for 
hearing in San Francisco, Calif., on April 1. 





Transit on Crude Rubber 


Hearings began in Washington, January 23, before Ex- 
aminer Weems in No. 29346, Transit on Crude Rubber in Cen- 
tral Territory, an investigation instituted by the Commission, 
Division 2, into the reasonableness and lawfulness of transit 
arrangements in connection with the washing and drying of 
crude rubber, in carloads, at Akron and Barberton, O., and 
Buffalo, N. Y., originating at points in’ Official and Western 
Trunk Line Territories and reshipped to points in Southwestern 
Territory. 

The early part of the hearing was occupied by a discussion 
of applicable transit arrangements in connection with the tariffs 
of the Baltimore & Ohio, Pennsylvania, Erie, and Akron, Canton 
& Youngstown Railroads. 

F. H. Cole, Jr., of Cincinnati, represented the B. & O., and 
appearances were: Samuel P. Delisi, assistant general solicitor, 
Pennsylvania Railroad, Pittsburgh; J. P. Canny, Erie Railroad, 
Cleveland; J. J. King, Akron, Canton & Youngstown Railroad, 
Akron, O.; M. C. Pearson, Mississippi Valley Barge Line, St. 
Louis; Harry C. Ames, Mississippi Valley Barge Line, Wash- 
ington, D. C.; Nuel D. Belknap, Inland Waterways Corporation, 
operating the Federal Barge Line, Chicago; Frederick E. 
Brown, American Barge Line Co., Washington; and John H. 
Eisenhart, Jr., American Waterways Operators, Inc., Washing- 
ton. 

Mr. Cole said the controversy in the instant proceeding 
was over the question whether the rail lines limited transit 
privileges to all-rail traffic and did not make it available to 
barge-rail traffic. He said the B. & O. transit arrangement had 
applied to all-rail shipments from point of origin to destina- 
tion, but that later tariffs contained notes eliminating the effect 
of that provision. When transit was granted, he said, it was to 
be granted at the through rate. 

Mr. Ames asked if Mr. Cole was not saying in effect that, if 
there was a differential rate (rail-barge-rail) applying over a 
route, the transit might be accorded under the rail-barge-rail 
rate which was usually lower than the all-rail rate. Mr. Cole 
assented and the representatives of the Erie and the Akron, 
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Canton & Youngstown said their position was the same as that 
of the B. & O. 

Mr. Cole averred that, although he had stated the B. & O,’s | 
position, it would be possible that some of the lines connecting 
with that railroad might have different views. He said that, 
if the water carriers were satisfied, there was no further reason 
for his railroad’s participation in the proceedings. 

Discussing a tariff identified as Baltimore & Ohio No. 374, 
I.C.C. 23625, effective December 1, 1945, and a revision effective 
January 9, 1946, Mr. Belknap said the final effect of the tariff 
was removal of the restriction of the transit privilege to all-rai] 
rates on traffic when it was applicable under other joint through 
rates. 

With respect to the Pennsylvania’s tariffs, Mr. Delisi said 
there were only two points in Southwestern Territory, namely, 
Miami, Okla., and Waco, Tex., to which there was movement 
under transit arrangements and that the Pennsylvania tariffs 
provided for transit for washing and drying at Barberton and 
Akron on import traffic destined to the two points. He said 
that as long as there were only the two points involved in 
the existing tariffs, his railroad was not interested in a “paper 
adjustment” to provide for transit arrangements at other south- 
western points. 

It was brought out in the discussion that there were two 
Pennsylvania tariffs applying to the two aforementioned points 
and that they were in conflict, as one provided for movement 
under all-rail rates and one under rail-barge-rail rates. 

Barge line representatives contended that the Pennsylvania 
tariffs should be brought in line with the position of the B. & O. 

Examiner Weems, in concluding the hearing, announced 
that no briefs would be filed but that there would be a proposed 
report. 





Light and Bulky Articles Ratings 


On reconsideration, the Commission, Division 3, heard 
oral argument, January 23, in I. and S. M-2404, Incandescent 
Electric Lamps or Bulbs, and related cases pertaining to ratings 
for various light and bulky articles. Reopening had been or- 
dered on consideration of petitions of the Price Administrator 
and others who sought modification of the report. 

The division had found just and reasonable the proposed 
increased motor classification ratings on hard fiber or pressed 
pulp hats or caps, paper doilies and related articles, and coin 
wrappers, set up; and unjust and unreasonable, the proposed 
increased classification ratings on incandescent electric lamps 
and bulbs, airplane doors, rubber or fabric fuel or oil cells, 
various kinds of luggage, carpet mill thread waster, waste, 
and certain paper articles (see Traffic World, June 2, 1945, 
p. 1487). 


Appearances at the hearing on reconsideration were Dale 
C. Dillon and Samuel W. Earnshaw, representing the respond- 


ent motor carriers; John S. Burchmore, National Industrial | 


Traffic League; Andrew P. Martin, General Electric Co. et al.; 
Robert De Kroyft, Jewel Incandescent Lamp Co. et al.; 
Harry R. Brashear, Aircraft Industries Association; James F. 
Daugherty, Kalamazoo -Vegetable Parchment Co. et al.; L. O. 
Kimberly, Jr., American Cotton Manufacturers’ Association et al., 
and Fred D. Brinkley, representing the Office of Price Admin- 
istration, and appearing also for the Luggage and Leather 
Goods Manufacturers of America. 

Mr. Earnshaw said the respondent motor carriers looked 
on the combined proceedings as a test case and asked the Com- 
mission to lay down comprehensve standards to satisfy the 
needs of motor carriers as a whole. The rate situation with 
respect to the considered articles, he said, was not like a railroad 
case where all tonnage could be thrown together, but required 
classification for each and every article. He said the density 


tables to be used in constructing the rates should furnish a | 


floor for rating light and bulky articles. 


The motor carrier respondents’ approach was more toward | 
revenue a cubic foot than revenue a mile, said Mr. Earnshaw, | 
in response to a question, adding that the respondents were | 
not much interested in the over-all size of the vehicle in rela- | 


tion to revenue. As the densities of commodities decreased, the 
revenues from each unit of space should remain equal, said he. 

Mr. Kimberly, of the American Cotton Manufacturers’ As- 
sociation, et al., noted that, as a basis for ratings on light 
and bulky articles generally, division 3 had adopted the re- 


spondents’ theory that ratings should be designed to produce § 


the same revenue for transportation of articles of different 
weight densities. He added that it was his clients’ position that 
the record did not justify the prescription of any such formula 
and that the theory on which it was based was wrong in 
principle. 

He said he hoped the Commission’s reconsideration would 
result in eliminating from the report any findings prescribing a 
weight-density formula for general application, but that if the 
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Commission did conclude that some such formula should be 
used, his clients urged that it begin with a provision for the 
lowest ratings on articles of optimum weight density and that 
ihe increase in ratings on light-weight articles should not be 
so great as to produce the same revenue as on the heaviest 
loading articles. 

Mr. Kimberly asked that recognition be given the fact that 
the cost involved in handling and transporting a small weight 
was not as great as that involved in handling and transporting 
a greater weight, and that other considerations including less 
value of service justified a lower charge for handling and trans- 
porting a small weight than a greater weight. 

Besides I. and S. M-2404, Incandescent Electric Lamps or 
Bulbs, other proceedings on which oral argument was heard 
were: I. and S. Nos. M-2405, Airplane Parts; M-2406, Trunks or 
Traveling Bags; M-2407, Hats or Caps; M-2408, Carpet Mill 
Thread Waste; and M-2409, Paper Articles. 


Grain Proportional Protest 


Contending that proposed reductions in proportional rates 
on grain and grain products from Kansas City and Omaha, and 
in the through rates based thereon, without making the same re- 
ductions in the proportional rates from Chicago to the same 
destinations, resulted in undue preference of Kansas City, 
Omaha, and other points through which the rates applied, to 
the undue prejudice of Chicago, the Board of Trade of the City 
of Chicago has asked the Commission to suspend portions of sup- 
plement 53 to Agent L. E. Kipp’s I. C. C. No. A-3455, issued to 
a effective February 1, describing the matter objected to 
as follows: 


On page 9 of the supplement, reduced proportional rates on grain, 
grain products and articles taking same rates, from Kansas City, Mo., 
to Burlington, Ia., index No. 3043; to stations West Burlington, to 
Batavia, Ia., index Nos. 3419 to 3430, inclusive. Wever, Ia., index 
No. 3666 and Spring Grove, Ia., index No. 3667; all of which: stations 
are located on the C. B. & Q.; also from Kansas City, Mo., to 
Columbus Jct., Ia., to Burlington, Ia., index Nos. 5788 to 5792, inclusive, 
located on the C. R. I. & P. 

On page 9, reduced proportional rates from Omaha, Neb., to 
Burlington, index No. 3043; to stations West Burlington to Agency 
City, Ia., index Nos. 3419 to 3431, inclusive; stations on the C. B. 
& Q.; and from Omaha to stations Columbus Jct., Ia., to Marengo, Ia., 
index Nos. 5786 to 5792, inclusive, and 6012 to 6019, inclusive. 

On page 10, reduced proportional rates from Kansas City, Mo., 
to Cotter, Ainsworth, Washington, Verdi, Brighton, East Pleasant 
Plain, Perlee, Fairfield and Libertyville, Ia.; also reduced proportional 
rates from Omaha to stations Ladora, Ia., to Delta, Ia., index Nos. 
6020 to 6146, inclusive. 


The board said the proposed reductions changed the rela- 
tionship between Chicago, on the one hand, and Kansas City and 
Omaha, on the other, which relationship, it said, had been 
established by the carriers when the rates were made effective 
July 1, 1935, following the Commission’s report in Grain and 
Grain Products Within the Western District and for export, 205 
I. C. C. 301, 215 I. C. C. 83, which relationship, it added, had 
existed to the present time except as it might have been affected 
oe resulting from Ex Parte No. 123 and Ex Parte No. 


“The destinations referred to are within the trade territory 
of the dealers and processors located at Chicago and those 
dealers and processors are in competition with the dealers and 
processors in Kansas City, Omaha and other points who are in 
a position to use the reduced rates, for the business of the 
buyers and consumers at the destinations involved,” said the 
Chicago board. 

Discussing the short line distances from Chicago and from 

Kansas City, the board said the average of the present rates 
from Kansas City was 14 cents, and the average from Chicago 
ranged from 13 to 16 cents, averaging 14.6 cents, earnings 
under the Kansas City rates ranging from 10.65 mills a ton 
mile to 12.33 mills, an average of 11.55 mills, those from Chi- 
cago ranging from 11.72 mills to 13.66 mills a ton mile. This, 
Said the board, showed conclusively that the present propor- 
tional rates from Chicago to these destinations were on a higher 
level, mile for mile, than the present proportional rates from 
oth Kansas City and Omaha, and that any reduction in the 
Proportional rates from Kansas City and Omaha without cor- 
responding reductions in the proportional rates from Chicago 
would increase the disadvantage and undue prejudice under 
which Chicago was now operating. 


TEMPORARY MOTOR AUTHORITY EXTENSION 
_ In reporting the setting of hearings by the Commission in 
542 motor carriers cases, involving in the great majority of 
Cases applications to convert temporary to permanent operating 
authority, it was said in the January 19 issue of the Traffic 
World, p. 150, that each of the carriers had received an indi- 
vidual telegram informing it that the temporary authority was 





\ 


227 





being extended to June 30, the date to which the second war 
powers act was extended. ’ 

It should have been stated that there were some exceptions 
—in the case of a few applications where protests had been 
filed, the carriers were granted a 60-day extension (see Traffic 
World, Jan. 5, p. 13). 


Steel Fabricated in Transit 


Official Classification lines have petitioned the Commission, 
in No. 29011, Corporation Commission, State of Oklahoma vs. 
Midland Valley et al., and No. 29011, Sub. 1, Allied Steel 
Products Corporation et al. vs. Atchison, Topeka & Santa Fe 
to modify its order so as not to require changes in tariffs of 
those lines involving rates in Official Territory. They said that 
the record showed that very little traffic governed by tariffs of 
the Official Classification lines were involved in the proceedings. 

The Commission, Division 2, on reconsideration, modified 
in part the findings in the prior report, 259 I.C.C. P. 401, and 
found rates on iron and steel structural materials, in carloads, 
shipped by complainants in Sub. 1, from points in Official, 
Western Trunk Line, Southern and South-western Territories, 
fabricated in transit at Oklahoma City and Tulsa, Okla., and 
reshipped to destinations in Oklahoma and beyond, unreason- 
able to the extent they exceeded rates in some instances con- 
temporaneously applicable on iron and steel articles from the 
same origins to the same destinations, subject to transit tariffs 
applicable at the time of movement (see Traffic World, Oct. 27, 
1945, p. 1027). 

The railroads said instances of shipments of complainants 
requiring the use of Official Classification lines’ tariffs either 
did not exist or would be extremely rare. On the other hand, 
they added, no shipper of similar materials in Official Territory 
had ever asked for a chance either in the present rate basis or 
modification of the iron and steel list prescribed in Iron and 
Steel Articles, 155 I.C.C. 517, notwithstanding there was a 
fairly substantial movement of the traffic between points in 
that territory. 

They said the addition of the material covered by the in- 
stant complaint to the list,in Official Territory lines tariffs 
threatened the integrity of that list. As there was no complaint 
against the application of the classification basis to the com- 
modity in question with Official Territory, they said, lower 
rates should not be required on such articles in making a 
through rate via Oklahoma City or Tulsa, particularly as com- 
peting shippers in Official Territory paid the higher basis of 
rates. 

The Official Classification carriers asked, if the Commis- 
sion thought the record inadequate without additional evidence, 
that the Commission hold further hearing solely on the question 
of excluding their tariffs from the scope of the order. 


Pacific Coast-Gulf Operation 


In its application as managing operator of the vessels of 
Arrow Line, Waterman Steamship and Arthur B. Cahill, for a 
revised certificate to permit service between 41 Pacific Coast 
and 21 Gulf ports through the Panama Canal, Sudden & Chris- 
tenson, Inc., said there were only two water carriers at present 
serving the ports involved in its application (see Traffic World, 
Jan. 19). 

The application, in W-384, Sub. 1, was made in the name 
of Sudden & Christenson, Inc. (Arrow Line), in the capacity as 
managing operator under the trade name Arrow Line, of and 
for the vessels of the Waterman Steamship Corporation and 
Arthur B. Cahill, managing owner (successor in interest to 
Christenson Steamship Co.). The request was for additional 
common carrier authority for the transportation of property 
generally, over regular and irregular routes, the year around. 

In support of the application, an exhibit was included show- 
ing that in the last year for which complete figures were avail- 
able to the applicant, 1937, a total of 1,200,846 tons of general 
cargo was transported by water through the Panama Canal be- 
tween all U. S. Pacific Coast*ports and Gulf ports. Of this, the 
exhibit showed, 769,671 tons moved westward, and 431,175 tons 
moved eastward. The applicant said its understanding was that 
overall tonnage between those ports had progressively increased, 
and that its investigation indicated that there might be sub- 
stantial sustained increase, ‘‘progressively improving due to de- 
velopment of new industries in both regions and much heavier 
demand by the changed and increased population therein.” 

Because it would transport commodities generally in both 
directions, and afford regular service, for which a substantial 
number of new, large and fast vessels had been purchased, the 
applicant said it anticipated handling about 30 per cent of the 
total traffic. Assuming 300,000 tons and a minimum prospective 
revenue of $10 a ton, the applicant said it had a prospective 
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total revenue of $3,000,000, which, it said, should net an income 
of approximately $450,000, adding that “the foregoing is indeed 
conservative.” 

“As far back as 1928 there were four distinct common car- 
rier water lines operating general service between United States 
Gulf ports and the Pacific Coast,” the applicant continued. “At 
that time these lines, for example, maintained between 8 and 9 
sailings monthly from Mobile, Ala. Immediately prior to the 
present war there were three common carrier general cargo op- 
erators in the Gulf intercoastal trade, advertising in the neigh- 
borhood of about six sailings monthly. One of these carriers 
abandoned service prior to the effectiveness of the transporta- 
tion act of 1940; there now remaining but two certificated car- 
riers of the type involved, with considerably less service. Ap- 
plicant believes that additional service is needed in the public 
interest. Applicant proposes to establish service without undue- 
delay after being granted the authority herein requested. 

“Adequate plier facilities are available to applicant both at 
Gulf and Pacific Coast ports.” 

After listing Isthmian Steamship Co. and Luckenbach Gulf 
Steamship Co. as the known water carrier competitors giving 
service between the ports proposed to be served, the applicant 
said there was no service by water from any Pacific Coast port 
to Corpus Christi, Galveston, Orange, Port Isabel, Texas City, 
Tex.; Gulfport, Miss.; Lak. Charles, La.; or Pensacola, Fla. 
Neither, it said, was there service by water from any Gulf port 
to Gray’s Harbor nor Willapa Harbor, Wash. These deficiencies 
would be cured by the granting of the authority sought, it said. 


Cotton Piece Goods Rate Protest 


The Southern motor carriers rate conference has asked the 
Commission to suspend Item No. 3502 in Supplement 35 to 
Tariff 730-D, I.C.C. 937, R. H. Hoke, agent, published to become 
effective February 15, proposing a rail rate on cotton piece 
goods, unfinished, minimum weight 60,000 pounds, from Rhodiss, 
N. C., to Lyman, S. C., of 17 cents a hundred pounds. 

The conference said the rate was designated as a motor 
competitive rate and that, in Special Permission No. 3300, filed 
January 8, Agent Hoke had stated that the rate was published 
to approximate the cost of private truck transportation. 

“The present rail rate is 26 cents, any quantity, as shown 
in Item 39130 of the tariff,” said Edgar Watkins, Jr., attorney 
for the conference. “The present motor rate as described in 
Item 907 is 20 cents, AQ, as published in Index 17100 of 
SMCRC tariff 10-E (south textile products), MF-I.C.C. 360.” 

He said the proposed rate approximated 20 per cent of 
first class, whereas the lowest rate generally applicable on cot- 
ton piece goods, “even between interplant movements,” had 
been 30 per cent, and that the publication of the rate would 
create a discriminatory situation that would probably cause 
mills located at other points to demand rates on a similar basis 
for competitive movements. 

“Cotton piece goods generally move on an AQ basis,” 
he said, “and this is an outstanding departure from the gen- 
eral method of making rates on these commodities. The situa- 
tion here confronting the carriers is similar to the so-called 
inducement rates, the first group of which were suspended 
recently in I. and S. No. 5380 of December 26, 1945.” 

The proposed rates were in violation of Section 1 and 3 of 
the Interstate Commerce Act, he said. 


COFFEE RATE PROTESTED 

In a story in the Traffic World of January 19 concerning 
a protest of the New Orleans Traffic and Transportation Bureau, 
against proposed withdrawal by the Mississippi Valley Barge 
Line Co. of participation in rates on coffee named in supplement 
No. 35 to I. C. C. 3564 of D. Q. Marsh, agent, it was incorrectly 
stated that “The all-rail rate from New Orleans to Memphis 
was 30 cents a 100 pounds, six cents less than the all-barge 
rate of 24 cents. . . .” The sentence should have read as 
follows: “The all-rail rate from New Orleans to Memphis was 
30 cents a 100 pounds, while the all-barge rate was contempo- 
raneously 24 cents, and the difference between the two was 
six cents a 100 pounds.” 


WOOL AND MOHAIR RATES HEARINGS 

In addition to the hearing assigned for Chicago (see Traf- 
fic World, Aug. 11, 1945, p. 358) in No. 28863, Wool and Mo- 
hair Rates, the Commission has announced hearings before 
Commissioner William J. Patterson and Examiner G. H. Mat- 
tingly as follows: 

March 5, Hotel Texas, Ft. Worth, Tex.; March 11, Cos- 
mopolitan Hotel, Denver, Colo.; March 18, Hotel Utah, Salt 
Lake City, U.; March 26, Multnomah Hotel, Portland, Ore.; 
and April 2, Office of Railroad Commission of the State of Cal- 
ifornia, San Francisco, Calif. 
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“As indicated in the notice of August 2, 1945, these hearings 
and the one already assigned at Chicago, Ill., on February 13, 
1946, are for the purpose of receiving evidence in chief of al] 
parties except respondents,” said the notice issued by Secre. 
tary Bartel. “Another hearing or hearings will be assigned 
later for receiving respondents’ evidence, and any rebuttal 
which other parties may desire to offer.” 

The notice said that, subject to appropriate modification in 
individual instances, cross examination of all witnesses should 
be completed at the hearing at which they testify ‘on direct.” 


UNION PACIFIC REFINANCING 


Saying it was deemed a prudent course to refinance 
$44,717,000 of outstanding bonds because of the lower rate of 
interest at which a new issue could probably be sold, the Union 
Pacific Railroad Co., in Finance No. 15185, has asked the Com- 
mission for authority to issue and sell $44,493,000 of thirty- 
year 2% per cent debenture bonds, to be dated February 1, 
and maturing February 1, 1976. 

The proceeds of the bonds, with other funds, will be used 
to redeem, at 103 per cent and accrued interest the company’s 
thirty-four year 3% per cent debenture bonds, due October 1, 
1970, and its thirty-five year 34 per cent debenture bonds due 
May 1, 1971, now outstanding in the hands of the public in the 
amount of $44,717,000. These bonds, according to the applica- 
tion, were sold in 1936 to bankers with no commissions and 
no counsel fees paid. 

The new bonds will be redeemable as a whole at any time, 
and in part in principal amounts of not less than $3,000,000, on 
and after February 1, 1951, the applicant said. The indenture, 
it said, would provide for an annual sinking fund payment to 
be made on or before June 1, 1947, and before June of each 
year thereafter of the smaller (a) $235,000 or (b) an amount 
equal to net income after fixed charges, less certain other items. 

The Union Pacific said the old bonds were callable only as 
a whole and not for the sinking funds, observing that the new 
bonds would be callable, as aforementioned, and would also be 
callable for the sinking fund. 


DRUMMOND LIGHTERAGE APPLICATIONS 


Drummond Lighterage Co., of Seattle, has filed two applica- 
tions for authority to institute new operations. 

In W-580, Sub. 5, the carrier asked authority to carry coal, 
in carloads, by car barge, in 7 trips a week, between Seattle 
and Port Orchard, trips to be made on every high tide in part 
of the year. Interchange at Seattle, according to the applica- 
tion, will be with the Milwaukee, the Great Northern, the North- 
ern Pacific, the Pacific Coast, and the Union Pacific. It said 


storage facilities at Port Orchard were set up for barge opera- | 


tions, and since transit time was considerably less by barge than 
by rail, this method of handling would continue. Drummond 


said it had been handling the coal under permission No. 24178 | 


of February 20, 1945. 

In W-580, Sub. 6, Drummond asked authority to transport 
commodities generally between Tacoma and Indian Island, in 
car barges, interchanging at Tacoma with the Milwaukee, the 
Great Northern, the Northern Pacific, and the Union Pacific. It 
said the navy considered Indian island a permanent installation 
and planned to unload material from a great number of ships 


at that point to be shipped to various points in the interior for 
reprocessing or storage. The new outbound movement, it said, | 


was expected to start early in 1946. 


REROUTING SERVICE ORDER 


From January 17 to January 24 the Commission, division 3, 
by service order No. 435, has ordered the Alabama, Tennessee 
& Northern to forward freight traffic routed over its line be- 
tween Aliceville and Cochrane, Ala., by routes most available 
to expedite its movement. The division said high water on the 


Tombigbee River made it impossible for the railroad to trans- | 


port freight over its line between those points. 


ALABAMA REROUTING ORDER 


The Commission, Division 3, by service order No. 435-A, | 


effective January 22, at 6 p. m., has set aside service order No. 
435 that directed the Alabama, Tennessee & Northern Railroad 
Co. to reroute freight traffic routed over its line between Alice- 
ville and Cochran, Ala. The original order was in response 
to an emergency situation created by high water on the Tom- 
bigbee River that prevented the railroad from transpotring 
freight between the two named stations. 


COMMISSION DIVERSION AGENT 
Homer C. King, agent for the Commission under second 
revised service order No. 99, authorized to divert or reroute 
rail traffic, has issued his King’s order No. 10, effective Janu- 
ary 17 to January 22, requiring the Northern Pacific to divert 
or reroute to the Burlington at the Twin Cities area all car- 
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load freight up to 25 carloads a day destined to points on the 
Burlington, or at Chicago or beyond, when routed via the Chi- 
cago Great Western. , , 

The Soo Line was also ordered to disregard routing re- 
quiring interchange to the C. G. W. in the Twin Cities area, 
and to transport up to 25 carloads a day all traffic having des- 
tinations on the Soo Line, or at Chicago, or beyond. | 

The order did not apply to cars of freight traffic having des- 
tinations on the C. G. W. at Chicago, and was made subject 
to all provisions of revised King’s order No. 1. 

By amendment No. 1 to his King’s order No. 10, Homer C. 
King, agent of the Commission, has made the order effective 
from January 17 to January 25, instead of to January 22. 


Lifting of Travel Restrictions 


Reinstatement of Pullman sleeping car runs of 450 miles 
or less has been announced by the Office of Defense Transpor- 
tation. An amendment to General Order O. D. T. 53 will permit 
the progressive restoration of such service over the period from 
February 15 to March 15. 

The 895 cars set aside for military movements by this order 
on July 15, 1945, the O. D. T. said, would be returned to com- 
mercial service as soon as the cars could be assembled and 
conditioned. The amendment to general order O. D. T. 53 will 
permit the restoration of these runs as follows, subject to the 
ability of the Pullman Company to have all the cars in readi- 
ness for use: 


February 15, restoration of runs from 351 to 450 miles, involving 
the return of 334 cars. 


March 1, restoration of runs from 251 to 350 miles, involving the 
return of 372 cars. 


March 15, restoration of runs of 250 miles or less, involving the 
return of 189 cars. 


General Order ODT 53, which became effective on July 15, 1945, 
will be entirely revoked as of March 15, 1946. 


It is possible to take this action, said Director Johnson, of 
the O. D. T., for two reasons: 

‘First, the troop movements, which reached their all-time 
peak in December, 1945, will decrease during the coming 
months. ; 

“Second, troop sleepers will be available to replace standard 
Pullmans for military use. The production of the 1,200 cars 
scheduled for completion by Dec. 31, 1945, was delayed by labor 
difficulties. On Jan. 16, 711 of these cars were ready for use, 
and at the present rate of production the entire 1,200 should be 
in service before March 1. 

“With the new equipment in use, and the number of troop 
arrivals decreasing from month to month, it will be possible to 
meet demands for troop transportation adequately and at the 
same time allow the railroads to restore the sleeping car service 
which was eliminated by general order O. D. T. 53. Indeed, 
after the restoration of commercial sleeping car service on each 
of the successive dates scheduled, there will still be available for 
military use more sleeping cars than were in such use during 
the peak troop movement of December, 1945.” 

After March 15, railroads would be free to make such ar- 
rangements as they pleased regarding advance reservations on 
passenger trains, said the Office of Defense Transportation Jan- 
uary 18, announcing revocation, effective March 15, of general 
order O. D. 'T. 52. 

That order, effective June 29, 1945, prohibited sale or al- 
location of any space on passenger trains more than five days 


— departure. On September 9 the time limit was raised to 
ays. 





L. C. L. Embargoes, Midwest Points 


_ By _ service orders, the Commission, Division 3, has con- 

tinued in effect until January 31 embargoes at Sioux City and 

Vicinity (third revised service Order 419), at St. Lous, Mo., and 

East St. Louis, Ill. (Service Order 433), and in the Twin Cities 

_ _ Order 437), against acceptance of outbound l1.c.l. 
eight. 

The Commission said the freight houses at those points 
were congested, assigning a truck strike as the cause in the St. 
ae order. Embargoes in the previous service orders had ex- 
pired. 

The St. Louis embargo applies to all railroads and freight 
forwarders at that point. The Twin Cities order applies to the 
C. St. P. M. & O. and the National Carloading Corporation. 
The Sioux City order applies to the North Western and the C. 
St. P. M. & O. 

Freight loaded by shippers and not requiring handling 
a railroad freight houses was excepted in each of the new 
orders. 


The Commission, Division 3, by amendment No. 1 to service 
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order No. 433 effective January 22, has suspended until 
11:59 p. m., January 31, the embargo of less carload freight at 
St. Louis and East St. Louis. 

By revised Service Order No. 437, applying to the embargo 
of outbound less-than-carload freight shipments from the Twin 
Cities area, the Commission, Division 3, has removed a reference 
to the National Carloading Corporation from the first ordering 
paragraph, and added a new paragraph, No. (A) (2), as follows: 

(2) The Chicago, St. Paul, Minneapolis & Omaha Railway 
Co., its agents or employes, shall not accept any shipment of 
freight for account of, on behalf of, as agent of, or as employe 
of, the National Carloading Corporation at any point within the 
switching limits of Minneapolis, St. Paul or Minnesota Transfer, 
Minn., except freight as may be loaded by the National Car- 
loading Corporation at public team tracks or private sidings, 
providing such excepted freight is not handled in transit through 
the said railway’s freight house or houses in Minneapolis, St. 
Paul or Minneapolis Transfer, Minn. 


Free Time on Cars at Ports 


Effective from 7:00 a.m., January 27, to 7:00 a.m., March 15, 
the Commission, Division 3, by Service Order No. 438, Free 
Time on Box Cars Loaded at Ports, has prohibited railroads 
from granting more than a total of 5 days free time on any car 
held after loading at the point of transshipment from vessel to 
car or when held out of such transfer point prior to the receipt 
of proper forwarding directions on such car. The provisions of 
that ordering paragraph are not to be construed to require or 
permit the increase of any free time published in tariffs law- 
fully on file with the Commission. 

The order also requires railroads, not later than 24 hours 
after receipt of proper forwarding directions, to place each box 
car loaded with freight transferred from a vessel to such car, in 
an outbound train an dto forward said car to the destination 
specified in the forwarding directions. 

All Sundays and legal holidays are to be included in com- 
puting the free time provided, which is to be computed con- 
tinuously from the first 7:00 a.m. after actual loading of the car 
is completed. " 

The term “box car” was defined to mean freight equipment 
having a mechanical designation in the official railway equip- 
ment register prefixed by ‘“X’ or “V.” 

The operation of all tariff rules and regulations in conflict 
with the order was suspended and the railroads required to file 
supplements announcing such suspension. 

The division said there was a critical shortage of box cars 
and that free time published in tariffs for loading such cars at 
ports aggravated the shortage. 

Earlier in the week. the Commission, division 3, had issued 
corrected service order No. 434, which set 7 days, Sundays and 
holidays included, as the free time on box cars held at ports 
(see Traffic World, Jan. 19, p. 161). 

The corrected service order deleted the words “or vessel 
to car” from sub-paragraph (a) of the ordering paragraph, 
which prohibited railroads from granting more than 7 days’ 
free time on box cars held for unloading in coastwise, inter- 
coastal or foreign commerce at the point of transshipment from 
car to vessel or vessel to car or when held short of such trans- 
fer point. 

At the Commission it was said the words “or vessel to car” 
should not have been in the original order because the order 
was not intended to imply. to import freight. 


Reefer Expediting Service Order 


For the purpose of expediting the movement of refrigerator 
cars with the designation prefixed by “RP,” “RPA,” “RPB,” or 
“RS” in the Official Railway Equipment Register, the Commis- 
sion, division 3, by service order No. 436, requires railroads 
between January 21 and February 15, inclusive, to remove from 
the placing of unloading each such empty refrigerator car 
within 24 hours after it has been made empty. Without delay, 
the railroads are to: 


(1) Place each such empty refrigerator car in an outbound train, and 

(2) Forward said car to a point where perishables are loaded or 
deliver it to a connecting common carrier for return to said point 
of loading. 

(3) Or, in lieu of subparagraphs (1) and (2) transport such car in 
accordance with orders of Agent C. W. Taylor, issued under service 
order No. 95. 


The initial and number of each refrigerator car not so 
moved, with a brief statement of the cause, are to be reported 
daily by telegraph to the director of the Commission’s Bureau 
of Service at Washington, D. C. 

The order was made to apply in interstate and intrastate 
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traffic, and to cars made empty on or after the effective date, 
and was made subject to special and general permits to ‘be 
issued by the director of the bureau. 

The following cars were exempted: 


(1) Those refrigerator cars which common carriers are required 
to, and do, furnish in lieu of box cars ordered pursuant to second 
revised service order No. 104. 

(2) To a refrigerator car actually required and used by a common 
earrier for loading less-than-carload merchandise when the destination 
of such car is in the direction of the empty movement. 


The order. suspended all rules, regulations and practices in 
so far as they conflicted with its provisions. 

The Commission, division 3, has issued corrected service 
order No. 436, relating to the removal and return of empty 
refrigerator cars, changing subparagraph (1) under paragraph 
(f) “Certain refrigerator cars are exempted,” so that it now 
refers to Third Revised Service Order No. 104, Substitution of 
Refrigerator for Box Cars, instead of to the second revised 
order. 





REFRIGERATORS FOR BOX CARS 


The Commission, division 3, has issued third revised serv- 
ice order No. 104 for substitution of refrigerator for box cars. 
It provides that refrigerator cars “may” be substituted for 
box cars in substantially the same territory specified in the 
original and second revised orders (see Traffic World, Septem- 
ber 1, 1945, p. 557), thus making the substitution optional 
whereas the second revised order uses the word “shall” instead 
of “may.” The third revised order also moves up the expira- 
tion date from April 1, at 11:59 p. m., to February 21, at 
T1359 .p. m. 


The Commission, division 3, has also issued corrected third 
revised service order No. 104 relating to substitution of refrig- 
erator for box cars. Under paragraph (c) “Application of other 
orders,” the division changed a reference from third revised 
service order No. 180 to fourth revised service order No. 180 
which, it said, would not apply on cars used pursuant to the 
provisions of corrected third revised service order No. 104. 





Ex-Barge Grain Rates 


Federal Judge Michael L. Igoe, of Chicago, on January 24 
granted a petition for appeal to the United States Supreme 
Court, filed by the Commission that day. The appeal was taken 
in three cases in which the Chicago court had set aside an 
order of the Commission, entered February 13, 1945, which set 
differentials on the re-shipping rate of grain brought to Chi- 
cago by barge, under the local rate to points east, but higher 


than the proportional rates on grain brought to Chicago by rail 


(see Traffic World, Dec. 1, 1945, p. 1334). 

The court set aside the Commission’s order in so far as it 
prescribed rail rates on ex-lake or ex-rail grain east from Chi- 
cago lower than on ex-barge grain, and enjoined the Commis- 
sion from taking any action or steps to permit to become effec- 
tive any rail rates or charges for the transportation of ex-barge 
grain from Chicago to the east higher than rail rates on like 
ex-rail or ex-lake grain that were in any way predicated on 
the “purported authority of the said void portion of the order 
of the Commission of February 13, 1945.” 


The Commission set forth its assignment of errors under 37 

heads. Among the alleged errors was the charge that the court 
had erred “in making independent findings of subordinate facts 
based upon the record before the Commission”; and “in weigh- 
ing the evidence and reaching conclusions upon administrative 
matters contrary to those found by the Commission.’ The court 
had substituted its judgment for that of the Commission on ad- 
ministrative matters placed within the exclusive jurisdiction of 
the Commission, said the Commission in another assignment of 
error. 
; The Commssion said the court had failed to give effect to 
its finding that the rates of Mechling Barge Line were not sub- 
ject to the Commission’s jurisdiction when not more than three 
kinds of grain were transported in a given tow. It said, also 
the court had erred in “failing to give effect to the Commis- 
sion’s finding that the ex-rail proportionals from Chicago are 
subject to a fourth-section rule, the effect of which, as to Trunk 
Line and New England territories, is to limit application of such 
proportionals to traffic on which an inbound rate of not less 
than 8.5 cents has been paid.” 

Further allegations of error, aside from the more general 
assignments, such as that the court had erred in entering its 
temporary and final decrees, and in failing to find the Commis- 
sion’s order within the latter’s jurisdiction, supported by sub- 
stantial evidence, founded on essential findings of fact, free from 
errors of law and of abuse of discretion of power, and in failing 
to dismiss the complaints, were set forth as follows: 
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In failing to give effect to the Commission’s findings that under 
the all-rail adjustment the through -rates and eastern factors thereof 
on grain from the barge origins are substantially lower than they 
would be under an adjustment from all-rail origins west of Chicago 
of the same average level but made on a distance scale with the length 
of the inbound and through hauls. 

In failing to give effect to the Commission’s finding that inbound 
rail rates on grain from Illinois origins to Chicago generally less than 
8.5 cents, made to meet truck and water competition and known as 
lake locals, do not engage the ex-rail proportionals from Chicago. 

In failing to give effect to the Commission‘s finding that the present 
proportionals can be and are maintained on ex-rail grain and at the 
same time farmers and all others concerned are accorded through rates 
from origins west of Chicago which are generally in strict conformity 
with the fourth section. 


In failing to give effect to the Commission’s finding that country | 


elevators are located on the rails throughout the origin territory with 
only a short truck haul thereto from the farms. 

In failing to give effect to the Commission’s finding that on the 
all-rail traffic there is only one intermediary between the farmer and 
the dealer at the primary market. 

In failing to give effect to the Commission’s finding that the all- 
rail traffic consists of all kinds of grain and grain products moving 
for all distances, long and short, over both direct and circuitous routes, 
in both continuous through transportation and where stopped in transit 
at the gateways or other intermediate points. 

In holding the Commission’s findings that the rail-lake-rail combina- 
tions are in harmony with fourth section principles, that Chicago is 
primarily an outbound lake port on grain, and that rail-lake grain 
can and generally does by-pass it entirely, to be without pertinency. 

In holding the Commission’s finding that the ex-barge proportionals 
are not subject to the fourth section rule so that the barge-rail combi- 
nations from Illinois are in most instances far below the all-rail rates 
from Illinois origins and also far below the local rail rates from 
intermediate origins in Indiana, Ohio, and western Pennsylvania, con- 
stituting numerous and extreme fourth section departures, to be with- 
out pertinency. 

In failing to give effect to the Commission’s findings that the 
Illinois farmers were hurt by the application of the existing barge 
proportionals and that the plaintiffs were inconsistent in asking that 
the ex-barge grain be accorded these rates but not be subject to the 
same rules as the ex-rail grain. 

In failing to give effect to the Commission’s finding that the service 
under the ex-rail proportionals in connection with direct all-rail routes 
is less than under the ex-barge proportionals from Chicago. > 

In holding the Commission’s finding that there is more transit 
service under ex-barge than under ex-rail proportionals, to be without 
pertinency. 

In failing to give effect to the Commission’s findings that in barge 
transportation two intermediaries are required between the farmer and 
the dealer at the primary market and that barge grain cannot be 
transported from or to rail facilities away from the river at Kansas 
City and Chicago, respectively, without transfer of lading and extra 
switching. 

In failing to give effect to the Commission’s finding that the farmer 
depending on the Kansas City market receives no benefit from barge 
transportation. 

In failing to give effect to the Commission’s finding that the 
fourth section rule and relative service limitation, usually imposed in 
barge-rail cases, if imposed in the instant case would result in con- 
siderably higher ex-barge proportionals than those approved. 

In holding that the Commission’s findings with respect to the aver- 
age circumstances and conditions as between all-rail and lake-rail, on 
the one hand, and barge-rail, on the other, do not disclose a rational 
relation between such differences and the difference in the reshipping 
rate authorized as compared with the existing reshipping charges 
hitherto applicable alike on ex-rail, ex-lake and ex-barge grain. 

In failing to give effect to the Commission’s finding as to the 
essential nature and function of the ex-rail proportionals or specifics 
here considered. 


In finding that the barge carriers will not have a fair opportunity 
to compete with the rail and lake carriers under the ex-barge propor- 
tionals approved by the Commission. 


In failing to give effect to the Commission’s finding that ex-barge 
traffic cannot be averaged with the ex-rail transportation and accorded 
the same outbound proportionals if, as the act requires, the inherent 
advantage of each form of transportation is to be preserved, for to 
do so would not only give full effect to the lower in-bound cost but, 
in addition, would extend to the barge-rail transportation most of the 
advantages of all-rail transportation. 


In characterizing the ex-barge proportionals approved by the Com- 
mission as penalty rates. 


In concluding that the portion of the said order of February 13, 1945, 
which approved higher rail reshipping charges on ex-barge grain than 
on ex-rail and ex-lake grain east from Chicago, is not supported by the 
findings of the Commission. 


In concluding that the findings made by the Commission are not 
supported by the record in respects stated in the Findings of Fact. 

In concluding that matters considered by the Commission in approv- 
ing the scale of ex-barge proportionals set out in its report have no 
rational relation to the conclusion that such ex-barge. rail reshipping 
charges could lawfully be higher than ex-rail and ex-lake reshipping 
charges under the rules and standards of the interstate commerce act. 


In concluding that transportation circumstances and conditions 
involved in and pertaining to transportation by rail from points not 
accessible to and served by inbound water transportation to points 
east of Chicago were not material or relevant to the decision of the 
questions before the Commission; that those circumstances and condi- 
tions have no rational bearing on the questions for decision which were 
in issue before the Commission; and that the Commission erred in 
considering such circumstances and conditions in the averages referred 
to by it in its finding quoted in Finding of Fact No. 27. 


January 
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LOSS OF OR INJURY TO GOODS 


(District Court of Appeal, First District, Division 2, Cal- 
ifornia.) In determining sufficiency of evidence to support judg- 
ment, evidence would be considered in light most favorable to 
prevailing party. 

Under statute providing that an inference must be founded 
on a fact legally proved and on such a deduction from that fact 
as is warranted by the course of business or the course of na- 
ture, when a fact is first proved all reasonable deductions may 
be drawn from it and reasoning does not stop when one deduc- 
tion has been made. Code Civ. Proc. Sec. 1960. 

In shipper’s action against motor carrier for loss of goods, 
where shipper proved that motor truck with carrier’s identify- 
ing mark received delivery of the goods, the shipper was en- 
titled to rely on presumption that the ordinary course of busi- 
ness had been followed and that carriers would not allow one 
. its trucks to answer call of shipper without a duly authorized 

river. 

In shipper’s action against motor carrier for loss of goods, 
evidence disclosing contract of carriage, delivery of portion of 
goods to first truck of carrier, promise to send another truck 
within definite time, arrival, within that time, of another truck 
distinguished by carrier’s identifying mark, delivery of lost 
goods to such truck and failure to deliver goods justified judg- 
ment against carrier for loss of goods. Code Civ. Proc. Secs. 
1958, 1960; Civ. Code, Sec. 3543. (Brown-Forman Distillers 


op Ry Walkup Drayage & Warehouse Co., 163 Pac. Rep. 







Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


_ Montana district, Billings division, at Billings. Fines total- 
ing $500 were imposed on Northwest Freight Lines, a copart- 
nership motor carrier composed of Ralph M. Wallace and Isabel 
Wallace, of Billings, and four drivers of motor vehicles in its 
employ, following entry of their separate pleas of guilty to 
‘informations charging each with violations of part II of the 
interstate commerce act. The fines were paid. Northwest 
Freight, fined $300, was charged with commanding, inducing, 
and procuring the drivers to prepare false logs, with failing to 
have on file for new drivers certificates of physical examina- 
tions, and with permitting and requiring its drivers to remain 
on duty for more than maximum weekly hours of service per- 
mitted by the motor-carrier safety regulations. The remaining 
defendants were fined $50 each. They were Arthur H. Miller, 
Ruben J. Gray, Eugene C. Goldsberry, and J. Oliver Stromme, 
drivers in the employ of Northwest Freight Lines. Each was 
charged with falsifying his driver’s logs. 
_ Montana district, Billings division, at Billings. Fines total- 
ing $600 were imposed on Harry F. Johnson, a Billings motor 
carrier and six drivers in his employ, following entry of their 
separate pleas of guilty to informations charging each with 
violations of part II, interstate commerce act. The fines were 
ordered to be paid. Johnson, fined $300, was charged with com- 
manding, inducing, and procuring the drivers to prepare false 
drivers’ logs. The remaining defendants were fined $50 each. 
They were Harold L. Atlimus, Serge E. Leonard, Delbert Holt, 
John Ed West, Ardell H. Young, and Ed J. Bastian, drivers in 
the employ of Harry F. Johnson. Each was charged with falsi- 
fying his driver’s logs. 

Middle Pennsylvania district, at Harrisburg. Buch Express, 
a partnership composed of A. L. Buch, Baymond Buch and Son- 
dell Coleman, was fined $500, January 14, following entry of its 
plea of nolo contendere to an information charging the de- 


fendant with failing to have in its files doctors’ certificates of 


Physical examinations of its new drivers and with failing to 
require its drivers to keep drivers’ logs. The total fine was 
required to be paid. 
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Western New York district, at Buffalo. Judge Knight held, 
in a civil suit for an injunction instituted by the Commission, 
that Jamestown Sterling Corporation, a furniture manufacturer 
of Jamestown, N. Y., had been operating as a motor carrier 
of furniture from Jamestown to destinations in O., Mich., and 
Ind., without Commission authority, without having filed ap- 
propriate rate publications, and without having filed evidence 
of insurance for protection of the public, as alleged by the 
Commission. The defendant contended that the transportation 
of furniture by it in its trucks was a mere incident to its 
principal business of manufacturing and selling furniture and 
that it was not a motor carrier nor subject to the interstate 
commerce act, but a motor vehicle private carrier of property 
and so its operations were exempt from general regulation 
under the act. The court held that the defendant was not 
a private carrier, basing its decision on the ground that al- 
though the transportation in question was incidental to the 
defendant’s primary business, it received identifiable compensa- 
tion for the transportation performed, which compensation was 
computed not on a basis of the actual cost thereof, but was 
computed by the defendant according to the rates published 
in the tariff of a certain motor common carrier who transported 
some of the defendant’s products to certain points other than 
those to which the shipments involved in the litigation were 
transported. 


RULING FOR CHICAGO CARTAGE CO. 


Federal Judge Philip L. Sullivan, of Chicago, last week 
ruled in favor of the Chicago Cartage Co., in connection with 
a $16,500 treble damage injunction suit against the company 
by the Office of Price Administration. Judge Sullivan found 
that a cartage company operating a pickup service from rail- 
roads and a steady house service classifies as a common carrier 
and is thus exempt from O. P. A. regulations. 

The O. P. A. in its suit had maintained that inasmuch as 
the company entered into private contracts at rates established 
on a bargaining basis not open to the general public, it classi- 
fied as a contract, rather than a common carrier, and was, 
therefore, not entitled to an exemption from the price control 
act. 

In his memorandum, Judge Sullivan pointed out that the 
company held a certificate of public convenience and necessity 
from the state under the Illinois truck act, that it was also li- 
censed by the city, and that the two licenses served to place 
the company under the control of the city and state as a com- 
mon carrier. He further remarked that the company was re- 
quired to issue bills of lading and comply with regulations in 
the public interest. 


Courts and I. C. C. Orders 


Legislation by which judicial procedure in the handling 
of suits filed under the urgent deficiencies act, to set aside or- 
ders of the Commission, would be changed has been introduced 
by Senator McCarran, of Nevada, chairman of the Senate ju- 
diciary committee. 

The McCarran bill, identified as S. 1737, by its title is 
designed to “incorporate into the Judicial Code the provisions 
of certain statutes relating to three-judge district courts.” 

On introducing the bill, Senator McCarran inserted in the 
Congressional Record explanatory material, including a letter 
addressed to him by Henry P. Chandler, director of the Admin- 
istrative Office of the United States Courts, and a letter ad- 
dressed to the Chief Justice and members of the Conference of 
Senior Circuit Judges by a committée comprising three federal 
appeals court judges: Judge Albert B. Maris, of the Third cir- 
cuit; Judge Kimbrough Stone, of the Eighth circuit, and Judge 
Orie L. Phillips, of the Tenth circuit. The committee’s letter in- 
cluded the following: 


Your committee . . . proposes by the draft bill herewith submitted 
to amend the statutory provisions for the review of Interstate Com- 
merce Commission orders (now contained in the urgent deficiencies 
act) and section 266 of the Judicial Code relating to suits to enjoin 
state statutes, so as to make them.uniform, insofar as they relate to 
three-judge district courts, with the provisions in the act of 1937. 

In preparing a draft act for this purpose we were strongly im- 
pressed by the unsatisfactory condition of the present statutory provi- 
sions for enforcement and review of orders of the Interstate Com- 
merce Commission. . . . We must look both to the urgent deficiencies 
act and to certain portions of sections 207 and 212 o fthe Judicial Code 
for the law upon the subject of the enforcement and review of Inter- 
state Commerce Commission orders. Just to what extent the provi- 
in force is a 


sions of these sections of the Judicial Code are still 
matter of no little difficulty and doubt, however. .. . 
Section 208 of the Judicial Code is proposed to be amended by 
section 2 of the draft bill by incorporating therein the provisions of 
the urgent deficiencies act for the restraint or suspension of orders of 
the Interstate Commerce Commission by three-judge district courts 
modified so as to make the provisions thereof uniform with those of 
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the act of 1937. The section as- proposed to be amended thus provides 
that judges who are to sit in the three-judge district court shall be 
designated: by the senior circuit judge upon request of the judge to 
whom the application is made and that it shall be the duty of the 
judges designated by the senior circuit judge to participate in the 
hearing and determination of the case. It is likewise provided that the 
singie judge to whom the application is made may, after hearing, 
grant a temporary restraining order to remain in force only until hear- 
ing and determination of the application for an interlocutory injunc- 
tion by the three judges. This will make it unnecessary to convene 
the three-judge court immediately to consider applications for tempo- 
rary restraining orders pending hearing of the application for an inter- 
locutory injunction. Our committee is advised by the general counsel 
for the Interstate Commerce Commission that this particular change 
in the procedure will be satisfactory and that the customary practice 
has been for the Commission itself to suspend the operation of its 
orders for a temporary period in order to make it unnecessary for the 
three judges to convene immediately. It would seem that there is no 
more reason to require a court of three judges to pass upon the grant 
of a temporary restraining order pending preliminary hearing in an 
Interstate Commerce Commission case than in a suit to restrain the 
operation of a federal or state statute. In the latter cases it has 
always been the rule that a single judge may grant a temporary re- 
straining order for a limited time pending hearing by the three 
judges. .. 

Your committee is aware that another committee, of which Judge 
Learned Hand is chairman, has been considering the questions whether 
the review of orders of the Interstate Commerce Commission by three- 
judge district courts should be abandoned in favor of review by cir- 
cuit courts of appeals and whether the right of appeal to the Supreme 
Court should be eliminated and certiorari substituted. Since that com- 
mittee is making no recommendation upon these points at this time, 
we have incorporated no change in respect to them in the draft bill. ... 


The foregoing letter of the committee was dated Septem- 
ber 28, 1943, and in a supplemental statement by the commit- 
tee, dated October 3, 1944, which Senator McCarran also in- 
serted in the Congressional Record, it was stated that the draft 
bill had been changed so as to incorporate “revised and im- 
proved venue provisions” with respect to proceedings for re- 
view of I. C. C. orders. 

Chairman Sumners, of the House judiciary committee, in- 


— H.R. 5183, containing provisions similar to those of 


Transport Policy Inquiry 


In transmitting views and recommendations of its member- 
ship collectively on certain of the suggested topics of the House 
committee on interstate and foreign commerce in its national 
transportation inquiry, the subcommittee on transportation 
policy of the National Industrial Traffic League, W. H. Day, 
chairman, said that at all times there had been three out- 
standing principles that had been regarded by the League as of 
highest importance: 


(1) The continuation of private operation and ownership of the 
railroads and other agencies of transport; (2) the continuation of the 
organization and functioning of the Interstate Commerce Commission 
as an independent regulatory tribunal reporting only to the Congress; 
and (3) that the whole scheme of regulation of the carriers shall pre- 
serve to the shipping public the proper advantages of each mode of 
transportation, with full regard to the rights of the owners to a fair 
return on their properties devoted to the public use. There may now 
be added, in view of proposals or discussions of recent years, the 
further principle implicit in the League’s position, that transportation 
is a function and transportation companies are agencies for the service 
of the public, to move the goods and carry the passengers in free flow 
of commerce wherever the citizens want the transportation, and that 
as such servant performing a public function, transportation should 
not be regarded or treated as a vehicle for social or economic experi- 
ments or for refashioning general economic conditions or solving social 
problems as have been mistakenly proposed or contemplated in reports 
and discussions in certain circles or quarters. 


The views of the League, as determined in the recent 
annual meeting at Chicago, were submitted to the House com- 
mittee in a printed pamphlet of thirteen pages (see Traffic 
World, Dec. 8, 1945, and Jan. 19, 1946, p. 162). 


National Policy 


In its discussion of national transportation policy, as to 
which it reached the conclusion that there could be no valid 
criticism that there was no declared national policy dealing 
with transportation, the League pamphlet said, in part: 


The declared national policy does not require restatement or sub- 
stantial modification, other than as to air transport and coordination. 
The declaration of policy should contain an explicit statement to the 
effect that the public is best served by a national transportation system, 
privately owned and operated. The methods and procedures and de- 
tailed provisions of regulatory law by which such stated policy is im- 
plemented do not demand any overhauling or great changes. The laws 
presently in force are in the main adequate, sensible, satisfactory and 
a tribute to the wisdom of the Congress. 


In discussion of regulation, the League said regulation 
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should be confined to prevention of abuses, unfair practices, and 
excesses, rather than extending to responsibilities of manage- 
ment. 

“To accomplish the over-all objective of a sound and well- 
nourished transportation system efficiently and economically 
managed in the public interest, a single regulatory agency 
seems essential,” it said. 


Reorganization of |. C. C. 


“If authority over air transportation is vested in the Inter- 
state Commerce Commission, to a limited extent some read- 
justment of its staff and bureaus will be necessary, not amount- 
ing to a general reorganization.” 

The League then proceeded to point out that in the trans- 
portation act of 1940, Congress amended section 17 of the 
interstate commerce act so as to require of the Commission, 
in arranging its work among divisions, the assignment or 
reference to be on a functional basis, or according to the char- 
acter of regulation to be exercised, and not according to the 
kind or class of carriers involved or the mode of transportation 
in which such carriers may be engaged. Theretofore, it said, 
the Commission’s divisions had been set up with reference to 
the modes of transportation, a particular division considering 
all features of regulation as to a given type of carriers. 

“The principle of functional assignments required by 
amended section 17 seems to have worked well; certainly the 
Commission has not been less efficient than under the former 
chart of organization; and until the Commission itself suggests 
some need for reorganization the League is not disposed to 
advocate a specific fundamental change by statutory amend- 
ment,” it said. 


Prosecutor and Judge 


The League discussed the pending administrative pro- 
cedure bills that would affect Commission procedure—some 
adversely, it said. 

“The administrative procedure bills in one sense,” the 
League said, however, ‘‘embody a bill of rights for protection 
of the citizens against any excesses or injustices in the pro- 
cedures of government agencies. Certain specific features in 
such bill of rights might well be reflected in amendments to 
the interstate commerce act by way of clarifying proper rules 
and restraints for the Interstate Commerce Commission, par- 
ticularly as regards separation of functions. 

“For example, while the dissatisfaction on this point as 
regards the Interstate Commerce Commission has not become 
severe, in principle most emphatically it is unwise when in one 
person or one body there are combined the functions of prose- 
cutor and judge; when the investigator, who, with thorough- 
ness, goes into the relations between shippers and carriers, for 
instance, proceeds then to assume the responsibility of deciding 
the merits of the charges against, and the justification by, the 
defendant whether carrier or shipper. 

“Further, in the sometimes delicate and always difficult 
work of economic regulation of carriers through review of 
their rate structures and practices, the League urges that the 
public interest will suffer if the judgment and discretion of the 
Commissioners is weakened by paying less and less attention 
to the facts presented and arguments made by the interested 
parties (carriers and shippers) on the record of the investiga- 
tion which is required by section 15 (1) of the interstate com- 
merce act, as will be the case if the Commissioners indulge an 
increasing tendency of more closely following the recommenda- 
tions and report of their own bureaus and investigating staffs, 
sometimes apparently based on preconceived notions or on 
economic theories. Therefore, the separation of conflicting func- 
tions which is one of the fundamentals expressed in pending 
administrative procedure bills ought to be recognized or em- 
bodied in provisions of the interstate commerce act, unless 
made applicable satisfactorily to this Commission by enactment 
of sound administrative procedure bills.” 

In expressing its support of the Bulwinkle bill, with amend- 


' ments, the League, in part, said: 


It is not desirable that the administration of the interstate com- 
merce act by the Commission as an agency of the Congress should be 
disturbed or complicated by invocation of the anti-trust laws through the 
Department of Justice as the enforcer of criminal statutes, excepting 
where there have been conspiracies or combinations in unreasonable 
restraint of commerce, and which do not in truth constitute fair com- 
pliance with the rules and regulations of the interstate commerce act. 


Continuing, the League said: 


Promotional Powers. The League urges that the Interstate Com- 
merce Commission as a regulatory agency should not be vested with, 
nor assume, duties promotional in character with respect to any form 
of transportation. While the research activities of the bureaus of the 
Commission might be expanded, for continuing the closest study of the 
workings of the transportation system of the country, and while the 
Commission should be expected to make recommendations to the Presi- 
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dent and to the Congress of needs of the different branches of the 
transportation system, this should not extend to any work of pro- 
motional character. 

Differentials between different modes of transport. The Commission 
in its early days (8 I. C. C. 71) defined the term ‘‘differential’’ as de- 
scribing in essence a device for the distribution of traffic; its purpose, 
to enable a line to participate in traffic which it could not obtain if it 
were compelled to compete at the same rate as its rivals. Much later 
in the development of regulation of all-rail and rail-water routes, dif- 
ferential rate bases were established or approved which were simply 
designed to represent a formula for expressing the disparity in cir- 
cumstances, in service, and in cost, as between different routes of 
movement, such as all-rail and rail-barge. When so used, merely as 
convenient methods for arriving at or stating the rates to be charged 
py the respective carriers as reasonable and as nondiscriminatory, dif- 
ferentials may be entirely sensible and sound. 


No Allocation by Type of Carrier 


The League urges, however, that it would be against the interest 
of the shipping public and against the larger interest of the carriers 
engaged in different modes of transportation if the Commission were to 
attempt to allocate traffic on Commission ideas of what type of car- 
riers is best adapted to handle particular traffic items, or what freight 
is of character which ought to move by rail, or by water, or by truck, 
etc. It is not for the government to direct the channels of traffic or to 
undertake to determine what methods of transport shippers should 
use or passenger should select as best suited to their needs. 

Manifestly, the various agencies or types of transport should be 
permitted and encouraged to coordinate their services to the end that 
each will carry the traffic for which it may prove best equipped; but 
when the regulatory authority has passed on the respective rates for 
the various services to the extent of requiring obedience to statutory 
requirements of reasonableness, nondiscrimination, nonpreference, or 
prejudice, and after the carrier managements have acted on their re- 
spective responsibilities in determining proper rates to reflect the trans- 
portation service which they furnish and the competition which they 
encounter, it should be the complete and final prerogative of the ship- 
pers to select and use that form of transportation and that particular 
carrier which in their experience or in their judgment, or according to 
their preference, is the most desirable. 

Government allocation of traffic is completely undesirable; there- 
fore, rate differentials as a device to accomplish such objective are 
entirely unwarranted and should not be countenanced in the law. Such 
differentials defeat the purpose of giving the public the benefit of the 
inherent advantages of each mode of transport, which is one of the 
main stated objects of the national policy. Differentials (other than 
those employed merely as formula for expressing the circumstances 
of transportation) tend to counteract inherent advantages of the par- 
ticular mode of transport, and purport to measure such advantages 
artificially for the control of the public’s use of transport instead of 
letting the public discover and employ the advantages of each mode 
by natural process of experience under the common conditions obtain- 
ing under private enterprise. ... 


Coordination of Services 


The League advocates the general conclusion that carriers engaged 
in the various modes of transport should be permitted and encouraged 
to coordinate their services, both within a single field and between 
different fields, to the end that each carrier or route will carry the 
traffic and perform for the public the service for which it is best 
adapted. Whatever can be done by law to aid in such development 
(without sacrifice of the principle that consolidations, poolings, and the 
like shall be voluntary and not enforced) should be done in the interest 
of efficient, economical, and superior transportation. It should be made 
legal for a carrier engaged in one field (surface or air) also to enter 
another field of transport service, subject to proper requirements of 
Interstate Commerce Commission approval and to sensible restrictions 
that may be required to insure against unreasonable restraints of 
competition. 


With respect to common ownership and integration, the 
League said its position with regard to the ends and proper 
objectives of the national policy as to matters of common 
ownership and integration had been set forth in the preceding 
paragraph, and added: 


As to integration of the services and facilities of the different types 
of surface carriers, and as between surface and air carriers, the League 
supports the same controlling principles which it has urged herein with 
respect to the particular matter of coordination. That the various types 
of transportation should be permitted and encouraged to integrate their 
properties and services in the direction of accomplishing the objects of 
the declared national transportation policy. 


Federal Aid to Transportation 


In this part of its reply the League pointed out that govern- 
ment aid to transportation was “a highly controversial subject.” 
It added that the question “of transportation subsidies remains 
completely unsettled.” Continuing, it said: 


In general, it will not be questioned that federal aid is now given 
to the creation or improvement of such transportation facilities as im- 
proved highways, waterways, airways, and ports; and such aid is given 
in whole or by supplementing state and municipal funds. In addition to 
the aids thus given, these facilities are removed from local property 
tax rolls. The controversy is whether the immediate beneficiaries of 
such transportation facflities created and maintained at public expense 
make proper contribution for the benefits received. To the extent no 
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payments—or inadequate payments—are made by the beneficiaries there 
exists the element of transport subsidy. 


Aid to Railroads 


In the past, the railroads were substantially aided in various ways 
during the period of their construction, particularly through the un- 
settled West, at a time when the imperative need was to bind the nation 
together and to promote intercourse by improved transportation. That 
such aid to the railroads has been repaid is generally agreed, and the 
League has supported repeal of the land grant laws. In later years no 
important direct aids to railroads have occurred, other than govern- 
ment loans calling for repayment with interest. 


Highway Transport 


While it may be said that highway transport has been subsidized 
in its informative period of development, there is general recognition, al- 
though not complete agreement, that motor vehicle users in recent years 
have contributed a fair share to the cost of providing and maintaining 
highways; and further progress is being made in that direction. Pay- 
ments by highway users for the benefits received are contributed through 
imposts on gasoline consumption and motor vehicle license fees. 


Waterway 


With respect to waterways created, improved, and maintained at 
public expense for the use, wholly or in part, of domestic commerce, 
the benefits of such use commonly may be measured in terms of trans- 
portation savings. It is a question of shifting of costs from the bene- 
ficiaries of the transportation facilities—carriers and shippers—to the 
whole body of taxpayers who bear the costs of navigable waterways or 
other improvements and their maintenance. The Congress should exer- 
cise timely prudence by limitations on the appropriation of public funds 
for waterway improvements for transportation purposes. 

The League urges that before public funds are appropriated for 
waterway projects, for which a transportation value is claimed, the 
Congress, in addition to appropriate findings of the War Department, 
should have a finding from the Interstate Commerce Commission that 
there is substantial public need for such additional transportation 
facilities. 


Air Transportation 


Briefly stated, public aid to air transportation has been in two gen- 
eral ways, through mail payments and by the furnishing of airports, 
airways, and navigation facilities at public expense, and which in part, 
of course, have served defense needs. It will not be questioned that 
financial assistance from public funds has been a major factor in bring- 
ing domestic air transportation to its present stage of development, 
and so far air transport has not become self-supporting. The air trans- 
port industry offers a service’ with great appeal and it reasonably can 
support charges to the users which will cover the economic cost of the 
service and the placement of it on a self-supporting basis. A main objec- 
tive of public policy should be to anticipate a self-sustaining system of 
air transportation, both commercial and private, with the beneficiaries 
paying all of the costs properly attributable to the transportation. 

The League is opposed to subsidy payments to carriers. In promo- 
tional periods the federal government has aided transportation from 
the very beginning but there comes a point where aid should be sus- 


_ pended and each particular mode should be on a self-sustaining basis. 


Interstate Barriers 


The League said it was opposed to any limitations, whether 
from state or federal statutes ‘‘on the free flow of commerce 
throughout the nation, and it is opposed to any barriers in- 
tended to impede free movement.” Continuing, it said: 


Under this broad question might be considered state laws and regu- 
lations affecting full crews, lengths of freight trains, and safety regula- 
tions governing operations of railroads; and probably every railroad of 
the country is engaged as much in interstate as in state transportation. 

As to highway transportation, conflicts have arisen, or state laws 
have been enacted, limiting sizes and weights of vehicles moving not 
only over arterial highways largely utilized by interstate motor vehicles, 
also governing the network of minor roads largely confined to local use. 

The League favors reciprocity by the states and enactment of uni- 
form state legislation governing the height, width and length, axle loads 
and speed of motor freight carriers, along the general lines which have 
been recommended by the American Association of State Highway 
officials as minimum. With respect to Federal legislation, the League 
suggests only that when the Federal Government grants aid to a state 
in the construction of important state highways, attached to such grant 
there should be a requirement that over such highways the state should 
fix maximum limits of size, weights and speed not lower than fixer or 
recommended by the Federal Government or by such national authority 
as the Public Roads Administration or by the American Association of 
State Highway Officials. 

Unjust barriers and oppressive regulations of interstate transporta- 
tion by any of the states as regards either highway transportation or the 
railroads should be opposed and should be invalidated by the federal 
government in its superior authority for protection of interstate com- 
merce. 

In between the conditions of railroad transportation over privately 
owned fixed roadways and transportation by motor vehicle over publicly 
owned and maintained highways, fall the circumstances and conditions 
of waterway and air transport. There have been no particular state 
regulations restrictive of or governing water transportation, which has 
been largely governed by federal navigation laws. 


Submarginal Carrier 


On the subject of queries with respect to treatment of the 
submarginal carrier, the League said: 
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The general suggested topic of governmental treatment of the sub- 
marginal carrier requires certain definitions as to what is really meant 
by reference to the ‘‘submarginal’’ carrier; what nature of financial 
support is to be considered; what traffic and service circumstances are 
to enter into the general problem. 

In substance, the League submits that the position and policy of 
the government in these matters should be in harmony with the prin- 
ciples expressed or implied in the terms of paragraphs 18 to 20 of Sec- 
tion 1 of the act and the Commission’s administration of those para- 
graphs, which deal with railroad abandonments, as well as new con- 
structions. Where there is shown to be definite public need for con- 
tinued operation of a carrier and no showing of any adequate substi- 
tute service, such support may be appropriate as is possible under fair 
treatment of the rate structure; this without injustice to other carriers. 
But there should be no government. subsidies or direct financial pay- 
ments for the support of such weak or insolvent carrier. And where 
there is shown an adequate substitute service the government, to save 
the owners from financial loss, should not keep alive an insolvent enter- 
prise, which perhaps has outlived its usefulness. 


Michigan I. T. L. Views 


The Michigan Industrial Traffic League, in views submitted 
to the committee on the subject of regulation, charged that the 
fundamental principle of the interstate commerce act had been 
lost sight of, that the Commission ought not to have power to 
determine whether a carrier should or should not be permitted 
to operate on the basis of public convenience and necessity, that 
action by the Commission directing the transportation of the 
commerce of the country into “proper channels” would be re- 
pugnant to the principles upon which “America has made such 
great strides as a world leader,” that regulation of rates ought 
to be restricted, and that different standards of rates because 
of corhpetitive conditions ought to be eliminated. 


Judge Cooley, the first chairman of the Commission and a 
former chief justice of the Michigan Supreme Court, said the 
Michigan League had epitomized the principle “which ought 
to control” when he characterized the interstate commerce act 
as being “for the protection of the general public and not for 
the protection of the carriers against the action of their own 
officers or against the action of rivals.” 


“This principle has long been lost/Sight of so that the pro- 
visions and the administration of the act, as amended for ap- 
plication to railroads and as extended to other forms of trans- 
portation, represents today almost the antithesis of this princi- 
ple,” it continued, adding, in part: 










We are strongly of the opinion that the transportation services of 
this country can best be provided by private enterprise, and this 
seems to be the unanimous opinion of those who are engaged in carrier 
business. Private ownership of carrier services should likewise be 
willing to assume substantially the same risks as does any other line 
of private enterprise. The interstate commerce act was enacted to 
protect the public from evils attendant upon the monopoly of carrier 
service by the railroads. Such monopoly no longer exists and there is 
therefore good reason to review the incidents of carrier regulation and 
remove such regulatory power as is no longer necessary. 


We would thus advocate that the regulatory powers be restricted 
so that the regulatory agency will have no obligation to promote or 
initiate any proceeding which seeks to determine the type of trans- 
portation service to be performed or the rates which ought to be 
charged. The Commission should be given formal jurisdiction only in 
matters where formal petitions have been made to it. The Commis- 
sion, likewise, should be required, in instituting any proceeding on its 
own motion in response to a petition, to set forth specifically the 
purpose of and the objective of the proceeding where it brings an 
investigation or otherwise, in order that those who are made respon- 
dents may be fully apprised of the issue which they will be expected 
to meet. 


Operating Authority Challenged 


The extension of regulation, giving the Commission power to deter- 
mine whether a carrier should or should not be permitted to operate, 
determined by the exercise of discretion on the part of the Commission 
as to whether public convenience and necessity justifies such operation, 
is unwarranted. Why should a carrier operating over rights-of-way 
provided by the public be given the benefit of a virtual franchise. 
These franchises result in the creation of an artificial incident of 
capital into the financial structure of the carriers upon which profit 
is expected to be supplied by freight charges. Although the rail car- 
riers were perhaps one of the strongest proponents of such regulatory 
powers over other carriers, presumably with the concept that it would 
tend to throttle competition, the practical result has been to accord 
carriers operating over public rights-of-way incidents of a vested right 
over the commerce available for transportation in certain areas com- 
parable to that enjoyed by the railroads who provide their own rights- 
of-way. The extent of the regulatory power given to a commission 
over these matters should be limited to such as will assure the public 
that the carrier who holds himself out to the public is financially able 
and responsible to engage in such transportation activity, and to estab- 
lish conditions which will assure service to geographical areas rather 
than allowing carriers to pick and choose service to a limited number 
of points. The present extensive regulation has not prevented rail- 
roads, truck lines, or water carriers from becoming insolvent and going 
out of business, so that the assumption that such regulatory provi- 
sions on these grounds has been proved erroneous. 

If these limitations of the regulatory provisions are made, a 
single regulatory body for all forms of common carriers should be 
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able to administer the provisions. The evil lies not so much in the 
agency, but in the powers which are vested in it. 


Against Channeling of Traffic 


There is little question but that the Interstate Commerce Com 
mission, because of its very extensive powers over practically every 
activity of the railroads, believes that the vesting in it of the same 
extensive power over other forms of transportation and a further 
extension of powers over the railroads will enable it to direct the 
transportation of the commerce of the country into the proper chan- 
nels. This is repugnant to the principles upon which America has 
made such great strides as a world leader, as such regimentation tends 
to throttle the progress which is possible from private initiative and 
ingenuity. What we need is more responsibility upon the management 
of the carriers and less opportunity for them to blame their success 
or failure upon the extent to which the government permits or fails 
to permit them to exercise their judgment. 

Rate Regulation 

With respect to regulation of freight rates, in line with the fore 
going general principles, little more is needed than to require the 
carriers to publish the rates to be charged and then strictly observe 
such rates, leaving the freedom of initiatory power as to the characte 
and level of the rates in the hands of the carriers. Such rates should 
be subject to review by the administrative commission only in cases 
where petitions for investigation or complaint with respect thereto 
are filed. The Commission in such cases should continue to have power 
to determine the reasonableness of rates and to prevent unjust 
discrimination, preference, and prejudice. Only as the result of such 
proceedings should the Commission be given the power to prescribe 
rates for the future, but its power to grant reparation for violations 
of these principles should be continued. 

Coordination of services via more than one carrier under joint 
rates should be left to voluntary action on the part of the carriers,’ 
however, power should be given to the Commission to require such 
coordination of the services only after it is given jurisdiction for such 
purpose as the result of petitions or complaints. 

We believe that the present administrative provisions which fail 
to preserve the inherent advantages of each type of transportation 
should be changed in order to bring realism to the present language of 
the National Transportation Policy which states that there shall be 
‘fair and impartial regulation of all modes of transportation . .. so 
administered as to recognize and preserve the inherent advantages of 
each.’’ As presently applied, rail lines, for example, may establish 
rates lower than their general level of rates to meet truck or water 
competition. Such rates are protected by being held without value for 
admission as evidence as a standard by which to measure the reason- 
ableness of or the discriminatory or prejudicial character of rates for 
like rail movements when similar competitive conditions do not exist. 
The effect in many cases is to destroy such competition and to create a 
demand for government protection for the carrier whose services are 
thus affected. Further, the establishment of competitive rates below the 
general level of rates of a carrier, which are compensatory only to the 
extent of being equal to costs, tend to require a higher general level 
of rates to meet profit requirements. These conditions are the root of 
the evil.which creates the demand for extensive government administra- 
tive control. If different standards of rates because of competitive con- 


- ditions were eliminated so that each type of carrier would be bound in 


every respect by the rates it establishes, such rates would naturally 
gravitate to reflect the inherent advantages surrounding each type of 
carrier. This would greatly reduce the need for governmental regula- 
tion and simplify the administration of that which is necessary. 

These are only expressions of broad principles which it is recom- 
mended should govern the revision of our federal transportation legis- 
lation. We have refrained from going into the details of how these 
principles should operate to modify or amend existing legislation, be- 
lieving that the committee is well able to interpret such principles, if 
acceptable to it, into legislation. Should the committee desire more 
detailed recommendations with respect to the extent to which specific 
provisions of the law should be changed to reflect these principles, we 
will be glad to elaborate on them. 


Common Ownership, Etc. 


The Michigan League said carriers of different types should 
be encouraged to coordinate their services for the purpose of 
improving service to the public and suggested amendments to 
the interstate commerce act to that end. Continuing, it said: 


Common ownership, operation and control of common carriers of 
the same type which does not destroy competition nor create a monop- 
oly of that form of transportation in the area served, should be per- 
missible, particularly if better service and economies in operation 
would result. 

Common ownership, operation and control of carriers of different 
types may be objectionable because of the natural tendency to restrict 
competition, create monopoly in service, and to be dominated by the 
larger and financially stronger carrier. 

In any case where the Commission deems it advisable to approve 
common ownership of different types, the different types should be 
maintained as separate entities. 

Common ownership, operation and control should not be allowed 
which would in any way restrict or eliminate competition. 


TAXES AND TRANSPORTATION 


Representative Knutson, of Minnesota, has introduced 
H. R. 5174, a bill to terminate on June 30, 1946, the wartime 
excise tax rates, including the increase to 15 per cent from 
10 per cent in the tax on transportation on persons and the 
like increase in the tax on Pullman seats, berths, etc., effected 
by the revenue act of 1943. 
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Appropriations Recommended for Transportation Regu- 
latory and Promotional Agencies; Large Sums Pro- 
posed for Airways, Highways and Waterways; 
Maritime Commission Needs No More 
Money at This Time 


e An appropriation of $9,790,000 for the Commission for the 
fiscal year beginning July 1 was recommended in the Bud- 
get transmitted to Congress, January 21, by President Truman. 
The total of $9,790,000 compares with appropriations of 
$8,119,338 for the present fiscal year, and_$9,195,579.67 for the 
fiscal year ended June 30, 1945, and actual expenditures of $8,- 
224,960.15 in the fiscal year ended June 30, 1945, according to 
the Budget. 

The estimate of the Bureau of the Budget for the general 
expenses of the Commission for the next fiscal year is $8,230,000 
which includes items of estimate formerly separately stated for 
motor transport regulation, regulating accounts, and valuation 
of property of carriers, 

The Budget stated that, included in the $8,230,000, were 
transfers for the items indicated as follows: Motor transport 
regulation, $3,311,291; valuation of property of carriers, $553,- 
318, and regulating accounts, $435,654. For the present fiscal 
year appropriations under these headings were made as follows: 
Motor transport regulation, $2,584,619; valuation of property of 
carriers, $438,319, and regulating accounts, $400,000. 

Other estimates making up the total of $9,790,000 for the 
next fiscal year are: Railroad safety (for expenses necessary in 
performing functions authorized by law to insure a maximum 
of safety in the operation of the railoads), $812,000, including 
$197,966 transferred from “signal safety systems; locomotive in- 
spection, $528,000; printing and binding, $193,000, and penalty 
mail costs, $27,000. 

Work of the Commission 


The Bureau of the Budget submitted the following in con- 
nection with its appropriation recommendation for the Com- 
mission: 


The Interstate Commerce Commission regulates those railroads, 
motor carriers, water carriers, pipe lines, freight forwarders, and stock- 
yards that operate in interstate commerce. In general, its jurisdiction 
is in matters of tariffs, finance, operating authority, service, safety, 
accounting, and valuation. Its regulation, in accordance with the na- 
tional transportation policy, is performed in such a way as to recognize 
the inherent economic advantages of each class of carrier; to promote 
safe, adequate, economical, and efficient service; to encourage the estab- 
lishment of reasonable charges; and to encourage fair wages and equit- 
able working conditions. 

The personnel and the work of the Interstate Commerce Commis- 
sion were reduced considerably during the war. Economic conditions 
reduced the amount of normal regulatory activity in transportation. The 
Government took over most of the ships, paid most of the freight bills, 
and furnished all the traffic the carriers could handle. There were fewer 
tariff filings, shippers and carriers complained less about unfair com- 
petitive practices, and shippers complained less about carrier charges. 
There will now be not only a return to prewar levels of activities but to 
higher levels if experiences after World War I are repeated. Important 
changes in wages, material costs, service areas, materials transported, 
and competitive conditions will now result in adjustments in tariffs, 
operating authorities, and financial structures. 

An increase in activity during 1947 will occur in almost every phase 
of the Commission’s work. Not only will there be the natural postwar 
rise in tariff filings, but there will also be a further increase because of 
the Commission’s decision in the cases involving intrterritorial class rate 
differentials. Accompanying the increase in tariff work will be almost 
proportionate increases in hearing, finance, complaint, accounting, and 
valuation work. The only offsetting item will be a decrease in car service 
work as the result of the improvement in railroad traffic conditions. 

Waybill studies, which are to be started in the last half of the 1946 
fiscal year, are to be continued throughout 1947. Waybills are to be 
collected from railroads for 1 day from each quarter of the year. These 
waybills are to be analyzed and tabulated to show volume of traffic by 
commodities, rates at which the commodities move, routes, circuity, and 
other facts important to the Commission in its regulation of rates. These 
waybill studies will also have wide use among other government agencies 
and institutions outside the government. 

As a result of consolidations of several appropriations, the number 
of appropriations is reduced from 10 in 1946 to 5 in 1947. For these five 


~ appropriations the budget is $9,790,000, an increase of $1,670,662 over 


the total appropriations for 1946. This amounts to an increase of 22 
per cent, of which approximately two-thirds is for costs of basic salary 
increases and the remainder for expansion. 


Maritime Commission 


The Bureau of the Budget said that the Budget included no 
estimate of appropriation for the Maritime Commission because 
contract authority and cash already provided was sufficient to 
finance necessary activities throughout the fiscal year beginning 
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July 1. Congress appropriated $6,766,000,000 for the commis-. 
sion’s ship construction revolving fund in the fiscal year ended 
June 30, 1945, and has not made an additional appropriation 
since that time. In its explanatory statement about the Mari- 
time Commission the Bureau of the Budget said: 


The merchant marine act of 1936 declared a merchant marine to be 
‘necessary for the national defense and development of * * * foreign 
and domestic commerce.’’ The act represented a compromise after 150 
years of controversy, departing from previous legislation by accepting 
the principle of open subsidization of both construction and operation, 
regulated to prevent abuses. To administer the act, Congress created 
the United States Maritime Commission and entrusted it with broad 
discretionary authority to define and establish ‘‘essential’’ trade routes; 
to administer construction- and operating-differential subsidies; to pur- 
chase, construct, and operate vessels either directly or by contract is 
necessary; to train officers and seamen, and to establish working con- 
ditions, wages, and manning scales for inclusion in subsidy contracts; 
to provide ship-mortgage insurance; to regulate trade practices and 
prevent discrimination among shippers; and to promote both foreign 
trade and the employment of American vessels. 

The Maritime Commission’s principal wartime responsibility has 
been the building of ships. Its prewar functions of purchase, charter, 
operations, and seaman training were transferred to War Shipping Ad- 
ministration. No provision has been made in the 1947 Budget for return 
of these transferred responsibilities. Cash and contract authority are 
available, however, for construction of specialized vessels to round out 
the peace time American merchant marine, for reconversion of vessels 
for return to owners, for the establishment of a reserve fleet, for the 
lay-up and maintenance of shipyard facilities, and for resumption of the 
operating-differential subsidy program under the merchant marine act. 


Aviation Regulation, Etc. 


For the Civil Aeronautics Board the Budget carries an esti- 
mate of $2,432,000 for the next fiscal year, an increase of $732,- 
000 as compared with the appropriation for the present fiscal 
year. In explanation the Bureau said: 


The Civil Aeronautics Board functions as an independent agency, 
although within the administrative framework of the department. The 
board has broad authority in the economic regulation of civil air car- 
riers, and in the safety field it is responsible for promulgating all safety 
regulations and for investigating aircraft accidents. 

In 1947 it is anticipated that commercial aviation will expand greatly 
as it begins to reflect the lifting of wartime restrictions and the utili- 
zation of the technological developments of the past few years. This 
expansion is already making itself felt in all phases of the board’s work 
load and will reach a very high level in 1947. The 1947 estimates make 
provision for a widespread extension of the board’s activity into the 
field of international air transportation and a general acceleration of 
its work in the domestic field, both as to economic regulation and 
safety matters. ‘ 

The 1947 estimates reflect an increase of 40 per cent over the 1946 
annual appropriation, of which almost one-fourth is necessary for in- 
creased costs resulting from recent pay legislation. The remaining 
$500,000 is for expansion to meet mounting work loads. 


For the National Advisory Committee for Aeronautics an 
appropriation of $26,808,000 is recommended as against $26,- 
014,393 appropriated for the present fiscal year. This commit- 
tee was established in 1915’to supervise and direct the scientific 
study of the problems of flight and to direct and conduct re- 
search and experiments in aeronautics. The actual research 
work is carried on primarily at the three laboratories of the 
committee at Langley Field, Va., Moffett Field, Calif., and 
Cleveland, O. 

Aeronautics Administrator 


For the Office of Administrator of Civil Aeronautics of the 
Department of Commerce the Budget carries an estimate of 
$69,508,000 for the next fiscal year, as compared with $51,- 
090,000 appropriated for the present fiscal year. In explanation 
of the work of this office, the Bureau said: 


The Civil Aeronautics Administration is charged with promoting 
the development of civil aviation, including the establishment and 
maintenance of air navigation facilities, and enforcing the safety regu- 
lations promulgated by the Civil Aeronautics Board. Both of these 
responsibilities are now major activities of government, and they will 
become of even greater significance to the national economy as the 
aviation industry adapts wartime developments to peacetime services. 

At the present time there are approximately 39,000 miles of cer- 
tificated airways in the United States. By the end of 1947 if is antici- 
pated that more than 43,000 miles will be required. In order to insure 
safe operation over these airways and to promote even greater safety 
over existing airways the agency will need to establish and maintain 
emergency landing fields, communications facilities for the transmis- 
sion of weather and traffic information, radio range stations, traffic 
control towers, and instrument-landing systems. Due to the rapidly ad- 
vancing technology in this field, substantial gains are constantly being 
made in aviation safety, although this increased safety in the face of 
a rapidly expanding volume of service can be achieved only through an 
augmentation of total investment. 

The postwar surge of aviation development will require the agency 
to expand its safety-regulation work. The issuance of certificates to 
airmen of all types and to aircraft and aircraft instruments, and the 
approval of specifications for contemplated new models, are the prin- 
cipal types of activity that will be needed in this field. In 1947 the 
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agency contemplates an increased number of foreign offices to insure, 
from the standpoint of safety, the international air operations of Ameri- 
can carriers. A larger number of domestic offices are also contemplated 
as domestic aviation expands both in its commercial and private aspects. 

In addition to these major functions—navigation facilities and safety 
—the agency engages in a variety of development and service activities 
designed to stimulate civil aviation. An airport service is maintained to 
advise various groups in connection with the construction and opera- 
tion of airports. Developmental work of various kinds is undertaken 
to promote technological advancement, and in miscellaneous ways in- 
terest in aviation is stimulated. The agency also operates and main- 
tains the Washington National Airport. 

The 1947 estimates reflect an increase of about 45 per cent over 
1946 appropriations of which about one-third is necessary for increased 
costs resulting from recent pay legislation. The other increases are 
principally for the ultra-high frequency radio range program that has 
been underway for several years; the maintenance and operation of 110 
traffic control towers, many of which will be taken over from the 
military servics; and the planned program of expansion for safety 
work. Smaller increases are provided for the normal increase in main- 
tenance work, research, and Washington National Airport. 


Railroad Retirement Board 7 


The Budget carries an estimate of $310,998,800 for the Rail- 
road Retirement Board for the next fiscal year. This includes 
$298,233,000 for the railroad retirement appropriated account. 
The total appropriation for the present fiscal year is $306,- 
135,000. In explanation the Bureau said: 


Aged workers, who for patriotic or economic reasons have con- 
tinued their employment in the railroad industry, are beginning, fol- 
lowing the surrender of Japan, to retire in increasing numbers. It is 
expected that throughout 1946 and 1947 retirements will be at a 
high level. 

At the close of the last fiscal year, 171,452 former railroad em- 
ployes, made up of aged or disabled workers, pensioners, and widows 
of deceased beneficiaries, were drawing benefits totaling more than 
$11,500,000 per month. Lump-sum death benefits which, for some little 
time, have been high and are currently running at a level higher than 
$700,000, are expected to decline by reason of lower aggregate employ- 
ment following the surrender of Japan. 

The estimates of salaries and miscellaneous expenses have been 
increased for 1947 to provide for the increased work arising from the 
expanding load of retirements expected in that year and by reason 
of the increase in base pay. 

The railroad retirement appropriated account is made up of the 
estimated taxes to be collected from carriers and their employes to 
provide, after deduction for annual: administrative costs, for retire- 
ment, disability, and joint survivor benefits for railroad workers, and 
lump-sum death payments and federal contributions for military service 
which represent, as provided by law, the total tax which would have 
been received had the worker entering military service continued in 
railroad employment and earned at the rate of $160 per month. The 
reduced estimate of taxes for 1947 reflects the change in aggregate 
employment expected in that year. The reduction is partially offset 
by an increase in the military service budget for 1945 which is pro- 
vided for in the 1947 budget. 

By reason of the continued receipt of taxes in excess of benefit 
payments, the railroad retirement trust fund at the close of 1945 
had improved its position over the previous year. 

The railroad unemployment insurance fund annually receives by 
law 10 per cent of the taxes collected for railroad unemployment insur- 
ance and is used for the administrative cost of operating the railroad 
unemployment insurance system. The unexpended balance of this fund 
in excess of $6,000,000 at the close of the previous fiscal year, together 
with 90 per cent of the taxes collected, goes into the railroad unem- 
ployment insurance fund and is used to pay unemployment insurance 
benefits. In 1947 a substantial increase in the unemployment benefits 
to be paid is anticipated, as reduced activity in the railroad and general 
industry occasions reconversion unemployment among both present 
railroad workers and former railroad workers having rights to rail- 
road unemployment insurance. The railroad unemployment insurance 


trust fund is in a very strong position to meet any demands in 1947 


that may be made upon it. 
Mediation Board 


For the National Mediation Board, which administers the 
railway labor act, and the National Railroad Adjustment Board, 
the Budget recommended a total of $744,800, of which $281,400 
is for salaries and expenses of the adjustment board in addi- 
tion to $17,500 for printing and binding. Of the remainder 
$110,000 is for arbitration, emergency and emergency panel 
boards, and $331,700 is for salaries and expenses of the media- 
tion board. There are small items in the total for penalty mail 
costs and printing and binding. The amount of $331,700 for 
the mediation board compares with $243,300 for the present 
fiscal year, while the amount of $281,400 for the adjustment 
board compares with $252,400 for the present year. 

Money for Highways 

Appropriations totaling $305,838,792 are recommended by 
the Bureau of the Budget for the Public Roads Administration 
of the Federal Works Agency. This compares with $108,000,000 
appropriated for the present fiscal year and $122,699,477.04 for 
the fiscal year ended with June 30, 1945. 

The total of $305,838,792 recommended is made up as 
follows: Federal-aid highway system, $55,000,000; federal-aid 


for construction, and $4,815,000 is recommended for preparation of hea: 
detailed construction plans. For fiscal year 1946, $35,640,600 has been 
appropriated for such river and harbor projects. Funds are recom- : 
mended to be made available in fiscal year 1947 for beginning con- 

struction of the Florida Barge Canal; for waterway construction on the 

Atlantic, Pacific and Gulf coasts and the Great Lakes; and for naviga- 3 con 
tion improvements on the inland and intracoastal waterways. Planning 


$305,838,792, a reduction of $38,000,000. Comprising the total 
approved by the House committee for the P. R. A; were the 
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secondary or feeder roads, $23,000,000; elimination of grade gee 
crossings, $30,000,000; federal-aid postwar highways, $175.- in or 
000,000; strategic highway network (national defense), $10.- 000.C 
515,637; access roads (national defense), $7,323,155, and Inter- Ont 
American Highway, $5,000,000. In explanation the Bureau said: of 

The funds provided for in the 1947 estimates will permit the Public change 
Roads Administration to proceed with an expanded peacetime highway of $25, 
construction program. The age2ncy’s program was restricted during Americ 
the war to those projects which were necessary for war purposes. 
Furthermore, state highway departments were unable to carry on 
their normal reconstruction and maintenance work during the war. F 
An expanded highway program is necessary to restore and improve Q 
the nation-wide highway systems that have fallen into disrepair during ee 

exceed 

A total of $175,000,000 of appropriations is recommended for fiscal added 
year 1947 for federal-aid postwar highways authorized in the federal- salarie 
aid Highway Act of 1944; for fiscal year 1946, an initial appropriation estima 
of $25,000,000 has been made available to start this program. The Ot 
apportionment of the first postwar fiscal year authorization of $500,000- 

000 was made January 6, 1945; the Congress on October 2, 1945, released be har 
the full amount of this authorization for construction and provided that O1 
for the purpose of the federal-aid highway act of 1944, the first postwar comm) 
fiscal year would be the fiscal year ending June 30, 1946. Programs all am 
under this authorization have been submitted providing for the improve- rovid 
ment of 7,575 miles of highway. pa 

An additional $108,000,000 is recommended for fiscal year 1947 to 0 
meet cash requirements of the regular federal-aid highway and grade- in cor 
crossing programs authorized before the war. These programs include crease 
projects deferred because of the war and urgent improvements to the would 
strategic highway network carried on during the war. The deferred leave 
projects provide for the improvement of 1,600 miles of highway, the pense 
construction of 45 highway-railway grade-crossing separations and the for pl 
installation of protective devices at 50 crossings. The active program p 
provides for the improvement of 1,400 miles of highway, the construc- same 
tion of 51 highway-railway grade-crossing separations, ‘and the protec- purpo 
tion of 91 highway-railway crossings. ing a 

Appropriations totaling $17,838,792 are recommended for fiscal beyor 
year 1947 for the strategic highway network and access roads programs, 
in order to pay the federal share of the cost incurred by the states in 
completing the defense highway program authorized by the defense I 
highway act of 1941. 

The United States is participating, through the Public Roads Ad- Hous 
ministration, in the improvement of the Inter-American Highway from appes 
the southern border of Mexico to Panama City, a distance of 1,586 show 

Although only about 450 miles of this section have been paved, othe 

800 miles of the unpaved portion are open to traffic the year around, fiscal 
while 160 miles are impassable in wet weather, and about 176 miles k 
are impassable to traffic. During the past year work has gone forward to Kk 
on grading the unimproved sections of the highway, on widening war 
narrow sections, bridge building, and on surveys for future work. y “doll 
An appropriation of $5,000,000 is recommended for fiscal year 1947 to were 
carry on the work of this project. arm¢ 
such 

Money for Waterways B stud 

Of $212,720,000 recommended for the Corps of Engineers pers 
of the army for flood control and river and harbor work, $48,- _ 

000,000 is for river and harbor construction work, according to = ques 
the Bueau’s explanation which continues, in part: 5 appt 
com 

For river and harbor works, a total of $48,000,000 is recommended que: 


funds are proposed for fiscal year 1947 for beginning detailed plans : ow 
for construction of McNary Dam on the lower Columbia River, Oregon 

and Washington, and the Snake River navigation dams in Oregon, : 
Washington and Idaho, as well as for other river and harbor projects. 1S 

An appropriation of $2,900,000 is recommended for the payment i S10 
of the federal share of the cost of altering six bridges which obstruct ; jur 
river traffic. for 

Commission’s Appropriation Reduced ‘ 

In the independent offices appropriation bill for the fiscal = 
year ending June 30, 1947, reported by the House appropria- - 
tions committee on January 22, a total of $9,546,000, repre- t 
senting a reduction of $244,000 below the Budget estimate, was ba 
provided for the Commission. q h 

The committee’s report on the bill showed that it was q f 
recommending a reduction of $230,000 in the Budget estimate b 
of $8,230,000 for general administrative expenses of the Com- . 
mission and was endorsing a Budget proposal for transfer to the x 
“general expenses” item of appropriations for regulating ac- io 
counts, valuation of property of carriers, and motor transport b 
regulation. The committee reduced by $18,000 the Budget esti- 
mate of $193,000 for printing and binding for the Commission aos 
and cut by $3,000 the Budget estimate of $27,000 for the Com- ee 
-mission’s penalty-mail costs.. The committee added $7,000 to os 
the Budget estimate of $528,000 for locomotive inspection. 

For the Public Roads Administration, the bill as reported t! 
carried a total of $267,838,792, as against a Budget estimate of 
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following items, with changes in the Budget estimates shown 
in each instance: 

Federal-aid highway system, $50,000,000, reduction of 
$5,000,000; secondary or feeder roads, $20,000,000, reduction of 
$3,000,000; elimination of grade crossings, $25,000,000, reduc- 
tion of $5,000,000; strategic highway network, $10,515,637, no 
change; federal-aid postwar highways, $150,000,000, reduction 
of $25,000,000; access roads, $7,323,155, no change; and Inter- 
American Highway, $5,000,000, no change. 


Aeronautics Advisory Committee 


For the National Advisory Committee for Aeronautics, the 
committee recommended appropriations totaling $29,673,000, 
exceeding the Budget request by $2,865,000. The committee 
added $2,925,000 to the amount estimated in the Budget for 
salaries and expenses of the N. A. C. A. and cut by $60,000 the 
estimate for N. A. C. A. printing and binding. 

Other recommendations of the Bureau of the Budget will 
be handled in other appropriation bills. 

Of the funds recommended for the Commission, said the 
committee in its report, not less than $150,000 over and above 
all amounts that would be available for the fiscal year 1946 was 
provided for motor transport regulation, and a similar increase 
of not less than $25,000 was provided for “alleviating the work 
in connection with car service supply and control.” The in- 
crease of $7,000 in the locomotive inspection estimate, it said, 
would in part meet an urgent need for funds to pay terminal 
leave and to lessen a somewhat drastic reduction in travel ex- 
pense. It added that the reduction of $18,000 in the estimate 
for printing and binding for the Commission would provide the 
same amount as the 1946 appropriation of $175,000 for this 
purpose, explaining that it was of the opinion that “the print- 
ing and binding of reports and acts should not be advanced 
beyond the current rate provided for the present fiscal year.’ 


1. C. C. Would Add 450 Employes 


In printed hearings on the bill, made available by the 
House appropriations committee when the bill was reported, 
appeared testimony by Secretary Bartel, of the Commission, 
showing that the Commission was asking for money for, among 
other things, addition of 450 employes to its staff in the next 
fiscal year. Mr. Bartel said the Commission had been unable 
to keep current with requirements and demands on it in the 
war period; that it had been short-handed and had deferred 
“doing some work which should have been done;” that many 
were returning to the Commission after having served in the 
armed forces, and that the situation at the Commission was 
such that, “for example, tariffs are being filed without any 
study or examination, because we just simply do not have the 
personnel with which to do it.” 

Members of the Commission and Secretary Bartel were 
questioned about many phases of I. C. C. activities when they 
appeared before the House appropriations committee’s sub- 
committee on independent offices, to justify the amounts re- 
quested for the fiscal year 1947, it was revealed in the printed 
hearings on the bill. 


Water Carrier Regulation—“Headache” 


Representative Hendricks, of Florida, chairman of the sub- 
committee, asked Commissioner Aitchison whether the Com- 
mission had wanted the jurisdiction that it now had over water 
carriers. 

“IT am a servant of the Congress, and if I do not like what 
is being done there is a ready remedy for me,” said Commis- 
sioner Aitchison. “It is a headache all right; and in 1942, our 
jurisdiction was expanded to embrace the regulation of freight 
forwarders.” 

Commissioner Aitchison, in the course of his testimnoy, dis- 
cussed the situation with respect to fourth section applications 
as follows: 

“We know that during the war we did not have operating 
steamships in commercial services, but they are now coming 
back. They have not yet begun to come back to the extent 
that they will, progressively. We have the threefold competition 
of rail lines, water lines, and motor carrier lines for the same 
business, all up and down the Pacific coast, the Atlantic coast, 
and along our great rivers. We are the one body that 
determines the extent to which relief may be given from the 
long- and short-haul clause. That is not something that can 
be postponed until 1950 or 1952. If we do not handle these 
matters promptly somebody will have to go out of business. 
Some of the competing carriers are not going to have the 
measure of relief they are entitled to, and this is our im- 
mediate task. . 

“During the war that work has piled up. We have not set 
these matters for hearing. I have two very important cases of 
that character on my own docket. It is difficult for people to 
travel, and for us to find places to hold hearings. People are 
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not prepared at the moment to forecast facts so that we can 
act intelligently in a legislative capacity for the future. As 
the factual situation becomes more clear it will become our 
imperative duty to hear and determine these matters.” 


Discussion of Waybill Studies 


Commissioner Aitchison referred to plans of the Commis- 
sion for railroad waybill studies, discussed by him earlier in 
testimony on the deficiency appropriation bill (see Traffic 
World, Dec. 22, 1945, p. 1556). He regarded the data to be 
obtained in such studies as essential “if we are going to make 
full use of the extremely great amount of work which was 
done in the class-rate case,” and said that if the Commission 
did not supply this information it was likely to be supplied in 
some form by the carriers “without our check.” 


“I do not consider it is in the public interest that the car- 
riers should be expected to supply such vital evidence, which 
neither the shippers nor the states nor the federal Commission 
will be in a position to check,” he added. 

He said it was the Commission’s plan to limit the waybill 
“samples” in the next fiscal year to one a quarter, “instead of 
taking waybill samples more frequently, as many interested 
people insist.” 

Commissioner Johnson, serving also as director of the 
Office of Defense Transportation, testified that he was propos- 
ing a reduction of employes in the Bureau of Service from 98 
to 90 for the next fiscal year, explaining that he planned to 
reduce the number of men in the bureau’s field service to 41. 
He said that the number of such field agents before the war— 
sixteen—was “an absurd figure.” 


Motor Regulation Problems 


Commissioner Rogers, in his testimony, averred the Com- 
mission was approaching “an impossible situation” in adminis- 
tration of part II of the act because of a present inadequacy 
of funds or personnel for motor transport regulation. He stated 
that in the war period the Commission was receiving applica- 
tions for motor carrier certificates and permits and for ap- 
proval of motor carrier financial transaction at the rate of 
about 100 a month, and that they were now coming in at the 
rate of between 400 and 500 a month. 


“They have accumulated,” he continued, “so that, before 
we can begin hearing those on hand, we will have a backlog 
of about 2,000 that have not been heard. By July 1, if we have 
got to go on at that rate, without a deficiency appropriation, 
we will have thousands of those cases bottled up... . The 
public is involved. Right now, due to our slowness in deciding 
a lot of cases, the parties involved, some of them, are losing a 
lot of money... .” 

He said that temporary certificates had been granted “by 
the hundreds,” but that these could not be granted except for 
180 days, and that the applications he had in mind were “per- 
manent applications involving, most of them, temporary au- 
thorities that are now expiring” and that could not be taken 
care of by temporary authority. , 

“If we granted temporary authority to every one of them 
for 180 days we could not get around this bunch of hearings 
within that six months’ period unless we got on the move 
pretty quickly,” he said. “It involves also our reporting ex- 
pense. . . . Congress should give us enough money to conduct 
these hearings with dispatch... .” 


Rail Accident Toll 


Asked by Mr. Hendricks how the railroad accident record 
“in the past year’ compared with the previous year, Commis- 
sioner Mahaffie said that a summary of accidents reported by 
steam railroads for seven months ended with July, 1945, showed 
that 2,625 persons were killed in accidents of all classes in that 
period, as against 2,637 for the same period of 1944—“almost 
identical.” 

With respect to the proposed increase in the “printing and 
binding” item, Commissioner Aitchison testified that the Com- 
mission needed “some recompilations of our act,” that the 
present compilation of miscellaneous acts affecting activities 
of the Commission was now more than 10 years old, and that 
“it ought to be brought up to date.” 

“We have a compilation on the press of the act and supple- 
mental acts, but there are a lot of other acts, such as locomo- 
tive inspection, safety appliances, and bankruptcy acts, that we 
print separately, and these have not been compiled since 1935,” 
he added. 

Commissioner Mahaffie said he expected the work of the 
Bureau of Water Carriers and Freight Forwarders to increase 
“several hundred per cent” in the fiscal year 1947. Secretary 
Bartel said that bureau now had 16 employes, and that 18 were 
requested. 

Commissioner Rogers said the average length of time re- 








quired for disposition of a motor carrier application, from time 
of filing to final decision, was four to five months. 


Lawyers in I. C. C. 


Questioned by Representative Thomas, of Texas, as to how 
many lawyers there were in the Commission, Commissioner 
Mahaffie said that there seven lawyers in the Chief Counsel’s 
office; eight in the Bureau of Inquiry; 68 in the Bureau of For- 
mal Cases; 92, under the heading of “examiners,” in the Bu- 
reau of Motor Carriers; 14 in the law and enforcement division 
of the motor carrier bureau; two in the Bureau of Safety; one 
or two in the Bureau of Service, and, in the Bureau of Finance, 
an unspecified number of examiners who were also lawyers. 

Mr. Mahaffie said the Commission was proposing to set up 
a radio engineer in the Commission’s Bureau of Safety, and that 
this bureau was undertaking to check and pass on railroad radio 
communications installations as they were put in, as it did on 
other signal appliances. 

Answering a question about the rail equipment outlook, 
Commissioner Johnson said that the rail traffic burden would 
be heavy throughout 1946, that he did not think the new railroad 
equipment that would be supplied in 1946 would “more than 
take up the depletion, the wear and tear,” but that “we ought to 
get some more railroad equipment in 1947.” 


Road Construction Summary 


Public Roads Commissioner Thomas MacDonald, in testi- 
mony before the subcommittee, likewise published in the printed 
hearings on the independent offices bill, said that before Pearl 
Harbor the federal and state governments built an average 
of 11,000 miles of roads a year; that after December 1, 1941, 
no roads were built that were not certified as essential to the 
war program by either the army, the navy or the War Produc- 
tion Board, and that in the war period there had been certified 
and built 12,890 miles of access roads in cooperation with the 
states and 2,375 miles of roads of “‘the strategic network.” 

“We learned one great lesson from this war in the field 
of highway work,” he said. “That is we wage war on the road 
system that has been built prior to the time that hostilities com- 
menced. When we are actually in a war we do not have time 
to build a road system. . .” 

He verified statements by Representative Dworshak, of 
Idaho, that the P. R. A. estimates for the next fiscal year in- 
cluded $175.000.000 for its postwar highway program, which, 
added to $25,000,000 made available for that purpose in the 
current fiscal year, made a total of $200,000,000 available in 
the first two postwar years (1946 and 1947), but that Congress 
in the federal-aid highway act had authorized appronriations of 
$500,000,000 for each of those years, so that the P. R. A. might 
ask for additional appropriations of $800.000.000 before the 
end of the fiscal year 1947. Mr. MacDonald said he had asked 
for $400,000,000, of which the Budget had allowed $175,000,000. 

He said the P. R. A. had prepared projects costing a total 
of $647,000,000 for construction when it obtained the money, and 
that it planned to spend on roads in the fiscal year 1947 a total 
of at least $288,400,000. 


Inter American Highway 


With respect to the Inter-American Highway, Commis- 
sioner MacDonald testified that the United States up to the 
present time had spent $23,000.000 on that road: that the P. 
R. A. had authority to spend $5.000,000 more on it, but that 
a further expenditure of $25,000,000 would be required to com- 
plete the road. “with the work that the other countries do.” 
Completion of the road would extend over a period of three or 
four years after the present year, he said. He stated that a 
connecting section between Comitan, Mexico, and Guatemala 
City was yet to be built, and that another section in northern 
Costa Rica and a section from San Isidro in Costa Rica to David 
in Panama remained to be constructed. 

“The heaviest bottleneck on the whole line from Laredo to 
the (Panama) Canal we have cut through in Costa Rica be- 
tween San Isidro and San Jose,” he said. 


G. A. O. Audit of Freight Bills 


Printed hearings on the bill also included testimony of Gen- 
eral Accounting Office witnesses showing that the number of 
persons employed by the G. A. O. for auditing of freight and 
passenger bills had risen from a total of 40 in 1941 to a total 
of about 1,000 in the period of the war. 

“About 500 of them,” said A. Banks Thomas, chief of the 
G. A. O. claims division, “were trained within the General Ac- 
counting Office. We were still training those people at the rate 
of about 70 or 72 a month... until fairly recently. . .” 

D. W. Bagley, executive officer of the G. A. O., said that 
“the larger part” of 325 additional employes for whose salaries 
an appropriation was requested would be used to bring the 
transportation audit “into a somewhat more current position 
than it is now.” 
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“We are about 2% years behind,” he added. “We hope to 
be done by the end of 1947. 

He said that G. A. O. audits of transportation bills would 
continue after October 1, 1946, the effective date of the land- 
grant rate repeal law, and other G. A. O. witnesses added that 
the freight bills would be audited with the land-grant features 
excluded; that the government would still have the right to con- 
tract for transportation services at less than the full commercial 
rate, and that the G. A. O. anticipated that “‘there may be a 
considerable amount of that which will somewhat complicate 
the audit even after the land-grant itself goes off.” 

It was pointed out that the G. A. O. was empowered, under 
recently enacted legislation, to audit the books of various gov- 
ernment corporations. The House committee was advised that 
the Inland Waterways Corporation and “its companion project, 
the Warrior River Terminal Co.,” were to be audited by two 
private firms under contract to the G. A. O. 


President's Message 


In his message to Congréss, January 21, President Truman 
had the following to say under the heading, “Transportation”: 


Transportation is one of the major fields for both public and private 
investment. Our facilities for transportation and communication must 
be constantly improved to serve better the convenience of the public 
and to facilitate the sound growth and development of the whole 
economy. 

Federal capital outlays for transportation facilities are expected to 
approximate 519 million dollars in the fiiscal year 1947. State and local 
governments may spend 400 million dollars. Private investment, over 
half of it by railways, may approach 1,150 million dollars. 

The Congress has already taken steps for the resumption of work 
on improvement of rivers and harbors and on the construction of new 
federal-aid highways. Much needed work on airports can begin when 
the Congress enacts legislation now in conference between the two 
Houses. 

The federal expenditure estimates for the fiscal year 1947 include 
53 million dollars for new construction in rivers, harbors, and the 
Panama Canal and 291 million dollars for highways and grade-crossing 
elimination, assuming that the states expend some 275 million dollars 
on the federal-aid system. Additional expenditures for highways total- 
ing 36 million dollars are anticipated by the Forest Service, National 
Park Service, and the Territory of Alaska. Civil airways and airports 
will involve expenditures of 35 million dollars under existing authority. 
Additional federal expenditures exceeding 20 million dollars (to be 
matched by states and municipalities) may be made during the fiscal 
year 1947 under the airport legislation now in conference between the 
two Houses of the Congress. 

The United States now controls almost two-thirds of the world’s 
merchant shipping, most of it government-owned, compared with little 
more than one-seventh of the world’s tonnage in 1939. This places a 
heavy responsibility upon the nation to provide for speedy and efficient 
world commerce as a contribution to general economic recovery. 

The estimates for the United States Maritime Commission and War 
Shipping Administration provide for the transition of shipping opera- 
tion from a war to a peace basis; the sale, chartering, or lay-up of 
much of the war-built fleet; and for a program of ship construction of 
some 84 million dollars in the fiscal year 1947 to round out the merchant 
fleet for peacetime use. 

Federal aids, subsidies, and regulatory controls for transportation 
should follow the general principle of benefiting the national economy 
as a whole. They should seek to improve the transportation system 
and increase its efficiency with resulting lower rates and superior 
service. Differential treatment which benefits one type of transporta- 
tion to the detriment of another should be avoided save when it is 
demonstrated clearly to be in the public interest. 


Under the heading “Legislation Heretofore Recommended 
and Still Pending,” the President included the pending ship sale 
legislation, the federal-aid airport legislation, and the legislation 
providing for the development of the Great Lakes-St. Lawrence 
River basin. 

With respect to the ship sale legislation, the President said 
he further recommended “that this legislation include adequate 
authority for chartering vessels both here and aboard.” 

Chartering of American ships to foreign countries had been 
opposed, in Senate commerce committee hearings on the Bland- 
Bailey ship sale bill by Vice Admiral Land when he was chair- 
man of the Maritime Commission, because he believed that while 
those countries were operating such ships under charter from 
the United States they would be building better ships to com- 
pete with the American merchant marine (see Traffic World, 
Sept. 22, 1945, p. 777, and Nov. 3, 1945, p. 1092). 


ST. LAWRENCE WATERWAY 


In remarks in the Senate in which he commended Gov- 
ernor Lausche, of Ohio, for having endorsed the St. Lawrence 
seaway and power project in a letter to Governor Davis, of 
Louisiana, Representative Pittenger, of Minnesota, urged that 
congressional committee hearings on the project be started 
immediately. Mr. Pittenger inserted the text of the Ohio gov- 
ernor’s letter in the Congressional Record. 

Governor Lausche said in the letter that he noted that 
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Governor Davis opposed the St. Lawrence project, but that he 
believed that any project that would develop a greater produc- 
tive power of the nation at a reduced cost would inure to the 
benefit of all people living within the nation and that this was 
true with respect to the St. Lawrence development. 


Forwarder-Motor “Rate” Bill 


A subcommittee of the House interstate commerce com- 
mittee, in a closed meeting on January 23, ordered reported 
to the full committee H. R. 2764, the Lea bill, to empower 
the Commission to prescribe arrangements for compensation 
by freight forwarders of motor carriers performing service for 
them, such arrangements to take the place of the joint for- 
warder-motor rates that are to expire on February 16 (see 
Traffic World, Dec. 22, p. 1556). 

The subcommittee recommended adoption of an amend- 
ment by which Section 408 of the Interstate Commerce Act, 
permitting establishment by motor common carriers of assem- 
bling and distribution rates, for freight forwarders and others 
who make similar use of transportation facilities, would be 
stricken from the act. 

Representative Lea of California, chairman of the subcom- 
mittee and of the full committee, said that the subcommittee 
would leave for consideration by the full committee two alter- 
nate amendments, each involving the question of what powers 
the Commission should have with respect to line-haul, or 
terminal-to-terminal rates of motor carriers transporting for- 
warder shipments. One of these alternate amendments was 
proposed by representative Boren, of Oklahoma; the other was 
proposed by representative Brown, of Ohio. 

Chairman Lea stated that both amendments would be 
transmitted to the Commission for analysis and criticism, and 
that the bill and the amendments would be considered by the 
full committee after receipt of the Commission’s recommenda- 
tions with respect to the Boren and Brown amendments. 

Representative Boren said the amendment he proposed 
would insert after line 18 on page 2 of the bill the following: 


The Commission shall not prescribe terms and conditions, under 
paragraph (1), for the utilization of the services or instrumentalities 
of such common carriers by motor vehicle between principal concentra- 
tion points and principal break-bulk points, if it finds that such action 
would result in undue disadvantage or prejudice to any common carrier 
subject to Par. 1 of Part 1 of this act. 


The bill as introduced made no reference to Section 408 
of the act, the “A. an D.” rate section, but in the hearings there 
was testimony to the effect that the motor carirers had not 
found it practicable to publish assembling and distribution 
rates, one reason for the alleged “impracticability” being that 
the performance of motor carrier service for pool car operators 
or car-pooling organizations, to which Section 408 made the 
“A. and D.” 1 rates available, was said to be costlier and more 


a than the performance of such service for for- 
warders. 


Transportation Census Bill 


_Commissioner Splawn, as chairman of the Commission’s 
legislative committee, replying to a request by Senator Bailey, 
chairman of the Senate commerce committee for suggestions 
on S. 1705, a bill introduced by Senator McCarran, of Nevada, 
calling for a census of manufactures, including a census of “the 
basic facts on transportation” and the use of various types of 
transportation services by manufacturers, mineral industries, 
wholesale and retail trade, and other fields of business activity 
(see Traffic World, December 22, p. 1556, said that, subject to 
one possible qualification, it did not appear that anything: would 
be gained by the census of transportation proposed. 


After reviewing the provisions of the bill relating to trans- 
portation as of principal interest to the Commission, Commis- 
sioner Splawn said: 


We question the desirability of the proposed census which would 
embrace statistics relating to common and contract carriers by motor 
vehicle and by water engaged in interstate commerce. Such carriers 
how file with this Commission annual statistical reports, which are 
available for public inspection. The Commission currently publishes 
Statistical compilations based on these reports. The duplication of the 
Statistics in census reports would entail unnecessary expense to the 
government and would be burdensome to the carriers. As the census 
would be taken only every five years, the statistics so compiled would 
soon be superseded by the statistics reported annually to this Com- 
mission and compiled by it. This consideration was presumably the 
reason for excepting railroad statistics from the bill, and the fact 
that it applies equally to motor -and water carriers may have been 
overlooked. 

We therefore suggest that the bill be amended by deleting the 
words ‘‘of transportation by rail’’ in line 7 of page 2 and substituting 
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therefor the words ‘‘of common and contract carriers and freight 
forwarders subject to the interstate commerce act, as amended.’’ 

The provision for collecting information concerning the kind of 
transportation facilities utilized by business establishments would no 
doubt disclose facts which would be of some interest to us. It is 
not clear, however, from an examination of the bill what statistics 
of the commercial transportation industries, not including railroads, 
are to be included in the transport census. Off-hand, it appears that 
the Civil Aeronautics Board, the Board of Engineers for Rivers and 
Harbors, the Maritime Commission, and this Commission publish annu- 
ally practically all the statistics that would be collected by such a 
census from air, waterway and highway carriers, excepting only those 
highway commercial transportation enterprises which do not file 
reports with the Commission. Subject to this possible qualification, 
therefore, it does not appear that anything would be gained by the 
census of transportation that is now proposed. 


RAIL SAFETY LEGISLATION 


Representative Price, of Illinois, has introduced H. R. 
5162, identical in its provisions to S. 1537, a bill introduced by 
Chairman Wheeler, of the Senate interstate commerce com- 
mittee and entitled “a bill to promote the safety of employes 
and travelers upon railroads, and to protect the public by re- 
quiring certain common carriers by railroad to install and main- 
tain communication systems” (see Traffic World, Nov. 10, 1945, 
p. 1160). 


Rail Labor Mediation 


Representatives of 18 of the 20 railroad unions involved 
in the present controversy, together with officials of the rail- 
roads, were scheduled to meet the afternoon of January 23 with 
the mediation board which began mediation in the dispute De- 
cember 18. The meeting will be held in the Union Station, 
Chicago. ; 

There is a strong possibility that the parties involved will 
agree to arbitrate the wage question. All 18 of the unions had 
earlier waived all other demands to concentrate on a demand 
for wage increases of $2.40-$2.50 daily, a demand which the 
a estimate would cost them about $2,000,000,000 an- 
nually. 

Should arbitration be.agreed to, the two parties would 
each select a representative or representatives to an arbitra- 
tion board, and those representatives would seek to agree on 
a neutral member of the board. Should they fail to agree 
within five days on a neutral member, the mediation board 
would appoint such a member. The question or questions to be 
arbitrated would be exactly defined and the arbitration award 
would be legally binding on all parties. 

Two of the 20 brotherhoods, the Railway Trainmen and 
the Locomotive Engineers, have refused to withdraw their de- 
mands for some 50 changes in working rules, have rejected 
arbitration proposals, and are preparing to take a strike vote 
of their members. Should a strike be authorized, the railway 
labor act directs the president of the United States to appoint 
a fact-finding board to study the dispute and make recommen- 
dations for a settlement. The board’s recommendations are not 
binding. 

The remaining railroad union—the independent American 
Train Dispatchers’ Association—will soon open negotiations on 
its demand for a six-hour day with no reduction in pay. Car- 
riers’ conference committees for the eastern and western re- 
gions have been set up to meet with the union, and south- 
eastern carriers will meet soon to determine their position on 
the matter. 


Indiana Harbor Strike Threat 


At 10 p.m., January 23, thirty minutes before a scheduled 
strike of 1,500 members of the Brotherhood of Railroad Train- 
ment against two Chicago railroads was to begin, a settlement 
of the disputed issues was reached and the strike was called 
off. The roads involved were the Indiana Harbor Belt Railroad 
and the Chicago Junction Railway. A strike would have dis- 
rupted through east and west freight movements in the Chicago 
area. 

Several hours before the strike was scheduled to begin, 
President Truman had created an emergency board under the 
railway labor act, to investigate the dispute. William Bishop, 
vice-president of the B. R. T., immediately announced that, 
despite the President’s action, the strike would go through as 
scheduled. Early in the evening Mr. Bishop met with railroad 
officials, and shortly thereafter both he and T. L. Green, gen- 
eral manager of the two railroads, announced a strike had been 
averted. Mr. Bishop said that representatives of the union and 
the railroads had stayed up until 2 a.m., January 24, drawing 
up an agreement. He said all union grievances had been settled. 

The Association of American Railroads on January 23 had 
placed an embargo, No. 99, against both roads and the Chicago, 
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River & Indiana, halting all carload and less-carload freight, 
with no exceptions. Early January 24, the A. A. R. wired rail- 
roads throughout the country, lifting the embargo. 

The railroads employ 3,500 men. The Indiana Harbor Belt 
operates 120 miles of double track encircling Chicago from 
Franklin Park to Dunes Park, Ind. It connects with all main 
line railroads entering Chicago, and serves more than 400 in- 
dustries in the Chicago switching district, which includes the 
Calumet district. The railroad handles an average of 6,000 
carloads of ‘freight daily, of which about 200 are livestock and 
about 900 perishable freight. 

Clyde Kitts, chairman of the trainmen involved, said the 
strike was voted because the company had failed to comply 
with directives of the national railroad adjustment board per- 
taining to the distribution of transfer service between seniority 
point terminals and restoration of train switching jobs to the 
trainmen. 


Midwest Truck Strike 


Thirteen midwestern senators have sent a letter to President 
Truman urging him to direct the Office of Defense Transporta- 
tion to take over the strike-bound truck lines in their states 
and to take other steps, including appointment of “an impartial 
mediator or arbitrator to find the facts and recommend terms 
of settlement” of the strike, in progress since November 15 
(see Traffic World, Dec. 22, p. 1561). 

The senators who signed the letter called the President’s 
attention to another letter that they had addressed to him 
December 4 with reference to the midwest truck strike (see 
Traffic World, Dec. 8, p. 1428), and added that “we have not 
as yet received a reply.” 

“Apparently negotiations between the union and the owners 
have wholly failed,” the senators’ letter continued. “The ship- 
ping docks and rail yards of the middle west are piled to over- 
flowing with needed consumers’ goods. The union members are 
unemployed, the owners are facing bankruptcy and above all 
the public is in despair. 

“In view of these conditions we respectfully suggest that 
you: 
“1. Direct the O. D. T. to take immediate possession of and 
operate these lines so that accumulated goods can move and so 
that spring shipments of essential commodities be handled. 

“2. Use your good offices to urge both sides to agree to 
submit this controversy to arbitration or mediation. 

“3. Immediately appoint an impartial mediator or arbitra- 
ond ve find the facts and recommend terms of settlement of this 

ispute. 

“4, Make public all proceedings, findings and recommenda- 
tions. 

“We cannot over-emphasize the seriousness of the transpor- 
tation situation in the midwest states nor the seriousness of the 
public detriment resulting therefrom. We believe that imme- 
diate exercise of your power as Chief Executive is imperative.” 


Rail Wage Statistics 


Class I steam railways, exclusive of switching and terminal 
companies, reported total compensation for September, 1945, 
of $305,968,116 to a total of 1,411,650 employes listed as of 
the middle of the month, according to a compilation of wage 
statistics of those roads, statement M-300, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 

The employment was a decrease of 13,864, or 0.97 per cent, 
under the number reported for September, 1944. The total 
number of hours paid for was 5.04 per cent less and the total 
compensation was 4.08 per cent less in September, 1945, than 
in September, 1944. A comparison of the number of employes 
who received pay in the month with the total hours paid for 
showed 200 hours an employe in September, 1945, and 210 
hours in September, 1944. Employes paid on an hourly basis 
in September, 1945, received pay for 30,538,064 hours of over- 
time, which was 12.27 per cent of the straight time paid for. 
The corresponding percentage for September, 1944, was 12.11. 

Compensation for “time paid for but not worked” for 
September, 1945, was reported as follows: Executives, officials, 
and staff assistants, $105,040; professional, clerical, and gen- 
eral, $389,196 (daily basis), and $2,445,697 (hourly basis); 
maintenance of way and structures, $39,037 (daily basis), and 
$1,173,519 (hourly basis); maintenance of equipment and stores, 
$165,453 (daily basis), and $2,802,543 (hourly basis); transpor- 
tation other than train, engine, and yard, $97,465 (daily basis), 
and $884,256 (hourly basis); and transportation—yardmasters, 
switchtenders, and hostlers, $125,825 (daily basis), and $99,974 
(hourly basis). 

In the train and engine service, compensation for Septem- 
ber, 1945, was reported as follows: Straight time actually 
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worked, $56,287,975; straight time paid for, $68,442,759; over- 
time paid for, $8,291,684; constructive allowances, $5,267,311; 
total, $82,001,754. Miles actually run totaled 514,800,293, and 
miles paid for but not run totaled 60,804,974. 


AIR PILOT WAGE DEMANDS 


The Airline Pilots’ Association has asked for increases in 
pay for members of the association averaging about 60 per cent 
above present compensation which, if granted, according to 
airline sources, would bring the salary of a pilot in domestic 
service to around $15,000 and in overseas service around $18,000 
a year. Until the question of representation of the employing 
carriers by the airlines negotiating committee has been deter- 
mined, it is pointed out, no formal reply by the carriers to the 
demands of the Airline Pilots’ Association will be made. In- 
creases averaging about 30 per cent, it is understood, have been 
under consideration by the airlines. 


INTERNATIONAL SHIP LABOR CONFERENCE 


The National Federation of American Shipping, Inc., of 
Washington, D. C., has announced that it has recommended that 
American ship owners send a delegate and six official advisors 
to the International Labor Office Joint Maritime Commission 
meeting to be held in Seattle, Wash., beginning about June 
1. It said it was also proposing that such representation of 
American ship owners be recommended to the Department of 
Labor for official confirmation as soon as possible, ‘‘in order that 
it (the ship owner delegation) can begin its work not later 
than March 1, in preparation for the Seattle conference.” 


Commerce Bureau Transport Functions 


Secretary Wallace, effective January 21, has issued a man- 
ual of orders for the organization and functioning of the newly 
created Office of Domestic Commerce in the Department of 
Commerce (see Traffic World, December 29, 1945, p. 1624). 

With respect to the transportation division of the Office of 
Domestic Commerce, the manual said: 

.01 The Transportation Division in furtherance of its basic 
objective of providing for industry information and data on the 
problems of transportation, communications and other public 
utilities shall 


(1) Analyze and report upon the transportation facilities and serv- 
ices of the country and their organization, operation, and pricing as 
the basis for rendering service to industry with respect to transporta- 
tion problems. 

(2) Analyze transportation facilities and services for their adequacy 
in terms of national and regional requirements for varying quantities 
and types of service. 

(3) Analyze data pertaining to the use of material, financial require- 
ments, capital outlays of the various forms of transportation and 
types of carriers for the purpose of integrating detailed results with 
basic industry and structural studies. 

(4) Analyze the effects of transportation services, rates, and charges 
upon the volume of production and trade, upon the location of indus- 
tries and markets, upon the utilization of surplus war plants and other 
resources, and upon the utilization of available transport plant and 
equipment. 

(5) Study the entrance-and-withdrawal, financial, integration, rate, 
and service policies in order to locate obstacles to more efficient utiliza- 
tion of equipment and facilities and improved services and recommend 
methods of removing such obstacles. 

(6) Assist in the development of departmental policy, insofar as 
transportation relates to the general functioning of the domestic econ- 
omy, and the requirements for transporting oversea trade. 

(7) Analyze and make recommendations concerning the effect of 
interstate transportation barriers on the volume and flow of commerce. 

(8) Analyze available way bill data to make available to industry 
by commodities, data on point to point movements, route mileage and 
transportation charges. 


GOODYEAR CHEMICAL PRODUCTS DIVISION 


P. W. Litchfield, chairman of the board of the Goodyear 
Tire & Rubber Co., Akron, has announced creation of the 
company’s chemical products division, and plans for the con- 
struction of a $1,000,000 development laboratory and a $3,000,000 
plant, all designed to translate into reality the “post-war 
wonders,” talked about during the war. C. P. Joslyn has been 
named manager of the new division. 


TOWMOTOR HANDLES CANNED GOODS 


A story of how three large California packing and canning 
plants have been able to realize amazing time savings through 
the use of Towmotor lift trucks is contained in the current issue 
of the Towmotor Corporation’s quarterly publication, “Handling 
Materials.” At one plant the lift truck is called upon to handle 
100,000 cases of canned goods weekly, of many shapes, sizes 
and weights. These are carried on pallet loads and stacked 
to heights up to 20 feet. 
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The accompanying article by 
the officer in charge of the Trans- 
portation Division of the United 
States Navy, carries on from that 
printed last week in the Traffic 
World. 

It describes the way in which 
0. D. T. permits were handled in 
series, for efficiency, and how the 
Navy solved the problem of “frus- 
trated freight.” 

The Navy, too, had its “self-ap- 
pointed transportation experts,” 
but it knew what to do about 
them. Much of its success in han- 
dling its wartime transportation 
job came about because it knew 
how to use special services intelli- 
gently and how to coordinate vari- 
ous transport facilities into a uni- 
fied system. Its consolidation sta- 
tions were examples of the best 
kind of coordination of highway 
and rail transportation, for in- 
stance, and the manner in which 
it tied its air cargo operations into 
the existing facilities of the Rail- 
way Express Agency constitutes 
what some of its personnel con- 
sider a blue-print for future effi- 
cient civilian transportation. 





. There were variations in the han- 
dling of Navy and Army transpor- 
tation under Office of Defense Trans- 
portation permit procedure. Until the 
summer of 1944, the Navy considered that 
the volume of its traffic moving over its 
extensive Pacific Coast facilities was not 
such as to endanger the fluidity of af- 
fected ports and facilities, particularly in 
view of other controls exercised by the 
Transportation Division through its issu- 
ance of Navy route orders and approval 
of all bureau shipment orders. It was 
submitted that the issuance of individual 
permits: under such circumstances would 
be a mere perfunctory operation involv- 
ing a needless waste of manpower and 
communications and unnecessary paper 
work. 

The Navy therefore obtained O. D. T. 
approval for use of a blanket series of 
permits which shipping officers them- 
selves were authorized to insert on Navy 
bills of lading. When, however, the ag- 
gregate volume of Navy and other ship- 
ments increased to the point where there 
was danger of port congestion, the Navy 
discontinued the simplified blanket per- 
mit procedure and undertook the cen- 
tralized issue of individual unit permits. 

As a matter of fact, the Navy then 
went a step further than the Army and 
required such permits on carloads to cer- 
tain critical Navy tidewater stock and 
transshipping facilities, irrespective of 
whether the contents of the car were 
intended for direct transshipment—for 
export, or for stock. In combination with 
other screening procedures, this exten- 
Sion of export traffic control proved an 
excellent means of policing stock and in- 
ventory control. 


There was not, in the course of World 
War II, any port congestion worthy of 
the name, in spite of the unprecedented 
Volume of rail traffic moving through 
the ports. At the time the war ended, 
the Navy alone has approximately 1,200 
carloads a day arriving at Pacific coast 
tidewater activities. The railroads en- 
Joyed full assurance that, if they ac- 
cepted a carload of freight for the Navy, 
that car would be unloaded promptly at 
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The Navy Solves Its 
Transport Problems 


Through the Handling of Freight Under Permit, Tem- 
pered with Common Sense, and by Taking Advantage 
of All Available Transportation Methods, the U. S. 
Navy Performed Its Gigantic War Traffic Job without 


any Appreciable Failure 


By CAPTAIN F. CLIFTON TOAL (SC), U.S.N.R. 


its destination. The Office of Defense 
Transportation and the Army, through 
similar measures, provided like assur- 
ance for other traffic. 


“Frustrated Freight” 


Just as there are many slips between 
the cup and the lip, there were many 
slips between the car and ship—giving 
birth to a pregnant wartime phrase 
“frustrated freight.”’ It was necessary 
for the military forces to have means of 
disposing of such frustrated freight in 
cases where transshipping schedules had 
been, for whatever reason, cancelled or 
delayed. The best known of such means 
was diversion to holding and reconsign- 
ment points, Army operated, but used 
jointly by the Army and Navy on Pacific 
shipments. The Navy similarly planned 
and employed its inland supply depots 
when reserve storage at the port was not 
available or feasible. 


Another means by which the Navy as- 
sisted the railroads in maintaining effi- 
cient utilization of car supply was 
through its tough demurrage policy. So 
important was this considered that the 
Secretary of the Navy required every 
naval activity to report to the Transpor- 
tation Division daily every car on demur- 
rage with reasons for delay to each in- 





Frank E. Greenip, ranking civilian transporta- 


tion officer, Navy Department. 


dividual car—and the reasons had to be 
good. Still another means was the full 
support given by the Navy in the matter 
of capacity loading. The lading of prac- 
tically all Navy cars approached either 
the visible cubic capacity or the actual 
weight capacity of the car. 

The complex pattern of movement rep- 
resented by the 50,000 to 75,000 carloads 
of Navy freight rolling in all directions 
each day suggests the need for a capa- 
ble switchboard operator in the control 
tower and for a firm control over this 
traffic. As a matter of fact, this need for 
expert and centralized control was mani- 
fested long before the traffic reached 
any such volume. 

Within a week after Pearl Harbor, J. 
J. Pelley, president, Association of 
American Railroads, addressed a request 
to General Marshall and Admiral Stark, 
asking that the Army and Navy each 
designate one office through which all 
requests for special railroad service 
should be funneled. Experience, in the 
few days after Pearl Harbor, when the 
railroads received many impossible and 
conflicting “orders” for special service, 
made it clear that receipt of numerous 
such requests from diverse sources would 
soon defeat the very purpose of such re- 
quests. The Navy designated the Trans- 
portation Division of the Bureau of Sup- 
plies and Accounts as the appropriate 
unit through whom all such requests 
should be made. 


Self-Appointees Thwarted 


The number of self-appointed trans- 
portation experts is legion and there 
were many zealous souls in the Navy, 
as well as in other organizations, who 
would have liked the power to order 
some railroad to couple a powerful loco- 
motive to one or two freight cars of 
“hot” material and speed this material 
across the country on passenger train 
schedules. 

Some of the “Don’t you know there’s 
a war on!” school (the Navy had them, 
too) became not a little vexed to dis- 
cover that they lacked such authority 
and that the officer who possessed it was 
extremely reluctant to exercise it. He 
was reluctant bacause he knew that the 
problem of moving this car or two could 
not be divorced from the problem of 
moving all the other important cars 
that must also be moved. 

He knew how expensive in every sense 
of the word such transportation could be 
—how locomotives and crews (both criti- 
cal items) could otherwise be hauling 
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Packaging and Loading Counsel 
Erie makes available the services of qualified 
experts to help you with your packaging or 
loading problems. 


Foreign Freight Service 


Storage, ship space, through bills 
of lading, steamship berthing facil 
ties and customs details—all are 
handied as part of regular Erie 
service. 


Routing 
To any point, the Erie will help you plan 
the best routing of your freigh 
~~ © 


Serving the 





THOSE Extra ERIE SERVICES 


Erie’s extra services aren't listed in your tariff in terms 
of dollars and cents. And they cost you nothing. Yet 
their real value may mean big savings to Erie shippers. 


Remember, there’s more to consider in choosing a carrier 
than rates and schedules. Call your nearest Erie office 
for prompt, friendly, low-cost, dependable freight service. 


Unusual Shipments 


Erie will arrange for detailed handling of un- 
usual types of domestic or foreign freight, 
including oversize heavy-duty shipments. 


Tracing Information 


Through a modern teletype system, 
Erie can tell you quickly and accurately 
the location of your freight in transit. 


eart of Industrial America 





Officers in charge of the Navy’s Transportation Division and his civilian assistants. 


right, standing: Harry R. 
Executive Officer; A. 





























Left to 


Wood, Chief, Water Transportation Branch; Miss Alma E. Miller, 
B. Secor, Chief, Rate Section; W. A. 


Jenkins, Chief, Motor Carrier Sec- 


tion; Henry Kreitzer, Chief, Shipment Order Section; Miss Amarie Snellgrove, Chief, House- 


hold Effects Section; seated: Capt. F. 


Cc. Toal, Officer in Charge; F. E. Greenip, Transporta- 


tion Specialist and Ranking Transportation Authority in the Navy Department. 


seventy carloads on regular schedules— 
how a few of such “special train’? moves 
would make serious inroads into the 
heavily taxed capacity of the railroads. 
On rare occasions such dramatic moves 
had to be made; but in the great major- 
ity of cases it was found that some less 
drastic action would suffice—particularly 
since so many “deadlines” were found 
to have some padding in them, provided 
by their maker as a margin of safety. 
The officer in charge preferred to be- 
lieve that the Navy’s ability to avoid 
such requests was first class evidence 
of the competence of the Navy’s trans- 
portation organization and that the com- 
mon good was best served thereby. 


The railroads’ request that Army and 
Navy centralize control over such rail 
service demands was paralleled by the 
centralization of authority over military 
transportation within the railroad indus- 
try in the hands of the Military Trans- 
portation Section of the Association of 
American Railroads. This office had been 
established in 1939 under the direction 
of Arthur H. Gass, drafted from the Car 
Service Division, and named manager. 

The Transportation Division of the 
Navy, and the corresponding unit in the 
Army, handled all requests for special 
service, tracing, expediting, etc., through 
this agency of the railroads, housed for 
convenience in the Pentagon Building. 


Types of Special Service 


Navy cars requiring special expedition 
or frequent reports on movement were 
reported to the Military Transportation 
Section and assigned an MTX number. 
This number was transcribed to the way- 
bill covering this car and general super- 
intendents of the railroads throughout 
the country were required to expedite 
each such car and report its whereabouts 
by wire every day at 6:00 p. m. In this 
manner, the progress of a car and its 
anticipated arrival could be calculated 
closely. 

Another interesting type of special 
railroad service was protection afforded 
to “classified’’ shipments. This protec- 
tion generally consisted of a Marine 
guard composed of a commissioned of- 
ficer and from five to ten non-commis- 
sioned officers, depending upon the num- 
ber of cars to be protected. This guard 


rode in an extra caboose coupled next 
to the cars to be protected. 


Woe betide the unwary hobo who at- 
tempted to find himself a comfortable 
bunk inside one of these cars! These 
guards, with their Baring automatic ri- 
fles, grenades and other weapons, safely 
shepherded many secret models of bomb- 
sights, radar and explosives over the 
225,000 miles of the U. S. railroads. 


Kirk Orders 


An item which the student of trans- 
portation in World War II will do well 
to note was the so-called Kirk order. 
This order takes its name from tough 
Bill Kirk, former Missouri Pacific op- 
erating official, who was in 1943 ap- 
pointed joint agent of the Office of De- 
fense Transportation-Interstate Com- 
merce Commission-Association of Amer- 
ican Railroads, in Chicago, with juris- 
diction over western railroads, with the 
responsibility of preventing congestion 
or delay by issuing orders as necessary 
to divert traffic from any road already 
congested or threatened with conges- 
tion to other carriers deemed, at the mo- 
ment, better able to handle the traffic. 

Thus, if the Southern Pacific lines west 
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of Ogden were tight and the Western 
Pacific Railroad at the same time hap- 
pened to be relatively easy, Mr. Kirk 
would issue an order diverting fifty cars 
a day from the Southern Pacific to the 
Western Pacific until the Southern Pa- 
cific tightness eased. He exercised this 
authority without fear or favor and it 
unquestionably contributed materially to 
the fine performance record of the west- 
ern carriers. 


Motor Carriers Meet the Test 


It would be difficult to exaggerate the 
importance of this mode of transporta- 
tion—not available in World War I—in 
serving the transportation needs of the 
Navy. Not all of the credit or publicity 
in this matter should be given to the 
dramatic accomplishments with motor 
trucks in the forward areas. Commercial 
motor carrier operation at home added 
greatly needed flexibility in the trans- 
portation picture. 

Many of the jobs it did could not have 
been accomplished by any other means 
of transportation. Oddly enough, it dis- 
tinguished itself on several occasions by 
moving shipments too large for the rail- 
roads to clear. Ocean going tugs were 
actually moved by motor. truck from 
Jacksonville, Florida, to the Pacific 
Ocean. 

The great number of individual oper- 
ating units in the motor carrier indus- 
try and their relative size made it im- 
practicable to deal with or treat this in- 
dustry as a national unit to the extent 
that it was possible to do with the rail- 
roads. The American Trucking Associa- 
tion nevertheless provided great assist- 
ance to the Navy on many occasions. 
Plagued with all kinds of shortages— 
manpower, gasoline, etc.—the motor car- 
rier industry did itself great credit dur- 
ing the war and merits a hearty: “Well 
Done!” 


Army-Navy Consolidating Service 


An integrated transportation service 
utilizing both motor carrier and rail 
service appeared on the military trans- 
portation scene soon after the creation 
of the Army’s Transportation Corps in 
1942. It illustrated not only fine integra- 
tion of the two modes of transportation, 
but typified the teamwork and coopera- 
tion which existed throughout the war 
between the War and Navy Department 
transportation organizations. 

W. J. (later Brigadier General) Wil- 





Cars loaded with heavy caliber guns—probably the largest single shipments of such guns ever 
made. That statement was erroneously made of a photograph published last week which actually 
showed a special car loaded with twin five-inch 38 caliber gun mount. 
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liamson, general traffic manager, Sears 
Roebuck and Company, was called to the 
newly created office of chief of trans- 
portation as head of the Traffic Control 
Division. 

An old hand at directing Sears’ large 
and widely distributed less-carload traf- 
fic, he soon proposed for the Army, and 
invited the Navy to participate in it, a 
consolidating service in which less-car- 
load shipments would be assembled, gen- 
erally by motor truck, at centrally lo- 
cated consolidating stations and there 
combined with other shipments into full 
carloads for rail movement direct to 
Army and Navy receiving activities or 
to joint Army-Navy freight distributing 
agencies. The Navy accepted the invi- 
tation and in the course of the war its 
tonnage contributed approximately one- 
third to the largest forwarder operation 
in the history of the world. 

Consolidating stations were located at 
Chicago, St. Louis, Cleveland, Norfolk, 
Atlanta, New York, and Philadelphia, 
and consolidated cars were forwarded to 
such points as Los Angeles, San Fran- 
cisco, Boston, Seattle, New York, Phila- 
—* Clearfield, Mechanicsburg, Nor- 
olk. 

This operation closely resembled that 
of a commercial forwarder or carloading 
company. Indeed, consideration was 
given to utilization of commercial for- 
warders, but with tonnage confined to 
the military services, this tonnage en- 
titled to land-grant rates, the Army- 
Navy consolidating station operations 
proved more economical than any car- 
loading company or combination of them 
could offer. At the peak of the war, ap- 
proximately 204,000,000 pounds moved 
through these stations each month. 

The combined volume of Army and 
Navy freight made it possible regularly 
to load a great many direct cars to in- 
dividual Navy activities and it was thus 
of enormous benefit and convenience. 
This operation proved to be an out- 
standing success and a model of effi- 
ciency. It immeasurably speeded the 
movement of Army-Navy less-carload 
freight, and at the same time, saved the 
taxpayers an estimated 31 cents per 
hundred pounds. 


Railway Express Agency’s Part 


No history of wartime transportation 
would be complete without reference to 
the performance of the Railway Express 
Agency. This agency was called on to 
handle an enormously inflated volume of 
traffic and to handle many commodities 
which in peacetime: had not moved in ex- 
press service. Like the Association of 
American Railroads, the Railway Ex- 
press Agency centralized its direction of 
military transportation in the hands of 
a single officer in Washington. C. W. 
Turner was designated manager of gov- 
ernment transportation and _ invested 
with full authority to do whatever the 
Army and Navy required. 

Few in Washington had their sleep 
more frequently interrupted in the war 
years than Mr. Turner, there was no one 
in the field of transportation who earned 
more of-the appreciation and gratitude 
of the Navy’s transportation organiza- 
tion that the rotund, able and ever 
cheerful manager of government trans- 
portation for the ‘Railway Express 
Agency. 


Air Cargo Transportation Development 


When the war ended there were 18 
“flying boxcars” speeding back and forth 
daily across the country laden with ur- 





gent Navy cargo, and many more than 
this number criss-crossing the oceans of 
the world. Sometimes referred to: as the 
frosting on the transportation cake, this 
performance was a far cry from the 
months immediately following Pearl 
Harbor, when what now seems minute 
quantities of urgent Navy cargo had to 
be squeezed through the small passenger 
doors of regular DC-3 commercial air- 
liners or through even smaller cargo 
hatches of Pan-American clippers. The 
total capacity of airlines available to the 
Navy was woefully inadequate to ac- 
commodate the urgent materials which 
should have been moved by air. 


The Transportation Division therefore 
welcomed the inauguration of Naval Air 
Transport Service in 1942. At last the 
Navy would have its air carrier with 
planes which could accommodate sub- 
marine periscopes, ship’s propellers and 
other large and _ concentrated loads. 
There was never a question of there be- 
ing sufficient patronage for this new car- 
rier, which would handle Navy passen- 
gers, mail, and cargo. 


It was agreed at the outset that Na- 
val Air Transport Service would make 
the greatest possible amount of cargo 
space available and that the Transpor- 
tation Division would utilize this ca- 
pacity just as it utilized the capacity of 
other carriers, air or surface. A pri- 
ority system was necessary, because 
available capacity did not equal the de- 
mand for air service and gave little pros- 
pect of ever doing so. 

Those in the Air Cargo Branch of the 
transportation Division still chuckle over 
the memory of an early 1943 incident. 
One of its air cargo priorities officers 
was asked by an austere captain in the 
Commander-in-Chief’s office—on the sup- 
position of a request to move 150,000 
tons of air cargo to a distant overseas 
base for an important operation—how 
long such a movement would require. 
“Just a moment,” came the polite reply, 
and after a hasty bit of calculation the 
priorities officer added, “About three 
years, sir.” The young priorities officer 





Invasion craft—an LCM—riding on its side. 
which called for special checking at railroad clearance desks before shipment. 


245 


was never able wholly to convince the 
captain that this reply was more factual 
than impertinent. 


N. A. T. S.-Railway Express Coordination 


One of the first things learned by the 
Navy in connection with operation of its 
own air transportation service was the 
fact that there is much more to air cargo 
transportation than merely having and 
flying the planes. Shipments for which 
air transportation was desired had the 
annoying habit of originating at points 
far removed from airports where Naval 
Air Transport Service planes took off 
and landed. Origin and destination were 
anywhere from a few blocks to several 
hundred miles away from the nearest 
N. A. T. S. terminal. Moreover, weather 
and other hazards of flying made no 
special concessions to N. A. T. S. planes 
which, like others, were occasionally 
grounded for considerable periods of 
time. 

An early step in meeting these prob- 
lems was a nation-wide contract nego- 
tiated by the Transportation Division 
with the Railway Express Agency, pro- 
viding for substantially the same rail- 
way express services to the Navy as was 
rendered by the agency for the com- 
mercial airlines. The agency undertook 
to pick up or deliver N. A. T. S. ship- 
ments at any point in the United States 
where the agency had an agent. 

Shipments moved part of their jour- 
ney by Railway Express or commercial 
air express and were transferred to N. 
A. T. S. planes at appropriate air ter- 
minals. Shipments grounded for what- 
ever reason were picked up and refor- 
warded by the Railway Express Agency 
to prevent delay. The Railway Express 
Agency assisted in loading and unload- 
ing planes, and provided armed guard 
service where necessary while shipments 
were in its custody. In short, the com- 
plete ground service facilities of the 
Railway Express Agency made available 
to naval establishments and suppliers all 
over the country Naval Air Transport 


This illustrates the large-dimension shipments 
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Service from the nearest Railway Ex- 
press office. 

It was apparent that the advantages 
of air transportation were materially 
lessened or wholly lost by poor ground 
and terminal handling, by inadequate 
records, or by failure to keep traffic 
moving by diversion to fast surface 
transportation whenever cabin capacity 
or flight conditions made expeditious for- 
warding by air impossible. 

With cabin capacity critically short, 
it was important that shipments be spe- 
cially packed for air to have weight. 
Much progress was made in educating 
shipping activities in packing for air, 
but it was necessary to repack many 
shipments accepted for air transporta- 
tion. 

As experience was gained in these mat- 
ters, Lt. (jg) (now Lt. Comdr.) Earle S. 
Newman, in the Transportation Division, 
conceived and recommended the estab- 
lishment of Navy Overseas Air Cargo 
Terminals. This recommendation was 
approved and the Transportation Divi- 
sion was ordered to proceed with their 
establishment. Such terminals were in 
operation in New York, Miami, Seattle, 
Oakland, Pearl Harbor, Guam and Sa- 
mar when the Japanese surrendered. 

It was the duty of the Transportation 
Division’s air cargo personnel to speak 
and act for air cargo shipments to the 
end that such shipments receive the same 
fine attention and expedition while on 
the ground that Naval Air Transport 
Service flight personnel gave them while 
in the air. The Navy’s organization and 
procedure for the handling of air cargo 
will stand scrutiny as a_ business-like 
achievement in a new and growing trans- 
portation field. 


In the flying operations of N. A. T. S., 
frequently under very difficult and dan- 
gerous circumstances, in the many sup- 
plementary operations administered 
largely by the Transportation Division— 
priority machinery and procedure, di- 
versions to and from air, documentation, 
terminal control records, markings, bills 
of lading, repacking, tracing, ground 
handling, booking, etc.—the system pio- 
neered and developed by the Navy stands 
thus far as a model for future large scale 
peacetime operations. 


Expensive Rivalries Avoided 


Integrated with other forms of trans- 
portation and reserved for the Navy’s 
most urgent traffic, this operation 
avoided pointless and expensive rivalry 
with other methods of transportation 
and further demonstrated the soundness 
of a single Navy freight traffic manager 
free to utilize all available means of 
transportation. 

The development of this system had 
its difficult and its lighter moments. Pri- 
ority officers were not always able to 
accede to the demands of other officers 
—usually much their senior—for the as- 
signment of high air priorities. The in- 
evitable pressure to place everything in 
the highest priority classification was not 
easy to resist. The record shows, how- 
ever, that resistance to this pressure was 
notably successful. Class I priorities is- 
sued by the Transportation Division were 
about 1 per cent of the total. A Navy 
Class I priority was a hot shipment in 
anyone’s language and everyone along 
the N. A. T. S. right-of-way shot the 
works to get it through. There was 
never a backlog of Class I Navy cargo. 
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There were a few of the inevitable 
wise boys who attempted, without mal- 
ice, to beat the system for their personal 
convenience. No doubt a few of them 
succeeded, but the likelihood of discovery 
in repacking proved a great deterrent to 
frivolous use of air transportation. Ac- 
cidents on a few occasions brought inter- 
esting developments to light, such as the 
cases in which important shipments of 
hydrographic maps or delicate instru- 
ments were discovered to be leaking 
and exuding a definitely Scotch aroma; 
or the case when some important official 
documents, on repacking, turned out to 
be forbidden war souvenirs. 


The Navy demonstrated the physical 
possibility of volume air transportation. 
When the war ended, Naval Air Trans- 
port Service was handling daily 2,500 
passengers, 215 tons of cargo and 150 
tons of mail. Unfortunately for post-war 
commercial study, it was impossible ac- 
curately to compute the cost of this serv- 
ice. But those who have been close to 
it and have seen its striking development 
in less than four years will not be sur- 
prised if what is now the frosting may 
not before long turn out to be a major 
ingredient in the transportation cake. 


(Captain Toal’s brief history of war- 
time Navy transportation will be com- 
pleted in a third installment to be 
printed in an early issue of the Traffic 
World. The final article will go into 
the manner in which the Transportation 
Division of the Navy handled rate mat- 
ters and preserved the security so nec- 
essary in war. It will also contain some 
statistical information and an outline 
of the personnel which was responsible 
for doing an outstanding job.) 











A. U. Rail Transport Institute 


The American University, of Washington, D. C., has an- 
nounced that it will offer, in the period from March 4 to March 
30, an intensive Rail Transportation Institute ‘to meet the needs 
of young men and women who wish to grow into executive po- 
sitions in the roads by which they are employed.” 


Veterans who are former employes of railroads or who are 
interested in jobs in the transportation field also may apply 
for admission and will enjoy the so-called “G. I.” benefits pro- 


vided by public laws 16 and 346, as amended, according to the 
announcement. 


The university advises that the Rail Transportation Insti- 
tute will be under the direction of Dr. L. M. Homberger, pro- 
fessor of transportation, described in its announcement as “a 
practical railroad man for 25 years, 15 of which have been in 
high executive capacities” and as a man of “international repu- 
tation in both academic and practical rail fields with broad ex- 
perience in directing study and research, including highly con- 
fidential transportation analyses in the interest of the war ef- 
fort.” The university’s instructional staff will be supplemented 
by outstanding experts in special areas of transportation, says 
the university, adding: 


The curriculum is planned to present an over-all view of the trans- 
portation industry and to broaden the employes’ understanding of 
industry’s problems by relating the many departments of rail opera- 
tion to a pattern of efficient transportation service. 


The program includes a course on basic problems of transporta- 
tion with emphasis on rail service, its history, mechanics, operation, 
traffic, management, and regulation; a series of special studies in cur- 
rent railroad problems including manpower, selling transportation, 
public relations, Interstate Commerce Commission organization and 
procedures, statistics and cost finding, new technical developments such 
as electrification, signaling, radio, diesels, new steam locomotives, car 
design, maintenance of way, and maintenance of equipment. 


A field program will take the students to study the large station, 
classification yard, large shop, large port with rail facilities, airport, 
and truck terminal. A further sequence of studies during the month 
will deal with the competitors of the railroad industry. Supper meetings 
with national leaders of government and industry will complete the 
March curriculum... 


Applications for admission to the institute are made to Professor 


L. M. Homberger, 1901 F street, Washington 6, D. C. Last registration 
day will be February 17, 1946. 

The Rail Transportation Institute is offered with the cooperation of 
the Association of American Railroads. 


The university will issue a certificate to each student suc- 
cessfully completing the course, according to the announcement. 


Auto Device Box Car Loading 


On account of heavy increase in orders for auto box cars 
equipped with loading devices at producing and assembly 
plants not affected by strike and in order currently to main- 
tain an adequate supply of empties of this type to meet those 
requirements, Chairman Kendall, of the car service division of 


the Association of American Railroads, has informed railroads 
that: 


It is necessary that the temporary modification of Section ‘‘B’’ to 
CSD 145-H, permitting the loading of auto device box cars only to 
owner road, as covered in Supplement 1, dated November 26, 1945, 
be cancelled, effective at once. 

The following instructions which have been excerpted from Section 
“B”’ of CSD 145-H for your ready reference will henceforth govern 
the handling of auto device box cars which have been equipped or 
re-equipped and contain in operating condition auto loading devices, 
unless specific exception be granted by owners or the car service 
division: 

1. When released from ioad consisting of auto vehicles or parts, 
return to loading railroad via service route, accompanied by non- 
revenue waybill showing full routing by roads and junction points. 
Close and seal doors of box cars. 

2. When released from load of any commodity other than auto 
vehicles or parts, return to owner road via service route, or via short 
route if service route is other than reasonably direct, calling on district 
manager for assistance if desired. 

3. Such empty auto device or parts cars returning to loading 
territory or to owners must not be used for any loading not requiring 
the special equipment therein installed. 

4. Owners will advise the car service division promptly of any 
exceptions granted. 


5. In order to prevent damage to auto loading devices it is 
important that printed instructions posted on the inside of cars be 


carefully observed as to the operation and stowing of racks and othe! 
equipment. 
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In this, the sixth of a series of 
articles dealing with the general 
subject of the relationship of traf- 
fic management to marketing, Dr. 
Wilson discusses in detail the var- 
ied tunes of special services of- 
fered by transportation companies 
each of which, in its own way, 
performs a particular duty in get- 
ting a particular commodity from 
its origins in raw materials to its 
final use. 

Even the experienced traffic 
manager will find this summary 
of special services of interest and 
helpfulness. It discusses such 
things as diversion and reconsign- 
ment; stoppage in transit; pro- 
tection of perishables; special ex- 
pedition; scheduled freight serv- 
ices; weighing; inspection; con- 
solidation, and various in-transit 
services, such as storage, milling, 
compression, and processing. 

Future articles in the series will 
take these matters up in detail. 
The next one scheduled for publi- 
cation will go at length into the 
functions of storage in marketing. 


























Many special transportation serv- 

®@ ices have been devised and devel- 
oped in order to facilitate the marketing 
of a wide variety of goods — from raw 
materials and semi-finished products to 
finished articles. 

The ordinary services of transporta- 
tion, which result in the movement of 
goods from the places where they are 
produced to the centers where they are 
accumulated for sale, the subsequent 
movement of the goods from these places 
to the manufacturing, fabricating or 
processing centers, and the final move- 
ment from these centers to the places 
where the goods are distributed for use 
and consumption, are well known, al- 
though the importance of transportation 
to marketing often is taken for granted 
—and too little appreciated. 


Special services are not so widely 
known. Many of them are devised to 
decrease the costs of marketing, to in- 
crease the areas of production from 
which raw materials can be drawn, to 
broaden the market areas which can be 
served, to facilitate the marketing of 
goods by permitting their movement 
while they ‘are in the process of being 
bought and sold, to allow goods to be 
stored or processed in transit, and other- 
wise to increase the flexibility and mo- 
bility of marketing. . 

Many of these services have the effect 
of bringing into competition for markets 
many producers, manufacturers, fabrica- 
tors, converters or distributors who, be- 
cause of the location of their industries 
or facilities would not otherwise be able 
to compete at all or would be at severe 
competitive disadvantage. These services 
also increase the number of transporta- 
tion companies and routes in competition 
for the movement of the goods in the 
process of being marketed and increase 
commercial competition among areas of 
production and cities and towns in which 
the goods are manufactured or consumed. 

The special services also tend to de- 
crease the costs of transportation and 
marketing by affording through rates 
from points of origin to destinations 
Where the goods are used or consumed 
in lieu of combination of local rates to 
and from the places of fabrication, mill- 
























































Marketing and Traffic 
Management 


Transportation Plays an Important Role in Marketing, 
Not Only through Its Primary Function, but through 
Many Types of Special Services That Add to the Avail- 
ability and Value of Goods in the Wider Markets 


By G. LLOYD WILSON 


ing, storage, or other incidental services. 
Although the transportation charges com- 
prise only a small part of the final mar- 
ket price, the cumulative transportation 
charges on the goods in their raw and 
semi-finished states and the total costs 
of transportation service as components 
of the costs of production and market- 
ing, are often large. For this reason, 
savings in costs of transportation made 
possibly by the special services contrib- 
ute greatly to the efficiency of production 
and distribution. 


Types of Special Freight Services 


The special freight services directly 
related to marketing may be divided into 
two primary classes: 


1. Those which are designed to make more 
effective the line-haul services of the car- 
riers. 

2. Those which seek to improve the terminal 
operations of carriers either before the goods 
leave the points of origin or after they have 
arrived at destination. 


These services are called special and 
terminal freight services. 

The present discussion deals only with 
services which are related to the market- 
ing of the goods. Services of railroads 
are used as the basis of the discussion. 
Other types of carriers — steamship or 
barge operators, motor carriers, railway 
express, and, to a limited extent, petro- 
leum pipe lines and air transport car- 
riers—offer similar services modified to 
meet their respective operating condi- 
tions. 

Included in these transportation mar- 
keting services are: 


1. Diversion and reconsignment. 

2. Stop off in-transit to test markets and to 
water, feed, graze and fatten live stock. 

3. Perishable protective services, such as 
refrigeration, precooling, ventilation and heat- 
ing services. 

4. Special expedited or scheduled freight 
train services. 

5. Scheduled package or merchandise car 
services. 

6. Transit privileges of various types for 
storage; elevation of grain and grain prod- 
ucts at primary and secondary markets and at 
terminals or ports; fabrication-in-transit of 
iron and steel articles; milling-in-transit of 
lumber and forest products; milling-in-transit 
of grain into grain products and flour, and 
miscellaneous privileges including the com- 
pression of cotton and the storage, processing 
and treatment of many other commodities. 

7. Peddler car services. 

8. Weighing of goods on track scales or 
wagon scales in order to obtain commercial 
as well as transportation weights. 

9. Special preparation of cars for accom- 
modation of live. stock, grain, bananas, and 
many other types of freight. 


10. Inspection of goods in cars for condi- 
tion, grade or quantity. 

11. Consolidation of small into large ship- 
ments at points of origin for movement, and 
distribution of large lots into small lots at 
destination. ‘. 

12. The “‘railhead distribution services’’ of 
British railways. 


Reconsignment and Diversion 


The flexibility of marketing is en- 

hanced by special services known as re- 
consignment and diversion. Under these 
arrangements, shippers may change the 
original consignee, destination and route 
and make changes necessary because of 
the resale of the goods in transit, or to 
find more favorable markets. 
' Although the terms ‘“reconsignment” 
and “diversion” are distinguishable they 
are often used interchangeably. There 
are several distinguishable types of re- 
consignment or diversion for which dif- 
ferent standard changes are made: 

1. Change in name of consignee. 

2. Change in name of shipper. 

3. Change in destination. 

4. Change in route. 


These changes may be made while the 
goods are in transit, at “hold points,” to 
which cars are forwarded to be held, or 
after the cars have arrived at original 
destinations but before deliveries have 
been made. The charges for reconsign- 
ment and diversion vary, depending on 
whether only clerical changes need be 
made in the billing or whether extra 
transportation services are required. De- 
murrage charges are added if the cars 
must be held by the carriers awaiting 
diversion or reconsignment orders. The 
charges are published by the carriers in 
diversion and reconsignment tariffs. 


Stop-off-in-Transit Services 


The privilege of stopping goods off in 
transit at intermediate points between 
origin and ultimate destination is ac- 
corded in order to facilitate the market- 
ing of live stock. It includes: 


1. Stopping of trains and unloading of the 
stock at intermediate points to protect them 
from deterioration. 

2. Stopping-off of the stock at points to test 
the market. 

3. Stopping-off of the stock for grazing and 
fattening for market. 


Rates charged are the through pub- 
lished rates from originating points to 
final destinations in effect via the stop- 
off points plus charges or fees, as pro- 
vided for in the tariffs, for the services. 


Perishable Protective Services 


A group of special services are used 
in connection with the marketing of 
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fruits, vegetables, dairy products, meats 
and packing house products, and other 
perishable foods. These services are 
known as “perishable protectives.” These 
include refrigeration, pre-cooling, icing, 
top-icing, ventilation, and heating. 

Refrigeration, icing and pre-cooling 
services are performed through the use 
of refrigerator cars, often owned by car 
lines or private freight car companies, 
although some are owned by the rail car- 
riers directly. Cars are brought to the 
required temperature before the freight 
is loaded by the use of ice or ice and 
salt in the bunkers of the cars. After the 
goods are loaded, the cars are reiced, if 
necessary, at points of origin, and as fre- 
quently as necessary in transit, at icing 
stations. The frequency of the reicing 
and the amount of ice or ice and salt used 
depends on the temperatures at which 
the goods must be kept to preserve their 
quality, the weather and temperature 
conditions, and the distances the ship- 
ments must be moved. 

Artificial refrigeration also has been 
used successfully. It is possible to move 
many kinds of highly perishable com- 
modities thousands of miles without 
spoilage and with only slight variations 
in temperature. Recording thermometers 
are sometimes used to record the tem- 
perature variations. 

Extra charges, varying in amount with 
the refrigerants and service required, are 
applied in addition to the standard class 
or commodity rates applicable to the 
shipments. These and other charges for 
similar services are published for many 
carriers in the Perishable Protective 
Tariff. 

Ventilation is used in connection with 
shipments of goods which require circu- 
lation of fresh air to prevent spoilage. 
Refrigerator cars are sometimes used, 
although box cars are often used for this 
type of service. 

Heating is necessary to prevent cer- 
tain commodities from freezing in cold 
weather. Potatoes are often protected 
in transit this way. Heater cars are 
equipped with stoves especially con- 
structed to avoid fire hazards. The fires 
are tended by attendants who travel with 
the shipments. Special portable heaters 
are sometimes installed in ordinary box 
cars. 

In all perishable protective services, 
the goods must be kept in transit at rela- 
tively high speeds. For this reason, ‘ship- 
ments receiving perishable protective 
services are usually moved or expedited 
on scheduled freight trains. 


Scheduled Freight Train Services 


The special services include the ‘fast,’ 
“scheduled,” “expedited,” “manifest,” or 
other designated movements of freight 
trains, between railroad yards on a regu- 
lar rather than a tonnage basis. Ordi- 
nary, “dead” or “drag” freight trains 
were formerly the principle means of 
moving freight from yard to yard. Trains 
were made up in the yards for movement 
when there was available for movement 
a sufficient number of freight cars to 
justify movement. The size and fre- 
quency of the trains depended on busi- 
ness conditions, the tractive effort of 
available locomotives, the congestion of 
the yards at each end of the movement, 
the availability of train crews, and other 
factors. 

Fast and regular movement of freight 
traffic, not many years ago, was accorded 
only to items of traffic where speed was 
essential to prevent deterioration and to 
avoid claims for loss or damage, or to 


accommodate shippers or consignees who 
required freight to be moved quickly. 

Fruits, vegetables, packing house prod- 
ucts and pressed meats, dairy products, 
fish and sea foods, live stock and poultry, 
materials for scheduled construction 
projects and similar items of traffic cus- 
tomarily received expedited movement. 

The increased emphasis on style pro- 
duction of goods, more rapid and diversi- 
fied marketing, more discriminating con- 
sumption, the competition of motor car- 
riers and more recent war requirements 
have combined to make necessary more 
regular and rapid movement of freight 
trains. Larger, more powerful and faster 
freight locomotives are available to facili- 
tate the despatch of freight. The result 
has been that railroad after railroad has 
increased the speed and regularity of 
freight train movements. Under various 
designations, such as “limited,” ‘“sched- 
uled,” “expedited,” “preference,” ‘num- 
bered,” “arranged,” “despatch,” “red- 
ball,” “high-ball,” or “color preference,” 
various railroads have established regu- 
lar scheduled freight movements. Many 
of the freight trains have been given 
descriptive and distinctive names in order 
to advertise the services. 

Not only perishable shipments move 
in such trains, but other types of traffic 
requiring fast movement and ordinary 
freight traffic upon occasion. No charges 
are made for the movement of goods by 
these scheduled trains other than the 
standard and class or commodity rates 
applicable to the kind and quantity of 
freight. 


Scheduled Merchandise Cars 


Closely related to the expedited or 
scheduled carload freight services are 
the scheduled or daily or package freight 
services accorded less-than-carload ship- 
ments. The operation of these services 
from designated stations at points of 
origin to selective stations at the desti- 
nations makes possible the movement of 
l.c.l. freight in the expedited freight 
trains at speeds comparable favorably 
with the fastest carload freight and elimi- 
nates the necessity of transferring freight 
from car to car at intermediate points. 
The through scheduled car movement of 
l.c.l. freight not only increases the speed 
of movement but reduces the danger of 
loss and damage. The difficulty is that, 
in establishing regular schedules regard- 
less or with little regard for volume of 
freight available for transportation, the 
result may be light loading of freight 
cars. This is apt to be true particularly 
in cases where several competitive rail- 
roads offer scheduled l.c.l. package serv- 
ice between the same points of origin 
and the same destinations on the same 
days. Regular applicable l.c.l. rates are 
charged for shipments transported by 
scheduled merchandise car service. 


Transit Services and Privileges 


Among the most important and widely 
used special railroad freight services are 
the so-called “transit”? services or privi- 
leges under which shipments may be 
stopped-off in transit for varying periods 
of time for further fabrication or manu- 
facture, for storage awaiting further 
transportation, distribution and sale. 

Transit services of various kinds, for 
many different purposes, and on a variety 
of commodities have been established by 
the carriers. The rail carriers have 
granted these privileges to meet the com- 
petition of other routes or other com- 
munities not served by their lines, and 
to develop the traffic. The railroads are 
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not under compulsion to establish transit 
services, but the establishment of the 
services must not result in unjust and 
unreasonable discrimination or undue 
preference or prejudice to any person, 
place or commodity. 

Under typical transit arrangements, 
shippers may forward consignments of 
the commodities billed to the final desti- 
nations with instructions that the goods 
be stopped-off in transit at designated 
points, usually intermediate between 
origin and destination, although for com- 
petitive and other reasons some degree 
of circuity in routing is sometimes per- 


mitted. The goods are unloaded at the | 


transit point and delivered to the factory, 
mill, plant, warehouse or elevator where 
the goods are processed or stored and 
subsequently reshipped under the terms 
and conditions stipulated by the transit 
tariffs. 

If reshipped within the time limits 
prescribed, usually twelve months al- 
though some shorter and a few longer 
periods are allowed, the goods are 
charged through rates from the points of 
origin to final destinations in effect via 
the transit points on the commodities in 
the forms in which shipped from the 
transit points, plus fees for the extra 
switching and clerical services incident 
to the transit arrangements, and in 
some cases, with extra charges for back 
or out-of-route hauls, in place of the 
combination of the rates from the point 
of origin to the transit points on the 
commodities in the forms in which they 
are originally shipped and the rates upon 
the goods from the transit points to the 
final destinations in the form in which 
they are forwarded from the transit 
points. 

It is not possible here to list the hun- 
dreds of commodities which are granted 
transit privileges in the United States. 
Generally the goods may be advanced in 
the state of manufacture but not to the 
stage of a completed article. Among the 
typical transit services should be men- 
tioned: 


1. Fabrication-in-transit of iron and steel 
articles. 

2. Milling, mixing, malting and storage of 
grain. 

3. Milling-in-transit of forest products. 

4, Stopping and storage of agricultural im- 
plements. 

5. Storage-in-transit of certain fruits, vege- 
tables and other agricultural products. 

6. Stopping, concentration and storage in 
transit of dressed meats, dairy products, 
poultry, and packing house products. 

7. Storage-in-transit of wool and mohair. 

8. Storage and compression in transit of 
cotton, 


9. Special transit privileges accorded cer- 
tain types of import traffic. 


Various methods of policing transit 
privileges, of billing, and of the settle- 
ment of freight charges are extant. Traf- 
fic managers of industries must investi- 
gate the available transit privileges and 
the rules, regulations and charges ap- 
plicable to the traffic. 


Peddler Car Services 


Another special service closely related 
to the perishable protective services and 
to scheduled merchandise car service is 
known as peddler car service. Packing 
house products of various kinds are sold 
by salesmén or agents in many communi- 
ties which are too small to consume car- 
load lots. The l.c.l. consignments of the 
packing house products are loaded in sta- 
tion order into refrigerator cars which 
are forwarded by the fastest available 
freight service to the first destination. 
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After the consignments for this destina- 
tion are unloaded, the cars are forwarded 
to each successive destination until the 
final destination is reached. The ship- 
ments are billed at less-than-carload 
rates and the carriers are sometimes 
guaranteed minimum per car revenue. 
In some cases a hundred or more l.c.l. 
consignments are loaded in a single re- 
frigerator car in peddler car service. 
The competition of refrigerator motor 
trucks has made great inroads into ped- 
dler car traffic in recent years. 


Other Live Stock Services 


In addition to the stop-off services dis- 
cussed above, other special services are 
required in the transportation and mar- 
keting of live-stock. Special freight cars 
and special equipment are necessary in 
the transportation of live-stock.and live 
poultry. Single-deck live stock cars for 
cattle, double-deck cars for sheep, and 
multiple deck cars for live poultry are 
extensively used in the United States. 
The railroads offer special services in 
order to prepare the freight car equip- 
ment for use in connection with live 
stock traffic and to protect the animals, 
as well as the services already men- 
tioned, which are designed to improve 
the marketing procedure. These special 
services include: 


1, Cleaning and disinfection of the cars. 
2. Movement of live stock traffic in special 
trains or in expedited scheduled trains. 

3. Transportation of attendants to protect, 
feed and water the stock. 


Live stock shipments are transported 
under the terms and conditions of the 
uniform live stock contract and at regu- 
lar rates for transportation subject to 
additional published charges for the spe- 


# cial services. 


Weighing and Reweighing 


Freight shipments, unless shipped at 
authorized or estimated weights of uni- 
form packages, must be weighed by the 
shippers or carriers or both to establish 
the weights for the assessment or cor- 
rection of transportation charges. The 
tules and regulations governing the 
weighing of loaded and empty cars on 
track scales and of freight upon wagon 
scales, and the rules of tolerance for dif- 
ferences in weights are governed by tar- 
iffs of the carriers. These weights are 
used, not only as the bases for the 
assessment of.transportation charges, but 
in the case of many commodities such as 
ores, coal, and other bulk articles, the 
Tailroad weights are used also as the 
_ for commercial billing or invoic- 

g. 

Preparation of Freight Cars 


Freight cars which are to be used to 
transport grain, for example, must be 
equipped with grain doors to prevent 
leakage; cars to be used for bananas and 
certain other products must be lined with 
Paper; cars for live stock must be 
Cleaned, fumigated and provided with 
bedding for the stock, and cars to ac- 
Commodate perishables requiring protec- 
tion against heat or cold must be equipped 


with the protective devices and prepared 
to receive their burdens. In all these 
cases, the shippers must make the neces- 
sary arrangements. 


Concentrations of Small Shipments 


Either directly or through the services 
offered by freight forwarding companies, 
small lots of less-than-carload or less- 
than-truck-load consignments are shipped 
to concentrating stations or warehouses 
at l.c.l. or 1.t.l. rates. Here the small lots 
are combined with other freight of the 
same or other shippers and consignees 
and forwarded in carload or.truck load, 
or even in multiple carload lots, to des- 
tinations at the carload or truck load 
rates applicable to the large lot ship- 
ments. 

“All-freight,’ or “all-commodity” or 


“mixed carload” rates are often used to - 


determine the rates applicable to these 
shipments, or they may be transported 
under the carriers mixed carload ship- 
ment rule or exceptions to the rule or 
so-called “bracket”? mixed carload ship- 
ment rates. Forwarding companies, ship- 
pers and associations of shippers and the 
Army and Navy operate consolidating 
stations at strategically located places 
in the United States at which small lot 
shipments are consolidated for movement 
at rates lower than the l.c.] or 1.t.l. rates 
from points of origin to final destina- 
tions, and at faster transport time than 
would be possible if the shipments were 
handled in less-than-carload or less-than- 
truck-load service. 


Distribution of Large Shipments 


The converse of the concentration of 
small shipments into large lots is found 
in the service in which large lots of goods 
— shiploads, bargeloads, carloads or 
truckloads—are moved from originating 
points at the lower rates applicable to 
such lots to distribution centers where 
they are broken into smaller lots for de- 
livery to individual consignees in the 
area served from the break-bulk points. 
These services are performed, in some 
cases, by the carriers under rules gov- 
erning and charges applicable to “split 
deliveries;” by warehouse companies; by 
shippers or associations of shippers or 
their agents, or by freight forwarders. 
The time required to move the goods is 
reduced and the charges are lower than 
if the goods were moved from origin to 
destination in small lots. In some cases, 
parts of the large-lot shipments are kept 
on hand at the distribution points and 
the goods are distributed to the ultimate 
consignees as required or ordered. 


Services of British Railways 


An interesting and significant extension 
of transportation services to facilitate 
marketing is the “rail-head distribution”’ 
services offered by British railways. Con- 
tracts are entered into by the railways 
and manufacturing and marketing enter- 
prises under the terms of which the con- 
tracting railways transport large consign- 
ments of goods to designated “rail-head 
distribution” stations at points in Eng- 
land, Scotland and Wales. 
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Shippers supply the railways at the 
time of shipment with a distribution list 
which shows the articles—not the pack- 
ages—to be delivered to each ultimate 
consignee or distributee. The shipments 
are transported at a single sum rate 
which includes the transportation service 
as a “wagon-load” or carload or large 
less-than-carload shipment from origin 
to the distribution center; the opening 
of the packages and the making up of 
the individual purchase orders called for 
by the distribution lists; the delivery by 
motor vehicle to the individual custom- 
ers; and, in some cases, the return of 
empty boxes, crates or other containers. 

The railways attend to all services 
required, including unpacking, sorting, 
labelling, checking, accounting, and col- 
lection. If requested, they will inform 
shippers when additional shipments are 
required for stock by the customers. 

In some cases, the railways contract 
with large distributors to provide motor 
delivery vehicles equipped with panels 
displaying the names and devices of the 
distributors and operated by employees 
wearing the liveries of the distributors. 
The motor vehicles are provided with 
removable panels so that the same ve- 
hicle may be used part time in the serv- 
ice of several distributors as the volume 
of business requires. The vehicles may 
be used in the morning with the panels 
of one distributor and operated by driv- 
ers in the livery of that distributor and 
in. the afternoon with the panels and the 
drivers wearing the uniform of another 
distributor. This arrangement has proven 
to be of benefit to distributors and to the 
railways of Great Britain. It represents 
a high degree of integration of transpor- 
tation and marketing. 


Other Terminal Services 


Additional terminal freight services are 
provided by carriers which should be 
mentioned but need not be discussed in 
detail. All of them facilitate marketing 
or distribution of goods to complete the 
transportation services which are related 
to marketing. These terminal freight 
services include such diversified services 
as: 

1. Storage of goods in cars enroute or des- 
tination for which demurrage charges are 
assessed. 

2. Storage and elevation of grain at ter- 
minal elevators. 

3. Switching services of various types to 
complete or connect transportation services. 
4. Lighterage and car-floatage services. 

5. Trap or ferry car service between rail- 
road depots and private industrial sidings. 

6. Cartage or store-door service. 

7. Wharfage or: dockage services. 

8. The loading and unloading services given 
freight at terminals. 

9. Dunnage or protection of freight in cars. 

10. Dumping and trimming of freight at 
terminals. 

11. Cooperage and baling services. 


This is not to be considered as an 
exhaustive list of terminal services, but 
is to be considered simply as a represent- 
ative group of services which industries 
have at their disposal for the improve- 
ment of their freight transportation fa- 
cilities in the marketing of the goods. 





CRAWFORD ON PULLMAN FUTURE 


Railroads of the buying group which will take over the 
Iman Co. March 31 are giving “many indications that, when 
€y come into ownership, they intend to make every effort not 
only to maintain but to expand the sleeping car business,” D. 
A. Crawford, Pullman president, told the company’s 38,000 em- 


Ployes recently. 


-_ 


Mr. Crawford said sleeping car operations will continue to 
be conducted by the present management until completion of 
the sale. Should appeal of the district court’s order approving 
the contract of the sale be taken to the United States Supreme 
Court by any of the parties in interest in the government’s 
anti-trust case, the conduct of operations by the present man- 
agement would continue for some months longer, he said. 
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Rolling Stock Additions bility of $1,402,270,343 at the end of October, 1945, as against by statu 
$1,927,369,904 at the end of October, 1944. U. S. Government §to the g 

Class I railroads put 38,987 freight cars and 643 locomo- taxes accounted for $1,241,082,510 at the end of October, 1945, Mare sub 
tives in service in 1945, the Association of American Railroads as against $1,765,373,147 at the end of October, 1944. authorit 
sented. This was a a of 1,405 + and oe age =| bag aes it be m 

ocomotives compared with the number installed in A tional t 
In 1943 the railroads put in service 28,708 new freight cars and REVENUE TON-MILES tion der 
773 new locomotives. The volume of freight traffic, handled by Class I railroads § disputes 

Of the new freight cars installed in the past calendar year, in December, 1945, measured in ton-miles of revenue freight, Jing of - 
there were 18,977 plain box, 2,134 automobile, 5,971 gondolas, amounted to 42,500,000,000 according to a preliminary estimate §represe! 
8,489 hopper, 1,218 flat, 1,860 refrigerator, 239 stock cars, and based on reports received from the railroads by the Association 
99 miscellaneous cars. i , of American Railroads. The decrease under December, 1944, 

The new locomotives installed in 1945 included 109 steam was about 26 per cent. In 
and 534 Diesel, compared with 329 steam, one electric and 608 Revenue ton-miles of service performed by Class I railroads § Were re 
Diesel in 1944. in 1945 was 8.2 per cent under 1944, according to preliminary Horton, 

Class I railroads on January 1, 1946, had 37,160 new freight statistics, and 6.9 per cent less than two years ago. However, ™ Portlan 
cars on order. On the same date last year they had 36,597 on compared with 1939, the 1945 total was 103 per cent greater. [§Tex.; fe 
order. The following table summarizes revenue ton-miles for 1945 gUer, C 

Of the total number on order on January 1 this year, there and 1944:: Moore, 
were 13,566 plain box, 3,653 automobile box, 4,391 gondolas, Per cent Fol 
13,997 hoppers, which included 3,201 covered hoppers, 735 re- 1945 1944 decrease the Tex 
frigerator, and 100 miscellaneous cars. oe = months .......... yond yo oe pa o- A 

j j OOP ree ree J F p ; ’ , er s 

Railroads also had 471 locomotives on order on January 1, —_“_,......... 42500 000.000 57,264,554 000 258 WM Autolit 

“ " Total 12 months....... 677,000,000,000 —_737,084,944,000 8.2 ap 
Revenue Freight Loading *Revised estimate. +Preliminary estimate. donmer 
: ; — dents, a 

Revenue freight loading the week ended January 19 totaled ‘ F - apr 
749,475 cars, according to the Association of American Rail- CLARK’S NEW “TRUCLOADER =,” 
roads. This was 3 per cent under the preceding week, 3.6 per Introduction of a new compact lightweight fork truck de- that af 
cent under the corresponding week of 1945, and 6.2 per cent signed to lift, carry, stack and tier unit package loads weighing granted 
under the corresponding week of 1944. up to 1,000 pounds, has been announced by the Clark Trucktrac-§ which , 

Loading by groups of commodities was reported as follows: tor Division of Clark Equipment Co., Battle Creek, Mich. The§, 7 , 
grain and grain products, 54,925; live stock, 11,027; coal, ‘Trucloader’’ is specially adapted for fast, low-cost loading and In 
184,725; coke, 10,071; forest products, 33,070; ore, 9,300; mer- unloading of highway truck and trailers, is maneuverable in§ jp 194¢ 
chandise |. c. 1. 117,389; miscellaneous, 328,968. narrow aisles and has a turning radius of 57 inches. around 

— @ciali 
Revenue Freight Car Loading—Week Ended Saturday, Jan. 12 em 
Grain and Live Forest Mdse. for frei 
grain-prod. stock Coal Coke Products Ore L.C. L. Miscellaneous Total of the 
f 1946 54,453 18,126 170,032 12,983 32,840 9,720 115,948 358,456 772,558 to the s 
PUNE GIP GARB 5.0605 i occcicce cos 4 1945 46,687 17,922 173,850 13,779 38,954 11,179 100,239 380,450 783,060 tually j 
| 1944 57,442 17,156 183,620 15,463 37,742 13,404 98,891 355,813 779,531 Tol 
Preceding week January 5........ 1946 43,912 20,804 146,183 12,848 26,090 9,133 97,855 295,632 652,457 port t 
Per cent increase over............ 1945 16.6 p Pe | 15.7 to 
Per cent decrease under.......... 1945 2.2 5.8 15.7 13.1 5.8 1.39 Teasin; 
Per cent increase over............ 1944 5.7 172 a the sta 
Per cent decrease under.......... 1944 5.2 7.4 16.0 13.0 27.5 2 9M Nance, 
{ 1946 98,365 38,930 316,215 25,831 58,930 18,853 213,803 654,088 1,425,015 theory 
Cumulative 2 weeks to Jan. 12.. } 1945 86,250 33,271 322,941 26,767 70,099 21,052 189,603 716,475 1,466,458 “federa 
(1944 112,172 34,335 360,761 30,455 75,289 27,857 198,886 709,405 1,549,160 placed 
Per cent increase over............1945 14.0 17.0 12.8 
Per cent decrease under.......... 1945 aii 3.5 15.9 10.4 8.7 2.8 
Per cent increase over............ 1944 13.4 7.5 Ro 
Per cent decrease under.......... 1944 12.3 12.3 15.2 21.7 32.3 7.8 8.0 #0 
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January 26, 1946 


A. T. A. National Convention 


Cincinnati Meeting Urges Repeal of Three Per Cent 
Tax on Transportation, Asks That Labor Unions Be 
Curbed—All Officers Are Re-Elected—Ramspeck 
Calls for Fight on Integration—Cravens Speaks 







By N. C. HUDSON 
(Staff Correspondent at Cincinnati) 






At its annual business meeting, January 17, at the Nether- 
6 land Plaza Hotel, Cincinnati, the board of directors of 
the American Trucking Associations, Inc., re-elected all officials 
and adopted several resolutions, one of which attacked “mon- 
opolistic conditions within unions which . . . place an undue 
burden upon or interfere with the free flow of commerce,” and 
demanded that unions be held legally responsible for contract 
violations. The board’s meeting concluded the four-day A. T. A. 
convention (see Traffic World, January 19, p. 177). 

Other resolutions adopted by the board urged early repeal 
of the 3 per cent war-inspired transportation tax, and thanked 
city officials and organizations of Cincinnati for aid in making 
the convention a success. A further resolution called upon 
President Ted V. Rodgers to appoint a sub-committee to meet 
and seek an early compromise of an issue dealing with pro- 
posed new accounting reports to be filed with the Interstate 
Commerce Commission by common carriers of general freight 
grossing $400,000 yearly. The issue was debated January 16 
at the meeting of the regular common carrier conference. 

The labor resolution stated that “the for-hire trucking in- 
dustry, both common and contract carrier, is in many respects, 
by statute or in fact, a public utility of tremendous importance 
to the general welfare of the country, whose rates and charges 
are subject to strict regulation and control by governmental 
authority,” urging that conditions and demands imposed upon 
it be made only in full recognition of the provisions of the na- 
tional transportation policy declared by Congress. The resolu- 
tion demanded government machinery to assist in settling labor 
disputes, as well as a 30-day cooling-off period following a find- 
ing of fact or recommendation based thereon by government 
representatives. 
























































































































Officers Re-Elected 


In addition to President Rodgers, the following officers 
were re-elected, without opposition: First vice-president, H. D. 
Horton, Charlotte, N. C.; second vice-president, Leland James, 
Portland, Ore.; third vice-president, Henry E. English, Dallas, 
Tex.; fourth vice-president, C. J. Williams, Milwaukee; treas- 
urer, Charles P. Clark, St. Louis; and secretary, Chester G. 
Moore, Chicago. 

For the outstanding safety record of their drivers in 1945, 
the Tennessee Motor Transport Association was awarded the 
A. T. A.’s annual safety trophy, by Mayor James G. Stewart. 
Other safety trophies presented by the Trailmobile and Electric 
Autolite companies were presented. 

The directors accepted several proposed changes in the by- 
laws, endorsed by the policy committee, which recognize aban- 
donment of the former system of electing regional vice-presi- 
dents, and call for the election of vice-presidents, one from each 
state association and one from each A. T. A. conference. On 
a roll-call vote, a provision was adopted, 156 to 100, providing 
that after January 17, 1946, ‘‘no charter or affiliation shall be 
granted to any applicant which is domiciled in any state in 
which one or more state associations holding affiliation with 
A. T. A. are domiciled.” 

In his report to the board, President Rodgers stated that 
in 1946, A. T. A.’s advertising theme would be constructed 
around the theme that motor carriers “have a unique and spe- 
cialized service to offer, one which eliminates accessorial 
charges, which cuts delivery time, which gives express service 
for freight rates, which is tailored to suit the particular needs 
of the shipper. Because of this, truck service is worth more 
to the shipper and in the face of an apparently higher rate, ac- 
tually is a cheaper service for him to use.” 

John V. Lawrence, A. T. A.’s managing director, in his re- 
Port to the board said that efforts were being made on an in- 
creasing scale to link gasoline taxes with the federal aid granted 
the states to assist them in highway construction and mainte- 
nance. Mr. Lawrence stated the A. T. A. would oppose this 
theory with even greater vigor in the future, contending that 
“federal aid to the states in highway construction is a duty 
placed upon the federal government under the constitution.” 


1947 in Los Angeles 


Following the directors’ meeting, a brief meeting of the 
executive committee was held. The committee instructed the 
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staff to bring in proposals at the next executive committee for 

its organization, and voted to hold every other meeting in Chi- 

cago. The committee further proposed that a full-fledged na- 

tional convention be held late in October of 1946 at a city still 

r A designated, and that the 1947 convention be held at Los 
ngeles. 


Closing event of the convention was the annual banquet 
and entertainment. 


Ramspeck on Integration 


Two general luncheons were held, that on January 16 at 
which Kenton R. Cravens, vice-president of the Mercantile- 
Commerce Bank & Trust Co., St. Louis, spoke on “Bank Credit 
for Motor Carriers,” and that on January 17 at which Robert 
Ramspeck, executive vice-president of the Air Transport As- 
sociation of America, spoke on “Common Problems of Car- 
riers by Motor Truck and Aircraft.” 

_ Mr. Ramspeck, former Congressman from Georgia, after 
discussing common problems concerning governmental taxation 
and regulation of the highway and air carriers, said that such 
problems “were transcended in vital importance by the efforts 
being made in powerful and influential quarters for the de- 


struction of competition” among the various types of carriers. 
Continuing, he said: 


The more powerful of the railroad systems of the United States... 
are leading and backing the drivers to obtain legislation that will 
enable them to acquire, own, operate or control another form of carriers 
—“‘partial integration’’—or make possible the creation of transportation 
companies, in which they as the dominating factors will have the right 
and power to acquire, own, operate or control any and all. types of 
carriers, common or contract—that is, ‘‘total integration.” 


Mr. Ramspeck said the A. T. A. and the Air Transport 
Association had a common problem in opposing integration, 
and proposed a national policy which would keep all types of 
transportation carriers under independent ownership and opera- 
tion. He recalled a speech by President Truman in 1944, in 
which the President, then a Senator, said that the interest of 
the traveler, shipper and public generally would best be served 
by an integration of transportation services rather than by the 
integration of ownership of carriers. 


Cravens on Bank Credit 
Speaking at the January 16 luncheon, Mr. Cravens told 
convention delegates and visitors that the chief factors con- 
sidered by banks in extending bank credit to trucking oper- 
ators were “the integrity of the management and its ability to 
put the equipment to proper use. . .. A proven record of 


honesty and of knowing your business overshadows all other 
considerations,” said he, adding that the bank’s credit analysis 
of each operator placed balance sheet proportions last in order 
of importance. 

He stated the answer to the question, Can banks safely 
extend longer maturities with smaller down payments? was 





Former Congressman Robert Ramspeck, of Georgia, executive vice- 
president of the Air Transportation Association, left, congratulates 
Ted V. Rodgers, Scranton, Pa., after the latter’s unanimous re-election 
as president of the American Trucking Associations, Inc. Mr. Ramspeck 
addressed a luncheon at the A. T. A. national convention, at which 
he proposed a united front of motor carriers and air carriers to oppose 
regulation of interstate commerce by the various states. 
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definitely “Yes.’”’ Saying he was an optimist about the future 
of the trucking industry, Mr. Ramspeck assured his audience 
that the proper committees of the American Banking Associa- 
tion stood ready “to cooperate in every way possible with the 
constructive financial program of the A. T. A.” 


Regular Common Carriers 


Annual meetings of the various A. T. A. conferences were 
held January 16, which discussed current problems and elected 
new Officials, 

The regular common carrier conference was opened by 
B. D. Davidson, chairman, of Davidson Transfer & Storage 
Co., Baltimore, "Md., who observed that, at the last meeting 
over two years ago, shortages of all kinds made up the problem, 
whereas today, said he, the problem is revenue. 

Robert J. McBride, of Washington, D. C., general manager 
of the conference, in his report stated that one reason why the 
government did not have to take over the railroads in the war 
just ended was the vast transportation burden assumed by the 
motor freight industry. Mr. McBride said that the use of 
brokerage service was a luxury the industry could not afford. 
Should brokers be used, said he, they should receive their fees 
from industry, not from the carriers. He agreed with all other 
convention speakers and reporters, that the question of rates 
was the common note of the meeting. Mr. McBride said the 
question could not be approached on a national level but must 
be taken up in each rate area. 

E. J. Barry, general manager of the Pacific Inland Tariff 
Bureau, Portland, Ore., and Dabney T. Waring, general man- 
ager of the Middle Atlantic States Motor Carrier Conference, 
Inc., discussed the common carrier revenue outlook for 1946. 

At the afternoon session, J. N. Bauman, vice-president of 
the White Motor Co., Cleveland, spoke on 1946 plans of the 
motor truck manufacturing industry. He predicted a sharp in- 
crease in the proportion of heavy trucks, but warned that truck 
shortages would continue for many months, and that a vigorous 
maintenance program would be needed. He said that, for the 
future, truck manufacturers would place much greater stress 
on determining the best equipment for each job. “You can’t 
possibly get the equipment you need, in the supply you want, 
in 1946,” he warned. 

Harry F. Chaddick, of Chicago, chairman of the A. T. A. 
radio communications committee, after describing the current 
A. T. A. experiment with truck-terminal radio communication 
in Chicago, said that, should the operation continue to function 
successively, A. T. A. would set up other transmitters with 
intercrossing wave bands so that the zone of communication 
would be extended. He predicted that the cost of such service 
in the Chicago area, for 1,000 units, would be approximately 
$3-$5 a month for each unit, with unlimited service, but he 
urged other operators not to gamble, but to wait until the 
A. T. A. experiment was complete. 


Chester Moore, of Chicago, general manager of the Central 
Motor Freight Bureau, led a panel discussion on the proposed 
modification of reports to be filed with the commission. He said 
the Commission was more and more predicating its decisions 
on cost studies, and contended the new proposed accounting 
system would reduce the work by 50 per cent. A lengthy de- 
bate ensued, some operators contending that the new system 
would be too costly. A motion favoring the new system was 
adopted by a vote of 17 to 15. 


In recognition of his services to the conference, Mr. David- 
son was presented with a gold watch and plaque. Harry F. 
Chaddick, of Central Motor Freight, Chicago, was elected to 
succeed Mr. Davidson as chairman of the regular common car- 
rier conference. Other officers elected were: Vice-chairman, 
Leland James, Consolidated Freightways, Portland, Ore.; secre- 
tary, Louis Rosenthal, Pyramid Motor Freight Corporation, 
Philadelphia; and treasurer, Ray Kellogg, of Motor Express, 
Inc., Cleveland, O. 


Freight Claim Committee 


The A. T. A. freight claim section’s new sound-slide film 
on claim prevention, “Problem No. 1—The $20,000,000 Chal- 
lenge,” received unanimous endorsement of a shipper and car- 
rier group which viewed it January 16 at the meeting of the 
national freight claim committee. “If the motor carriers will 
really show this film to their employes, and will keep behind 
claim prevention, dollar cost of loss and damage is bound to 
drop,” said one shipper. 

Earlier, the committee voted unanimously for truck par- 
ticipation in this year’s April “perfect shipping” campaign. 

Among shipper spokesmen who reported continued im- 
provement in the handling of freight claims by motor carriers 
were N. W. Putnam, of the Chain Store Traffic League; I. W. 
Whitaker, chairman ‘of the National Industrial Traffic League’ s 
freight claims and claim prevention committee; John Palmer, 
of Goodyear Tire & Rubber Co.; M. I. Adams, of Cutler- 
Hammer Co.; and J. D. Clark, of the Chicago Association of 


TRAFFIC WORLD 


Commerce. Because the truck claim situation was still far 
from satisfactory, shippers requested the A. T. A. national 
freight claim committee to again meet with shippers in three 
months to check the situation. 


Tank Truck Carriers 


At a meeting of tank truck carriers, the board of governors 
was instructed to watch proposals for ‘disposal of the govern- 
ment’s two big-inch pipelines. A committee was set up to pro- 
pose to the United States Treasury Department that transpor- 
tation of distilled spirits by tank trucks, granted as a war meas- 
ure, be continued. The carriers urged that the excise taxes 
on tires be lifted. Clark Seargeant, of Santa Barbara, Calif,, 
was elected chairman of the group. Other officers are: Vice- 
chairman, F. P. Mutrie, of Boston; treasurer, E. Alboum, of 
Lancaster, Pa.; and secretary and manager, C. Austin Suther. 
lan, of Washington, D. C. 





Conference Officials 


Following are others elected as chairmen to head the 
various A. T. A. conferences for the coming year. Each is also 
a vice-president of A. T. A.: 


Automobile transporters: Gordon Hall, Dallas, Tex. 

Local cartage operators: A. G. McKeever, New York (re-elected). 

Irregular route common carriers: W. W. Akers, Jr., North Carolina 
(re-elected). 

Contract carriers: J. Albert Kramer, Philadelphia. 

Film carriers: James P. Clark, Pennsylvania (holdover). 

Household goods carriers: J. Wallace Fager, Philadelphia. 

Oilfield haulers: A. R. Duke, Texas (holdover). 

Private carriers: Fred Hufnagel, Pennsylvania. 


State Association Vice-presidents 


Following are the heads of the various state associations 
affiliated to the A. T. A., each of which is an A. T. A. vice-presi- 
dent. These men were elected by the state associations prior 
to the Cincinnati convention: 

Alabama: J. B. Cole, Jr., Jack Cole Co., Birmingham. 

Arizona: Harold M. Shaw, System Freight Service, Phoenix. 

Arkansas: Roy C. Martin, Arkansas Motor Freight Lines, Fort Smith. 

California: Jack P. Spaenhower, Stockton Delivery Co., Stockton, 
and A. D. Paxton, Paxton Truck Co., Los Angeles. 

Colorado: R. B. Wilson, Dick Wilson Co., Denver. 

Connecticut: M. A. Savin, Savin Express Co., New London. 

Delaware: No state organization. 

District of Columbia: Wm. B. Doster, Kane Transfer, Washing- 


L. A. Raulerson, Great Southern Trucking Co., Jack- 
sonville. 

Georgia: H. L. Spring, Georgia Highway Express, Atlanta. 

Idaho: No state organization. 

Illinois: Anton P. Nelson, Star West Cartage Co., 
Walter F. Mullady, Decatur Cartage Co., Chicago. 

Indiana: E. S. Wheaton, Clipper Van Lines, Inc., Indianapolis. 

Iowa: John Ruan, Ruan Transportation Co., Des Moines. 

Kansas: John Blood, Santa Fe Trail Transportation Co., Wichita. 

Kentucky: E. J. Buhner, Silver Fleet Motor Express, Louisville. 

Louisiana: Will elect in April, 1946. 

Maine: Olen A. Butler, B. & E. Motor Express, Auburn. 

Maryland: Roger O. Charlton, Charlton Bros. Transportation Co., 
Hagerstown. 

Massachusetts: 
Co., Boston. 

Michigan: Don B. Smith, Consolidated Freight Co., Detroit. 

Minnesota: S. L. Wasie, Merchants Motor Freight, Inc., St. Paul. 

Mississippi: Joe T. Dehmer, 555 Auto Hotel, Jackson. 

Missouri: C. J. -Weilbacher, Viking Freight Co., St. Louis. 

Montana: Wayne Hageman, Hageman & Jolley, Laurel. 

Nebraska: Will elect later. 

Nevada: No state organization. 

New Hampshire: Dana L. Clark, Jr., Blue Line Express, Nashua. 

New Jersey: James McArdle, M. & M. Hauling & Distributing Co., 
Jersey City. 

New Mexico: Roy F. Brown, Albuquerque. 

New York: Jos. M. Adelizzi, 


New York City. 


Chicago, and 


Harold B. Church, H. B. Church Truck Service 


North Carolina: John M. Akers, Akers Motor Lines, Inc., Gastonia. § 


North Dakota: J. A. Roswick, Midwest Motor Express, Bismarck. 
Ohio: Frank C. Schmidt, Liberty Highway Co., Toledo. 
Oklahoma: J. E. Smith, Chief Freight Lines, Inc., Tulsa. 
Oregon: Leland James, Consolidated Freightways, Inc., Portland. 
Pennsylvania: Paul W. Keely, Valley Motor Freight, New Castle. 
Rhode Island: Wm. J. Halloran, W. J. Halloran, Providence. 
South Carolina: M. M. Stuart, Pee Dee Express, Inc., Hartsville. 
South Dakota: Glen O. Buckingham, Buckingham Transportation 
Co., Rapid City. 
Tennessee: 
Nashville. 
Texas: A. E. Cudlipp, Lufkin Foundry & Machine Co., Lufkin. 
Utah: Ray Lilenquist, Inland Freight Lines, Salt Lake City. 
Vermont: Milton J. Zabarsky, St. Johnsbury Trucking Co., 
Johnsbury. 
Virginia: C. Fair Brooks, Brooks Transportation Co., Richmond. 
Washington: George V. Eastes, Lee & Eastes, Seattle. 
West Virginia: A. M. Bell, Bell Lines, Inc., Charleston. 
Wisconsin: George W. Tiernan, Motor Transport Co., Milwaukee 
Wyoming, Tom Weadick, Parco Garage Co., Casper. 


C. N. Crichton, Super Service Motor Freight Co., 


St. 


New York City, and Ted D. Pratt, | 
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January 26, 1946 


Shippers on C. S. M. F. B. Proposal 


A group of mid-west shippers met January 18, at the 
Palmer House, Chicago, and, after receiving and analyzing 
statistical information furnished by the Office of Price Admin- 
istration, voted to file a suspension request of the tariffs filed 
by the Central States Motor Freight Bureau. The tariffs call 
for an increase of 20 cents a 100 pounds on all shipments less 
than 5,000 pounds. 

In their request for suspension, shippers will contend that 
the evidence presented by the motor carriers is not sufficient 
to justify the amount of increase which carriers requested; and 
that the form of the increase—placing all of the increase on 
shipments of less than 5,000 pounds—is unlawful. 

Shippers further voted that, should the carriers prove 
that any rate increases were necessary to offset increases in 
operating expenses, the increase should be applied on a per- 
centage basis to all traffic, as an emergency. Shippers argued 
that the method sought by the carriers, of increasing rates by 
cents rather than percentages, is unfair, in that it increases 
rates on fourth class, for instance, much more than it does 
on first class. 

As at the meeting December 19 (see Traffic World, Decem- 
ber 22, p. 1546), shipper representatives were present from 
Ohio, Indiana, Michigan, Illinois, Iowa, and Wisconsin. O. P. A. 
representatives, who have made a detailed study of the finan- 
cial position of class I motor carriers, based on reports to the 
Interstate Commerce Commission plus additional information 
furnished by the carriers, stated that, although they believed 
some rate increase was probably necessary, the information 
was not adequate for O. P. A. to reach any conclusion as to 
the amount of revenue the carriers would obtain under their 
proposal, or the amount of increase needed by the carriers. 
After O. P. A. representatives left, the shippers debated the 
matter and acted as reported above. 


Motor Carrier Statistics 


Motor carriers of property, having average gross operating 
revenues of $100,000 or over annually, had total operating rev- 
enues of $239,187,030 in the second quarter of 1945, as compared 
with $223,707,792 in the same quarter of 1944, according to a 
compilation of revenues, expenses and other income of Class I 
motor carriers of property, prepared by the Commission’s 
Bureau of Transport Economics and Statistics, statement Q-800. 
The compilation covered 1,859 carriers, including 433 local car- 
riers. 

The compilation showed $39,044,859 for equipment, mainte- 
nance and garage expenses for the second quarter of 1945, as 
against $35,571,427 in the like period of 1944, with total oper- 
ating maintenance expenses of $183,549,626 and $172,235,505, 
respectively for those periods. Total expense for the second 
quarter of 1945 was shown as $229,365,006 and for the same 
quarter of 1944 as $213,090,079. Net operating revenue for the 
two periods was $9,822,024 and $10,617,713, respectively. 

_ Total operating revenues of the 433 local carriers included 
in the aforementioned figures were $41,239,524 for the 1945 
quarter and $39,394,252 for the 1944 quarter. Total operating 
expenses for those carriers were $38,396,876 for the 1945 quarter 
and $36,306,729 for the 1944 quarter. Net operating revenues 
in the two periods were $2,842,648 and $3,087,523, respectively. 


MOTOR CARRIER ACCIDENTS 


Release to the public of a report of motor carrier accidents 
in 1943 has been authorized by division 5 of the Commission. 

The report was prepared by members of the staff of the 
Commission’s Bureau of Motor Carriers, but not considered in 
detail or approved by division 5. According to a notice, made 
part of the report, “it is not, therefore, to be construed as an 
expression of the views of the division.” 

The analysis of 8,848 accidents makes up 44 mimeographed 
pages, 






HIGHWAY TRANSPORT IN WORLD WAR II 


_ The Automotive Safety Foundation, Washington, D. C., has 
issued “Motorized America in War and Peace,” “a picture story 
of how the motor vehicle and the road helped to bring victory 
Over Germany and Japan, and a glimpse of today’s and to- 
morrow’s highway transportation.” In announcing publication 


of = pamphlet, Pyke Johnson, president of the Foundation, 
said: 


Volumes would be required to present the complete story. But 


through careful selection from thousands of excellent photographs, this 
book will serve, we hope, as a useful and interesting tribute to the 
men who built and to those who manned or maintained the fighting 
and load-carrying vehicles. 
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Concluding the book is a section highlighting the aftermath of the 
war—the sharp increase in traffic deaths and accidents, the worn-out 
highways, the over-age cars. Emphasis is placed on the united effort 
in education, enforcement and enginegring needed to bring down the 
traffic soil, 


HIGHWAY SAFETY CONFERENCE 

Public Roads Commissioner Thomas H. MacDonald has an- 
nounced appointment of Colonel Light B. Yost as executive 
director of the highway safety conference to be held, at Presi- 
dent Truman’s request, on May 8, 9 and 10 in Washington (see 
Traffic World, Jan. 19, p. 179). 

Mr. McDonald, chairman of the coordinating committee 
for the conference, said the appointment was made by Philip 
B. Fleming, Federal Works Administrator and chairman of the 
conference. 

“After serving in army transport in the European theater 
of operations,” said Commission MacDonald, ‘Colonel Yost was 
given the assignment because of his broad civilian and military 
experience in highway transport and safety. Headquarters will 
be in the Federal Works Building in Washington. Colonel Yost 
is widely known among highway transportation and safety 
leaders. Prior to the war, he was associated with safety and 
transportation activities and served as director of the traffic 


_safety exhibit at the New York World Fair.” 


MOTOR VEHICLE ASSN. OF GEORGIA 

Ted V. Rodgers, president of American Trucking Associa- 
tions, Inc., and Jimmy Arrington, editor of the Collins (Miss.) 
Commercial, were guest speakers at the annual business meet- 
ing of the Motor Vehicle Association of Georgia, Inc., at the 
Ansley Hotel, Atlanta, Ga. Reports from W. P. Archer, presi- 
dent, and T. O. Mulcahy, treasurer, were accepted, and all of- 
ficers and members of the board of directors were unanimously 
reelected. T. P. Hicks, International Harvester Co., is vice- 
president, and L. R. Schwall, Great Southern Trucking Co., is 
secretary. 

Members of the board of directors are W. R. Dobson, Jr., 
B. C. Simpson, Ben Jessup, H. M. Beck, and W. P. Archer (all 
to serve three years); L. R. Schwall, C. S. Akers, C. D. Carley, 
Russel Borjes, and James R. Smith (to serve two years); and 
A. G. Boone, D. L. Hood, R.’ Q. Black, H. L. Spring, and G. W. 
Rutland, Sr. (to serve one year). 


INTERNATIONAL HARVESTER TRUCKS 

International Harvester Company’s motor truck division, 
on January 21, unveiled in the auditorium annex at Denver its 
new heavy-duty West Coast trucks, soon to go into production 
at the company’s Emeryville, Calif., plant. Trucks shown were 
the “Western Freighter’ models W-3042-H and W-4064-H, 
which have gross vehicle weight ratings of 30,000 and 40,000 
pounds, respectively. Special exhibits of these trucks have been 
arranged for other company branches serving the eleven west- 
ern states. 





FORD’S DES MOINES PLANT 


Construction has started on the Ford Motor Co.’s $800,000 
sales and parts branch in Des Moines, Ia., according to G. F. 
Nelson, Ford manager there. The new one-story building will 
serve as a sales distribution center for Ford, Mercury and 
Lincoln passenger cars and will also supply a complete line of 
passenger car and truck service parts to dealers and owners in 
the territory. Similar sales-parts branches are being constructed 
at Denver, Seattle and Houston. 


SANTA FE FREIGHT TRUCK PLANS 


Santa Fe Transportation Co., a wholly-owned subsidiary of 
the Atchison, Topeka & Santa Fe Railway Co., has filed an ap- 
plication with the California Railroad Commission requesting 
authority to establish an over-the-highway freight truck service 
to and from San Francisco, Oakland, Los Angeles and San 
Diego via the San Joaquin Valley, providing service generally 
throughout the territory serviced by the Santa Fe Railway in 
that area. 
U. S. TIRE RECAPPING MANUAL 

The U. S. Tires division of the United States Rubber Co. 
has recently released to its nation-wide organization of dis- 
tributors a manual on the subject of recapping cost control, 
W. D. Baldwin, U. S. Tires sales manager, has announced. The 
manual is designed to help the tire distributor establish a sim- 
ple, inexpensive method of over-all cost control, and to provide 
a group of shop systems which will help him control his material 
and labor costs. 


’ 


BROWN ON SYNTHETIC RUBBER TIRES 


American ingenuity has put this country in a position that 
it never again need fear any nation or cartel controlling the 
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source of natural rubber, R. T. Brown, development department 
administrator of the Goodyear Tire & Rubber Co., told 300 mem- 
bers of the American Taxi Association, in Chicago, recently. 
As. @ result of the synthetic rubber industry which has been 














need not fear any unfriendly nation cutting off our supplies of 
crude rubber. The new synthetic rubber tires and inner tubes, 
said he, are better than the best pre-war equipment. 














GOULD STORAGE BATTERY CATALOG 


Storage batteries for industrial truck and tractor service 
are featured in a recent catalog published by the Gould Stor- 
age Battery Corporation, Depew, N. Y. The catalog contains 
illustrated details and technical data on various batteries, to- 


gether with articles on the theory, care and maintenance of 
batteries. 





























Barnard on Transport Policy 


A pledge strenuously to oppose “the approval of rates pro- 

posed by any carriers which will be so designed by cutting 
under as to take business away from the carrier logically en- 
titled to have it where such rates are clearly shown to be non- 
compensatory rates and published for the purpose purely of 
eliminating competition” was made by George M. Barnard, 
chairman of the Interstate Commerce Commission, speaking 
January 14 at a meeting of the Traffic Club of New Haven. 
; Mr. Barnard spoke on “The National Transportation Pol- 
icy.” He said that it devolved upon each member of the Com- 
mission “to do everything within our power, and to so direct 
our thinking, our deliberations, and our conclusions as to be 
faithful to the pronouncements of that declaration (of national 
transportation policy), and to deal with all agencies of trans- 
portation in our regulation thereof in such a way as to treat 
them all fairly and impartially and to recognize the inherent 
advantages of each.” 

Mr. Barnard predicted that there would be a useful and 
necessary place for all kinds of transportation, and that, even 
in peace times, “there is enough traffic for all who are engaged 
in moving it for each to earn a living if, as we say out in In- 
diana, some don’t ‘hog the trough,’ adding: 















































































I will not lend myself to any kind of regulation which will deal 
unfairly with the public and to deny to the public, by a method of 
rates, its right to enjoy cheaper and more efficient transportation by 
some other kind of transporting agency,:in my view violates the express 
provisions of the transportation policy, and should not be tolerated. 
For example, rate structures which involve traffic which may move 
from origin to destination by both rail and water carriers must not 
be so designed as to exclude the water carrier from participation in 
that haul or penalize the public, if it can advantage itself in cheaper 
rates by the use of water transportation. Such a policy would fail 
to recognize the inherent advantages of water transportation and would 
fail to preserve or foster it and thereby defeat the intent and purpose 
of the transportation policy. 




































































Guests at the head table included, in addition to club of- 
ficers and Mr. Barnard, the following: Howard Palmer, presi- 
dent of the New Haven Railroad; William Celentano, mayor of 
New Haven; C. A. Williams, president of the New Haven Cham- 
ber of Commerce; W. Adam Johnson, executive vice-president 
of the Chamber of Commerce; and Norris Ford, executive vice- 
president of the Connecticut Manufacturers Association. 
































MICHIGAN INDUSTRIAL TRAFFIC LEAGUE 

At the recent meeting of the Michigan Industrial Traffic 
League, held at the Olds Hotel, Lansing, a number of subjects 
were discussed, among them the following: Suspension of the 
proposed 10 per cent increase on rail class rates; the forthcom- 
ing C. F. C. docket No. 112; and the intrastate and interstate 
increases by motor carriers on 1.t.l. rates on shipments weigh- 
ing 5,000 pounds or less. The league will meet February 13 at 
the Olds Hotel. 









NEWTON, C. & O. PRESIDENT, RESIGNS 


Carl E. Newton, president of the Chesapeake & Ohio Rail- 
way Co., on January 23 announced his resignation as president 
of the railway, to become effective at the annual meeting of the 
board, April 23. 

Mr. Newton made public a letter he addressed to Robert 
R. Young, C. & O. board chairman, in which he stated his in- 
tention to return to private law practice, now that “there is 
no longer any emergency in the affairs of the railroad.” 

“The special objectives which dictated the C. & O. board’s 
appointment of me as president have been attained,” he wrote, 
“and your plans for the future of the C. & O. through merger 
are nearing completion.” 

Mr. Newton said he would be happy, following his resigna- 
tion, ‘to do whatever may be helpful to orient others in the 
conduct of the company’s affairs.” 

















built up during the war period, said Mr. Brown, this country — 
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Prior to his appointment as president of the railway in De- 
cember, 1942, Mr. Newton was a member of the New York law 
firm of Donovan, Leisure, Newton and Lumbard. In June, 1943, 
Mr. Newton was appointed by Secretary Ickes to administer the 
coal mines of the country which had been seized by the govern- 
ment in the coal strike of that year. He served on leave from 
ae? railroad until the mines were returned to their owners that 

all. 





NATIONAL FURNITURE WAREHOUSEMEN 


The twenty-fifth annual meeting and silver anniversary 
convention of the National Furniture Warehousemen’s Asso- 
ciation will be held February 27 and 28, at the Edgewater 
Beach Hotel, Chicago, according to Joseph A. Hollander, sec- 
retary. A meeting of the board of directors will be held Feb- 
ruary 24. The arrangements committee is planning to exhibit 
an historical gallery of association men and events covering 
the period since its founding, including pictures of vans and 
equipment. 


FRISCO IMPROVEMENT PLANS 


Frank A. Thompson, trustee of the St. Louis-San Francisco 
Railway Co., has petitioned the district court to spend $3,910,501 
for additions and betterments to the railroad property in 1946. 
Total cost of Frisco’s 1946 budget represents an expenditure of 
$5,469,653. 

Contending that such expenditures are necessary “for the 
safe, economical and progressive operation of the line,” the 
Frisco contemplates 1946 expenditures of $4,007,444 for roadway 
improvements, including $1,163,209 for signals, interlockers and 
centralized traffic control; $716,603 for improvement to bridges 
and trestles; $549,333 for new rail and other track material; 
$493,733 for stations and office buildings; and $339,509 for new 
facilities to handle diesel locomotives for the road’s streamlined 
trains now on order. 

Mechanical expenditures proposed total $1,462,209, which 
includes $157,147 for two 1,000-horsepower diesel locomotives 
and $1,092,459 for improvements to freight cars. 

The budget calls for installation of two-way radio com- 
munication on switch engines and in yard offices at Springfield, 
Mo., and installation of centralized traffic control between 
Springfield and Sleeper, Mo., and between Jasper, Ala., and 
Birmingham. 


SOUTHERN PACIFIC IMPROVEMENT PLANS 


Southern Pacific Co. will place a pair of de luxe diesel- 
powered daytime streamliners in daily service between San 
Francisco and Portland, Ore., A. T. Mercier, president of the 
railroad, announced January 22. It is planned to have the new 
trains, to be called Shasta Daylights, in operation by the end 
of the year. 

Mr. Mercier also revealed plans for progressive streamlin- 
ing of the Cascades, sleeping car trains on the San Francisco- 
Portland run. Streamlined sleeping cars and three-car diner- 
lounge units, will be added as soon as designs can be com- 
pleted, and the company hopes to have the new equipment 
ready for service early in 1947. 





N. & W. ANNUAL TRACK INSPECTION 


Norfolk & Western Railway track was maintained at a 
high state of excellence during 1945, according to the results 
of the railroad’s annual track inspection, announced January 15. 
The average rating for group “A” track on all divisions was 
96.2 out of a possible score of 100, an improvement of .6 over 
the 1944 score, the company said. Improvements in group 
“B” and group “C” track were .3 and .5 respectively. Eighty- 
two section foremen received cash prizes in the annual track 
inspection. Winner of the highest rating for the best maintained 
track on the N. & W. was F. P. Combs, of Rural Retreat, Va. 
Visual inspection of the track was supplemented with recordings 
made by a modern gyro track recorder. 





CHANGES IN DOCKETS 


Hearing in |. & S. 5378, Scrap Steel, Pacific Coast to Chicago, IIl., 
was shown twice in the Docket of the Commission in the Traffic World 
of January 19. The listing for San Francisco on January 24 was 
erroneous. That for San Francisco, U. S. Post Office and Court Bldg., 
January 25, was correct. 

Hearing in MC 105966, assigned for January 24, at Winner, S. D., 
was —- to January 31, at Tripp County Ct., Winner, S. D., before 
Jt. Bd. 185. 


Hearing in MC 60751, Sub. 1, assigned for January 22, at Cleveland, 
O., was canceiled. 

Hearing in MC 44790, Sub. 9, assigned for January 23, at Sioux 
Falls, S. D., was postponed to a date to be fixed. 

Hearing in MC 31400, now assigned for January 28, at New York. 
N. Y., is postponed indefinitely. 
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- requirements for troop movement. 





Uniform Rates for Tanker Trades 


The War Shipping Administration has authorized new 
schedules of voyage charter rates for the transportation of bulk 
petroleum and petroleum products, in tankers of more than 
3.000 deadweight tons operated for account of the W. S. A., 
effective on vessels tendered for loading on and after January 1. 

In dollars and cents the schedules were the exact equiva- 
lent of rates issued by the British Ministry of War Transport 
for the British Government and for British privately owned 
tankers, W. S. A. officials said, noting that both U. S. and 
British tankers had been returned to their owners. 

Basic freight rate on which all the rates of the new. sched- 
ules were predicated, officials said, was a rate from any one 
U. S. Gulf port to one United Kingdom port of discharge, $7.65 
a ton of 2,240 pounds. All other rates were based in relation 
to that rate, officials said. 

The 200 or more new rates represented on an average a 
seven or eight per cent reduction from United Maritime Au- 
thority tanker rates that were in effect in November and De- 
cember, 1945, said W. S. A.. officials. 

Trades affected by the new rates, said W. S. A. officials, 
were the United Kingom, Western Europe, Mediterranean, Red 
Sea and Gulf of Aden, Africa, India, Ceylon, Burma, Australia, 
and New Zealand. 

Officials said the British Ministry of War Transport had 
directed British tankers to observe as a maximum for British 
privately owned tankers the rates fixed by W. S. A. for tanker 
cargoes discharged in western hemisphere areas. In effect, 
officials said, the new schedules would bring about uniform 
rates in the tanker service throughout the world as the stabil- 
ized scale of rates for British and American tankers served as 
maxima for all tankers. 

Under the new schedules, officials said, 144 hours would be 
required for loading and discharging and demurrage rates 
would be the same as maintained in U. S. tanker operations in 
the western hemisphere. 

Officials added that the U. S. and British tankers would 
now be following the same rates fixed by agreement between 
the B. M. W. T. and W. S. A., Britain publishing rates in 
sterling currency, and the United States in the nearest dollar 
equivalent. 


Return of Ships 


The War Shipping Administration has announced com- 
pletion of plans to return to it in the immediate future some 
150 troop transports released or declared surplus to the military 
These vessels have been 
under the control of the armed services and do not include 
some 200°W. S. A. controlled Liberty ship transports now being 
released, says the W. S. A. It continued: 


Included are 11 privately-owned passenger ships, eight government- 
owned passenger ships, 20 foreign-owned combination passenger-cargo 
ships, and 35 privately-owned and about 75 government-owned cargo 
ships converted to troop transports. 

The S. S. West Point, formerly the S. S. America operated by 
United States Lines, pride of the United States merchant fleet and 
largest merchant vessel ever built in this country, was among those 
to be returned. Operated in commercial trade only a short time 
before her repurchase by the Maritime Commission and transfer to the 
navy for troop use, the America has paced the valuable contribution of 
the merchant marine fleet in the defense and protection of the country 
as set forth in the merchant marine act of 1936. With the largest troop 
capacity of any United States flag troopship, some 8,000 men, the 
America has given continuous, efficient service. 

Of the 110 converted cargo ships declared surplus by the military, 
about 50 are navy-manned Victory type vessels, and the balance are 
modern Cl, C2 and C3 type cargo vessels designed for the Maritime 
Commission long range program. 

Compared to the slow return of troops after World War 1, the 
peak movement in World War II was reached three months after V-J 
Day, in November when 1,050,000 troops were returned from overseas. 
W. S. A., with about 550 troopships having a total lift of approx- 
imately 600,000 men, contributed largely to the successful completion 
of this important task. 

Turn-around time was cut nearly in half, ships were converted as 
directed by the Joint-Chiefs-of-Staff, and all armed service return 
schedules were exceeded. 


Typical of the war service of the merchant marine, ships and 


men, is the summary of operations of four former passenger vessels 
converted to troop use. During a total of 130 sailings between Decem- 
ber 7, 1941, and January 5, 1946, the four ships traveled a total of 


1,555,060 miles, carried a total of 794,818 passengers including 688,722 
United States military personnel and served aboard ship a grand total 
of 36,934,619 meals. 

In addition to the 150 vessels to be returned, four privately-owned 
ships in the Hawaiian local trades and 13 in the Alaskan trades will 
be released from the exclusive use of the armed services. The Army 


and Navy will continue to use the vessels for the transportation of 
military personnel and supplies when required. 








Sale of Surplus Ships 


Representative Hale, of Maine, in an address in the House 
on January 21 charged that the Maritime Commission had 
played favorites “in a very shocking way” in the sale and pur- 
chase of merchant ships. 

He said that a letter addressed by Chairman Bland, of the 
House merchant marine committee, to the administrator of the 
War Shipping Administration on November 28, requesting cer- 
tain information about Maritime Commission ship sales and 
purchases, had not been answered until 50 days later. He in- 
serted the text of Chairman Bland’s letter and of the answering 
letter from Acting Chairman Macauley, of the Maritime Com- 
mission, in the Congressional Record. Mr. Hale remarked that 
it was “certainly the announced policy of the Congress that our 
war-built ships shall be at the earliest possible date and in the 
largest possible numbers transferred to private ownership and 
operation and also that the older and less efficient ships be 
withdrawn from operation.” 

He said that after the House merchant marine committee 
had been advised that the commission was selling “brand new” 
war-built ships and taking as trade-ins ‘“‘not old ships but war- 
built ships two or three years old,’’ Chairman Bland had written 
to the W. S. A. administrator for answers to the following 
questions: 


1. Were all the ships sold to subsidized lines on the basis of a 
construction differential of 50 per cent, and were all of these ships 
standard type ships? 

3. Under what authority of law did the Maritime Commission 
procure title to the 13 ships which it has apparently acquired? Were 
the ships acquired from the United States Lines requisitioned for title 
or did they represent a trade-in on the new ships purchased? What 
prices did the Maritime Commtission pay for the ships which it has 
acquired? 

3. Did all contracts for the ships sold by the Maritime Commission 
contain a fall clause which would involve refunds in event of the 
passage of the ship sales bill? 


In his letter of reply, Acting Chairman Macauley answered 
Mr. Bland’s first question by referring to an exhibit, attached 
to the letter, listing 34 vessels that the commission had sold to 
designated steamship companies in 1945 and by stating that the 
rate of construction differential subsidy on all but three of the 
vessels named was 50 per cent. Commissioner Macauley, an- 
swering Mr. Bland’s second question, referred to another exhibit 
in which were listed 13 ships bought by the commission from 
steamship companies in 1945 and the prices at which they were 
acquired. The commissioner added that all of the vessels ac- 
quired from the United States Lines were requisitioned. He 
answered Mr. Bland’s third question in the affirmative. 

Representative Hale said the two exhibits from the com- 
mission showed that “the United States Lines—subsidized— 
bought from the commission eight ships in all.” 

“In exchange for these ships,” he continued, “the Maritime 
Commission requisitioned for title from the United States Lines 
two war-built ships built in 1941 . . . and four ships built in 
1942. . . The price paid on these earlier war-built ships varied 
from $98 per ton to $117 per ton. . . With the exception of the 
three ships bought by the United States Mail, these ships were 
all of the C-2 or C-3 type and so represent the cream of the 
war-built ships, brand new... 

“It is extremely difficult to understand why the Mari- 
time Commission requisitioned any of these ships for title since 
the companies that sold the ships to the commission continued 
to operate as agents for the commission. Furthermore, it is hard 
to see why the Maritime Commission had any need for these 
older ships when it could, or at least did, deliver to the owners 
of these old ships brand new ships built in 1945. The C-2’s 
which the Commission has sold to certain favored subsidized 
lines cost about $2,600,000 to build. 

“What has happened is that the commission has used its 
power of requisition as a subterfuge to grant discriminatory 
trade-in arrangements to the United States Lines and the Grace 
Line. 

“One of the important questions to be determined by the 
conferees in settling the final form of the ship sales bill is 
whether we shall countenance the exchange of older war-built 
ships for newer. I think we should not. . . If the conferees 
adopt the House version of section 8 of the bill relating to 
turn-ins the United States Lines and Grace Lines have secured 
most important advantages over any purchaser under the bill. 
They have been allowed to beat the gun in competition of the 
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shipping lines for the best of the war-built fleet. Because under 
section 8 of the House bill the amount of credit allowable for 
the older ships is limited to 10 per cent of the construction cost 
of the newer, which would come to around $260,000 as against 
three to four times that which the Grace Line and the United 
States Lines have actually obtained. . .” 


Ship Conference Agreements 


Silver Line, Ltd., and Kerr Steamship Co., Inc., have with- 
drawn their request to the Maritime Commission for section 15 
approval of agreements Nos. 7552 and 7552-1 between Kerr, Sil- 
ver, and Stanley & John Thompson, Ltd., managers, on account 
of a complete rearrangement of the relationship between the 
companies, according to information from the commission. 

Agreement 7552 provided that Kerr should act as loading 
brokers for Silver Line, Ltd., in trades covered by the agree- 
ment. Agreement No. 7552-1, filed concurrently with No. 7552, 
amended the latter agreement by providing that Kerr should 
sign dock receipts, dock permits and bills of lading in such 
manner as to bind Kerr in its own capacity as well as in its 
capacity as agent for Silver. 

It was also announced that Silver and Kerr had also re- 
quested the conferences of which Kerr was a member to substi- 
tute Silver in place of Kerr as the common carrier principal 
party to the agreements. 


“NORTON LINE” JOINT SERVICE AGREEMENT 

The Maritime Commission has approved an agreement 
establishing joint service under the trade name “Norton Line” 
in the trade between Canadian and United States Atlantic and 
Gulf ports, on the one hand, and the ports of Argentina, Para- 
guay, Uruguay, and Brazil, on the other, filed by Rederiaktie- 
bolaget Svenska Lloyd, Stockholms Rederiaktiebolag Svea, and 
Rederiaktiebolaget Fredrika, with Norton, Lilly & Co., New 
York, as general agents (see Traffic World, January 12, p. 97). 

Under the agreement, the parties are to cooperate to sup- 
ply tonnage for the joint service as their vessels are most avail- 
able, but no definite proportions of participation have been 
agreed on. It said there would be no pooling or other sharing 
of profits or losses as between the parties. 


PASSENGER LINER BIDS ASKED 


The Maritime Commission has announced that as another 
step toward realization of a modernized peacetime Merchant 
Marine, it has invited bids for construction of three fast 650- 
foot passenger liners for the American Export Lines, Inc., for 
the Mediterranean trade. It said: 


The vessels planned are of the Maritime Commission type known 
as the P3-S2-DL1. They will carry 653 passengers and 13,600 long tons 
of cargo. Powered by steam turbines normally developing 37,000 
horsepower and driving twin screws, they will have a speed of 22 knots. 

Bidding is limited to American citizens and all labor and materials 
must be supplied from within the continental limits of the United 
States. Contractors may bid on one, two or three of the liners. Bids 
must be filed by 12 o’clock noon E. S. T., March 18, 1946, with the 
secretary of the United States Maritime Commission, Washington 25, 
D. C. They will be publicly opened and read in room 4821 Commerce 
Building at 12:15 p. m. Forms for bidding and more detailed informa- 
tion are available at the office of the secretary of the commission, 
Room 4852. 

A few days ago the Maritime Commission invited bids of two 
28-knot passenger-cargo vessels of the P3-S2-DA1 type for the South 
American trade. These will be opened March 28, 1946. 


U. M. A. SHIPPING POOL DISSOLUTION 


Almost 90,000,000 tons of shipping, including 9,499 vessels, 
will be returned to 18 countries on dissolution of the United 
Maritime Authority, March 2, according to information from 
the Maritime Commission. 

Officials said the U. S. had made the greatest contributions 
to the shipping pool with 5,529 vessels and that others were 
Britain, with 1,771; Norway, 456; Canada, 361; Holland, 272; 
Sweden, 252; and France, 213. The ships of this greatest ship- 
ping pool in history, officials said, ranged in type and size 
from slow-going tankers and small freight vessels to large lux- 
ury liners. 

Official’s said discontinuance of the pool would bring a ma- 
jor shortage of tankers and refrigerated ships, adding that only 
the U. S., Britain, and Norway had in excess of their own re- 
quirements of these two types of vessels. 


PARKHURST NOMINATION FOR M. C. 
Accepting a recommendation made to him last December 
by members of the Massachusetts delegation in Congress (see 
Traffic World, Dec. 29, 1945, p. 1619), President Truman has 
sent to the Senate his nomination of Richard Parkhurst, former 
chairman of the Boston Port Authority, to be a member of the 
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Maritime Commission as successor to Vice Admiral Howard L. 
Vickery, whose six-year term will expire April 16, 1948. Ad- 
miral Vickery, who was vice chairman of the commission and 
deputy war shipping administrator, resigned from those posi- 
tions as of December 31 (see Traffic World, Jan. 5, p. 33). 
Mr. Parkhurst was vice chairman and secretary of the 
Boston Port Authority from 1929 through 1942, when he became 
its chairman. He recently resigned from the chairmanship to 
devote his full time to service as transportation consultant in 
the Office of InterAmerican Affairs. He had been on leave of 
absence from the Boston Port Authority while participating in 
a study of ports for the O. I. A. He was a chief petty officer in 
— States Naval Reserve in the years 1917 through 


MARITIME COMMISSION CHAIRMANSHIP 


Senator Walsh, of Massachusetts, has introduced S. J. Res. 
130, to authorize the President to appoint Rear Admiral Earle 
W. Mills, U. S. N., to the office of chairman and member of 
the Maritime Commission and administrator of the War Ship- 
ping Administration ‘without affecting his naval status and 
perquisites” (see Traffic World, Jan. 19). 


T. V. A. and River Navigation 


Only a small amount of dredging and the raising of Hales 
Bar Dam and lock and dam No. 1 (near Chickamauga, Tenn.) 
remained to provide “the minimum depth of 11 feet and the 
minimum width of 300 feet” over the entire course of the Ten- 
nessee River from Paducah, Ky., to Knoxville, Tenn., said the 
Tennessee Valley Authority in its annual report to Congress, 
covering the fiscal year ended June 30, 1945 (see Traffic World, 
January 19). i 

Filling of Kentucky Reservoir, created by completion of 
Kentucky Dam near Paducah, brought the navigation channel 
in the lower river to its full depth for barges of 9-foot draft, 
with 2 feet standard over-draft, where previously the governing 
depth was only 7% feet in low water periods, the T. V. A. 
reported. With this improvement, it said, the full channel 
depth to Chattanooga, except at the Florence Canal, was pro- 
vided and an 8-foot depth, limited by a short stretch in the 
upper reaches at Hales Bar Reservoir, was provided to the 
head of navigation at Knoxville. 

“Prior to T. V. A. only two short and unconnected stretches 
of the river had channel depths of 9 feet, suitable for modern 
inland waterway navigation,” the T. V. A. stated. 

In 1933, the controlling depths in low-water period were 
about 4 feet between Wilson Dam, in northern Alabama, and 
the mouth of the river, 2 feet between Wilson Dam and Hales 
Bar pools, and even less between Chattanooga and Knoxville, 
with the result that through navigation was impossible, traffic 
consisting largely of sand and gravel, the T. V. A. said. 


War Shipping Gains in U. S. 


In spite of heavy losses inflicted by the enemy the United 
States emerged from the global war with almost four times as 
many merchant ships as there were in its pre-war fleet, statistics 
compiled by the Economics and Statistics Division of the U. S. 
Maritime Commission have disclosed. The gross tonnage of 
these vessels was almost five times that of the 1939 total, ac- 
cording to the statistics. 

The Maritime Commission said: 


Thanks to unprecedented shipbuilding during the war years the end 
of hostilities found the United States possessing 5,529 sea-going mer- 
chant ships of 1,600 gross tons and over, against 1,401 sailing in 1939. 
In that year, less than one-fourth, or 3,000,000 deadweight, were em- 
ployed in foreign trade. The second largest fleet is the merchant navy 
of the British Empire, which shows an aggregate loss of only 545 
vessels from the 1939 total of 2,892 in spite of the concentrated under- 
sea, air and surface attacks by the Axis. 

Latest compilations which do not include fleets of the former Axis 
powers, show that during the war the United States lost 604 merchant 
vessels of 1,000 gross tons and over through direct enemy action. In 
addition 139 such ships were sunk as the result of marine hazards due 
largely to war conditions. 


The commission issued a table showing the comparative 
standing of 27 nations having merchant fleets at the close of 
the conflict. It added: 


Included in the United States total are not only vessels which may 
or may not have undergone some: degree of conversion when acquired 
by the Army or Navy but also military types originally designed as 
merchant ships and constructed under the Maritime Commission build- 
ing program. Vessels of a strictly military type and built by the com- 
mission, such as LST’s, frigates, aircraft carriers, etc., are excluded 
from the total. 
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(District Court, E. D. Pennsylvania.) In proceedings for 
limitation of and exemption from liability, court would not 
compel claimant to enter into stipulation with petitioner that 
petitioner would not take advantage of bar of statute of limita- 
tions in common-law action against petitioner, and that certain 
interrogatories and answers might be transferred to common- 
law action, and claimant would not be deprived of any advan- 
tage that he might have gained by reason of petitioner’s action 
in commencing the proceedings. ee 

Proceedings for limitation of and exemption from liability 
are of an equitable nature, and will not be dismissed as a matter 
of right or request of petitioner if it appears to court that 
claimant may be prejudiced by a dismissal. (In re Curtis Bay 
Towing Co. of Pennsylvania 63 Fed. Supp. 72.) 





(Circuit Court of Appeals, Second Circuit.) Under the law 
of England, a distinction is made between the rule governing 
prepaid freight, which may not be recovered when a ship is lost 
unless the contract of carriage provides expressly for the con- 
trary, and the rule governing advance payments on ordinary 
commercial contracts, which payments may be recovered on the 
theory of failure of consideration when performance of con- 
tract is frustrated by war. 

Where libelant’s goods, under bill of lading issued by re- 
spondent, were to be shipped from Calcutta to Hong Kong on 
vessels of British India Company and then transhipped to Van- 
couver on respondent’s vessel and bills of lading indicated that 
entire ocean freight was to be prepaid at Calcutta in exchange 
for bill of lading and regardless of completion of voyage, libel- 
ants were not entitled to recover prepaid freight from respond- 
ent even though goods were lost when British India Company’s 
vessel was sunk. 

Where libelant’s goods, under bill of lading issued by the 
respondent, were to be shipped from Calcutta to Hong Kong 
on vessel of British India Company and then transshipped to 
Vancouver on respondent’s vessel, delivery to respondent of 
bills of lading of British India Company was equivalent of de- 
livery to respondent of the goods themselves within clause of 
respondent’s bills of lading reciting that prepaid freight was 
earned on receipt of goods by the carrier and was not return- 
able whether goods or ship be lost or not. 

Where one clause of bill of lading provided that the expres- 
sion “the carriers”: included owners of carrying vessel, clause 
reciting that prepaid freight was earned on receipt of goods by 
carrier and was not returnable was required to be construed 
as if it read ‘prepaid freight is earned on receipt of goods by 
owners of any carrying vessel and is not returnable.” 

Where libelant’s contract of carriage was with respondent 
and provided for shipment from Calcutta to Hong Kong on 
vessel of British India Company and transshipment to Van- 
couver on respondent’s vessel, the through bills of lading con- 
stituted a contract of carriage from Calcutta to Vancouver as 
respects right to recover prepaid freight when ship was lost, 
notwithstanding provisions that respondent’s responsibility was 
limited to that of a forwarding agent until goods should be 
transshipped to its vessel. (Woods Mfg. Co. vs. Canadian Pac. 
Ry. Co., 151 Fed. Rep. 2d. 711.) 





_ (Circuit Court of Appeals, Fifth Circuit.) Where charterer 
is given possession and control of the vessel, the charter is one 
of “demise” so as to make charterer and not owner responsible 
for default of vessel but there is no demise where charterer ac- 
quires merely right to services of vessel. 

A vessel is liable for all loss to cargo resulting from unjusti- 
fied deviation in taking vessel into a port other than port speci- 
fied in bill of lading for discharge of a perishable cargo such as 
bananas. 

A bill of lading issued by master to a charterer who has 
contracted for full capacity of the ship is merely a receipt and 
not a contract, and its provisions cannot affect ship’s liability 
for loss to cargo caused by deviation. 

The provision in bill of lading that carrier shall not be 
charged with deviation under conditions there set out, even if 
contractual, is not an absolute one, but must be given reason- 
able interpretation and the discretion given to master thereby 
May not be exercised in an unreasonable manner or without 








substantial grounds and master’s good faith alone will not 
suffice. 

Where greatly preponderating evidence showed that dis- 
turbance which allegedly caused master to deviate and deliver 
cargo of bananas at Miami, Fla., instead of at West Palm Beach 
was a mild one and but for master’s ignorance of the real depth 
at West Palm Beach, which was designated discharge port, he 
would not have made the deviation, such deviation was not a 
justifiable exercise of master’s discretion, hence neither gen- 
erally, nor under bill of lading clause authorizing deviation in 
case of threatened or existing hazardous weather conditions, 
was ship excused from liability for consequences thereof re- 
sulting in cargo damages. 

In libels against owner and charterer of vessel for alleged 
total loss of cargo of bananas due to deviation and discharge at 
port other than specified in bill of lading, finding that deviation 
alone caused total loss of such cargo was not warranted. 

In libel against charterer and owner of vessel for alleged 
total loss of cargo of bananas, evidence did not support claim 
that any part of damage to such cargo was caused by claimed 
late sailing of vessel in view of fact that sailing date was not 
warranted. 

Charter party which unequivocally declared that vessel had 
“speed of 9 knots per hour” was a warranty though the term 
“warranty” was not used therein. 

Test whether declaration in charter party as to speed of 
vessel is a warranty is whether the statement is positively made 
as a statement of fact and whether natural tendency of making 
it was to induce the chartering of the ship. 

Where declaration in charter party that speed of vessel was 
9 knots per hour was a warranty, the ship was liable for dam- 
ages to cargo resulting from breach thereof. (Romano vs. West 
India Fruit & Steamship Co., 151 Fed. Rep. 2d. 727.) 


DAMAGED SHIPS TO RESERVE FLEET 


Thirty-two ships that were badly damaged, overage or in 
excess of vessel requirements were placed in the reserve fleet 
in the month ended January 15, bringing the total in the fleet 
to 348, according to the War Shipping Administration. It said: 


In the James River fleet, Virginia, 14 ships were added this month, 
four of them built prior to 1940, bringing the total to 176. Fifteen ves- 
sels were placed in the west coast fleet at Suisun Bay, two over five 
years old, making 133 vessels anchored there. There are now 39 ships 
in the Mobile River fleet, one old vessel being among the three re- 
cently added. 


Types of vessels anchored recently were 19 Liberty ships, 3 cargo 
vessels, 4 tankers, 2 concrete cargo and one each tug, Liberty tanker, 
Victory cargo, and refrigerated cargo. 


SAILINGS TO VIRGIN ISLANDS, GUIANA 


Initial post-war sailings of two freight services to the 
Virgin Islands and Netherlands Guiana have been announced 
by the Alcoa Steamship Co. The S. S. Coastal Highflyer will 
sail about January 31 for the Virgin Islands, carrying general 
and refrigerated cargo. About February 9 a steamer will sail 
from Weehauken to the Netherlands Guiana. 


VESSEL ENTRANCES AND CLEARANCES 


The Commerce Department’s Bureau of the Census has 
issued tables showing the number and net registered tonnage 
of American and foreign dry-cargo and tanker vessels which 
cargo and in ballast entering and clearing the United States 
in the foreign trade for October, 1945, and specifying the 
customs districts and principal ports at which these vessels 
entered and from which they cleared. 

A grand total of 919 American ships of 2,474,000 net regis- 
tered tons, and 1,100 foreign ships. of 1,535,000 tons, all in 
ballast, entered in October, said the report, adding that 844 
American ships of 2,721,000 tons and 1,409 foreign ships of 
1,177,000 tons, all with cargo, entered in that month. 

Clearing in the foreign trade of the U. S., continued the 
report, were a grand total of 662 American ships of 1,864,000 
tons, in ballast, and 1,314 foreign ships of 647,000 tons, in 
ballast, and 786 American ships of 2,947,000 tons, with cargo, 
and 1,193 foreign ships of 2,129,000 tons, with cargo. 


COSTA RICA EXPORT PACKAGING 


Following reports of goods arriving at Puerto Limon, Costa 
Rica, in poor condition, the Department of Commerce says 
American exporters to that country should make certain that 
shipments are adequately packaged. 

Packing unsuitable to shipping to Costa Rica has been in- 
dicated in many instances of U. S. exports investigated by 
the American Consulate at Puerto Limon, said the department, 
adding: 


Domestic packing materials are not always satisfactory. If ex- 
porters wish to use cartons instead of wooden boxes because of assess- 
ment of duties on the basis of gross weight, the cartons should be 
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properly designed and metal-strapped. Containers should be of thick- 
ness and strength suitable to the weight of the merchandise, and the 
adverse effects of heat and moisture should also be given careful 
consideration. 


Carrying companies are also urged to cooperate in applying stricter 
standards of suitable packing in accepting goods for shipment. 

More than one-fourth of all general cargo imports into Costa Rica 
entered through Puerto Limon in 1944. 


GRACE LINE’S NEWEST SHIP 


The Santa Barbara, first of Grace Line’s nine new combina- 
tion passenger-and-cargo ships, and the first commercial pas- 
senger ship to go down the ways on the east coast since V-J 
day, was launched at Wilmington, N. C., January 24. Her 
maiden voyage from New York to the west coast of South 
America is scheduled for the latter part of March. 


Atlantic States Board Meeting 


J. A. Quinlan, of New York City, vice president of the 
St. Regis Paper Co., was re-elected president of the Atlantic 
States Shippers Advisory Board, and R. E. Covey, traffic man- 
ager of the Sylvania Industrial Corporation, of Fredericksburg, 
Va., was elected general secretary of the board at its twenty- 
second annual meeting in Philadelphia, Pa. (see Traffic World, 
Jan. 19, p. 190). 

Mr. Covey succeeds, as secretary of the board, C. R. Seal, 
recently appointed director of the Commission’s Bureau of 
Water Carriers and Freight Forwarders. Other new officers of 
the Atlantic States board are: R. F. Hogan, traffic manager of 
the Warner Co., Philadelphia, first vice president; H. H. Pratt, 
general traffic manager, Crucible Steel Co. of America, New 
York City, second vice president; and D. R. Crotsley, secretary 
of Midtown Warehouse, Inc., New York City, sergeant-at-arms. 

In the course of the board meeting, Chairman W. C. Ken- 
dall, of the car service division of the Association of American 
Railroads, said that, because of labor disturbances, it was 
difficult at the present time to forecast the railroads’ future 
traffic load, but added that, “with restoration of labor condi- 
tions to a normal basis and the reconversion program stepped 
up to what may reasonably be expected, it may confidently be 
stated that the freight car supply will be little, if any, in excess 
of demands, and this applies to all categories.” 


Studies of Freight Car Needs 


He said the railroads were making a survey to ascertain 
the requirements for new freight car equipment and that studies 
will be made to determine what changes must be considered 
in types of cars to meet post-war conditions. 

With contribution by eastern railroads of several hundred 
coaches of their ownership to assist the western roads in the 
movement of troops from Pacific coast areas, he said, the 
backlog of returning servicemen on the west coast, which re- 
cently exceeded 100,000, had been cleared and “conditions are 
now such that the men are being moved from all ports, both 
east and west, promptly following arrival.’ 

“The shipping public may confidently expect,” he concluded, 
“that the railroads will provide adequately for their needs, 
only asking that there shall continue that measure of cooper- 
ative effort which has existed during the past years.” 

W. H. Edwards, chairman of the board’s railroad contact 
committee, reported that the railroad manpower situation had 
improved but that manpower shortages remained “here and 
there” and that a shortage of unskilled labor was most pro- 
nounced. He stated that a survey had shown that the railroads 
in the board’s territory had ordered 20,090 additional 70-ton 
hopper cars, scheduled for delivery from February 15 to as 
late as the summer of 1946. He called attention to a sug- 
gestion for an improved type of grain car and said an inquiry 
with respect to establishment of a standard height above rail 
of car floors in connection with new car designs, adding that 
advice from the secretary of the A. A. R. mechanical division 
would be included in the board proceedings. He said that com- 
mittee members had agreed that the five-day week had in- 
creased the turn-around time on freight cars and that “the 
heavy ordering of cars before strikes” had had a similar effect. 
He said that, in view of progress made toward prevention of 
damage to l. c. 1. freight, his committee had received favorably 
a suggestion that return postcards on condition at destination 
of carload freight ‘or some better method” be used by con- 
signees to advise shippers of condition of freight on arrival at 
destination. 

Randall on Port Traffic 


A report by George C. Randall as district manager of 
the A. A. R. car service division contained the observation that 
export traffic at North Atlantic ports in recent months had 
varied between 35 and 60 per cent of the volume at the peak 
of the war effort. 
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“However,” he continued, “this decrease is almost entirely 
represented by military freight. Of the freight currently being 
handled, approximately 75 per cent is box car freight requiring 
a large amount of railroad labor so that with labor very tight, 
it has been a problem to keep even with the volume in recent 
months. This situation is somewhat improved at the moment 
and it is expected that very shortly the situation will be 
appreciably improved.” 

R. W. Brown, president of the Reading, said that the coop- 
eration the board had given the railroads had never been sur- 
passed in any industry anywhere. He remarked that rail rates, 
fares and charges had remained at low levels in the war pe- 
riod and that rates and fares were now “practically on a pre- 
war basis,” and added that from the standpoint of performance 
and cost the railroads today demonstrated private enterprise 
at its best and that “this is the appropriate time to resolve to 
keep them that way.” 


Goodyear on “2 for 1” Rule 


Clare J. Goodyear, president of the National Association of 
Shippers Advisory Boards, stated that of the few O. D. T. orders 
that remained in effect the most important were O. D. T. No. 
1, which provided for heavy loading of 1.c.l. merchandise; O. D. 
T. 18-A, which required heavy loading of carload traffic; the 
“two-for-one rule,” which required, in average demurrage, two 
credits to offset one debit, and the penalty demurrage on box 
and refrigerator cars. 

He said it was believed there was no necessity for continu- 
ance of the “two-for-one rule.” 


“The only cars now in short supply,” he continued, “are 
boxes and refrigerators. These two types of cars are already 
protected by penalty demurrage charges, and a duplicating pen- 
alty in the two for one rule is no longer necessary. Other types 
of cars, such as gondolas and hoppers, are in sufficient supply, 
and no necessity for restrictive measures now exists. The two 
for one rule, being a very material annoyance to all concerned, 
should now be cancelled.” 


He warned that a return to wasteful practices in use of 
freight carrying equipment would force the railroads to buy and 
maintain “a vast number of cars—many more than would be 
necessary to maintain adequate service under the practices 
which have grown under war conditions.” If such additional cars 
became necessary, he added, the shipping public would of neces- 
sity pay for these extra cars through freight rates. 


J. K. Hiltner, chairman of the board’s legislative commit- 
tee, reported on the status of transportation legislation pending 
in Congress and on court litigation in I. C. C. docket 28300 and 
28310, the class rate proceedings. 


President Quinlan lauded the board members for the work 
they had done in support of the board’s program in the war 
period and commended its car efficiency committees and their 
general chairman, H. C. Elwell, “for a tremendously important 
task, well done.” He asked those committees to “continue their 
fine work for at least the next three months.” He said member- 
ship of the board had increased, in the last year, from 3,700 to 
3,900. He said that, to effect the forecasting of car requirements 
in a more accurate way, a new questionnaire would be devised 
before the next meeting of the board. 


Address by O. D. T. Director 


Director Johnson, of the Office of Defense Transportation, 
in an address at the meeting, said that though victory had been 
won in the war, much remained to be done in the field of trans- 
portation, particularly in connection with movement of supplies 
to liberated peoples overseas. 


“Through the four years of war,” he said, “the transporta- 
tion people of America have served as sacredly, as patriotically 
and, above all, as efficiently as those boys who died on Okinawa 
or in the Bulge of von Rundstedt. . . I say you, the transporta- 
tion people of America, have rendered that sort of service. 
Whethed acknowledged or not, you can carry that in your heart 
to your grave. .. America .. . cannot distribute her production 
except with the transportation people of America. . . The battle 
for you and for me is not over. . . You have much to do. . . To 
fail now would expunge from the record that decoration I pinned 
on your breast.” 


Director Johnson said he had heard that an interpretation 
of O. D. T. order No. 1 was being discussed and wondered 
whether that order had “ridden through this war” without be- 
ing interpreted. He said he also had heard that the railroads 
were not insisting on observance of O. D. T. order No. 18 and 
were in some cases not supplying the board’s contact commit- 
tee with the information it needed to bring about efficient load- 
ing and unloading of cars. 

Mr. Brown, the president of the Reading, who had retired 
as chairman of the board’s railroad contact committee, was hon- 
ored at a special testimonial luncheon sponsored by the board 
and the Traffice Club of Philadelphia. 
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Florida Produce by Air 


A report of a survey by the Bureau of Agricultural Econ- 
omics of the U. S. Department of Agriculture and the Edward 
S. Evans Transportation Research of Florida’s production of 
agricultural perishables in relation to the development of air 
freight has been issued by L. H. Brittin, director of the research 
organization, Washington, D. C. 

“A very substantial part of the winter and spring supply 
of fruits and vegetables for the northeastern United States 
originates in Florida,” said the report. ‘“‘Normally this is trans- 
ported by rail, truck and boat. Before the war affected trans- 
portation, about 3 days were required to transport fruits and 
vegetables by refrigerator car or truck from Miami to New 
York City. If, in the future, air transportation is used, only 
about 8 hours would be needed for this transport. The com- 
modities could be harvested in the morning, precooled and 
packed in the afternoon, transported to New York City over- 
night, and sold in retail stores the next day—only 24 hours 
after harvesting.” 

The report deals with the “potential” in Florida’s agricul- 
tural perishables available for transportation. Conclusions 
drawn from previous studies relating to transportation of per- 
ishables from Florida to Detroit and from California to Detroit, 
it stated, “are that even with the lowest ton-mile costs which 
are likely to prevail for some time and with utmost economies 
in handling, most air-transported produce must be sold at pre- 
mium prices.” Conclusion in the report follows: 


Production of fruits and vegetables in Florida is seasonal. In the 
1942-43 season about 85 per cent of the total tonnage was harvested 
during December to May, inclusive. However, the tonnage of perish- 
ables harvested during the remaining 6 months is of such a character 
that a substantial portion of it might be moved by air. 

Production of perishable agricultural products in Florida is par- 
ticularly small during July, August, September, and October when less 
than 3 per cent of the total tonnage is harvested. The lowest operating 
costs for an air-freight line probably would be obtained through adjust- 
ing operations during the period of a seasonal low supply of agricul- 
tural perishables by: (1) Haul northward other perishable commodities 
such as sea food from Florida or the Caribbean Sea area. (2) Reduce 
the number of flights so that as nearly as possible a full load may be 
hauled northward; this reduction would be governed partly by trade 
demands and partly by the quantity and nature of the south-bound 
load. (3) Encourage production of perishables that are harvested and 
sold during the season of usual short supply. 


Airline Pilots’ Wages 


Civil Aeronautics Board officials heard airline, airpilot and 
government representatives discuss an agreement entered into 
by 13 carriers establishing a committee to negotiate concern- 
ing wages and working conditions of pilots of four-engine air- 
craft, at a conference held January 17. Board Member Harlee 
Branch presided on behalf of the C. A. B. 

Sitting with Mr. Branch were Russell B. Adams, director 
of the C. A. B.’s economic bureau, and Emory T. Nunneley, as- 
sistant general counsel. Stuart Tipton, counsel for the Air 
Transport Association, appeared for the airlines; Daniel D. 
Carmell, for the Airline Pilots’ Association; Robert E. Cole, 
Secretary, and E. C. Thompson, Mediator, for the National 
Mediation Board; Gilbert F. McCutcheon, for the Labor De- 
partment; and Albert Boggess and Sadie B. Arbuthmot, for the 
Department of Justice. 


The agreement filed with the board for its approval under 
section 412 of the civil aeronautics act, according to the board, 
provided: 


(1) For the appointment of a committee of six to represent the 
parties in negotiations with representatives of the Air Line Pilots 
Association relating to the hours of work, wages and working condi- 
tions of pilots of four-engined aircraft; (2) for the authorization of 
the committee to conclude and execute on its own behalf an agreement 
or agreements with its pilots relating to such matters and that the air- 
lines, which are parties to the agreement, are to be bound by any 
agreement or agreements which the committee may reach with the Air 
Line Pilots Association; (3) that each of the air carrier parties is to 
cooperate fully with the committee in the conduct of such negotiations 
and to negotiate with its pilots relating to such matters only through 
the said committee; and (4) that the parties to the agreement will with- 
draw any offers relating to such matters which may have been made to 
their pilots prior to the effectiveness of the agreement. 


Mr. Tipton went on record for the airlines as approving the 





agreement and urging its approval by the C. A. B. In this he 
was opposed by Mr. Carmell, who said that under the railway 
labor act, the only persons that could lawfully deal with the 
Airline Pilots’ Association were the certified agents of that or- 
ganization “with each and every line.” 

At the hearing it was pointed out that by an amendment 
of the railway labor act adopted in 1936, air carriers and their 
employes were subject to the provisions of that act. 


Arctic Weather Forecasts 


The House agriculture committee has reported S. 765, 
authorizing the Weather Bureau chief, under the direction of 
the Secretary of Commerce, to develop an international basic 
meteorological reporting network in the arctic region of the 
western hemisphere “in order to improve the weather fore- 
casting service of the United States and to promote safety and 
efficiency in civil air navigation to the highest possible degree.” 

The committee said that penetration of the arctic on a re- 
liable and permanent basis had become a practical possibility 
only since the development of the transport plane. 

“Besides contributing to weather forecasting for currently 
projected postwar air routes,” it said, “meteorological observa- 
tions in the arctic will also provide a foundation for the develop- 
ment of the great circle trans-polar flyways of the future. Ex- 
ploratory flying will be conducted in connection with the main- 
tenance of the network of stations. Preliminary navigational 
facilities will be installed and bases established which may serve 
as > skeleton for ultimate commercial operations through the 
north.” 

The bill provides for establishment of operation and main- 
tenance of arctic weather reporting stations “in cooperation 
with the State Department and other United States governmen- 
tal departments and agencies, with the meteorological services 
of foreign countries and with persons engaged in air commerce.” 


WEATHER OBSERVATION AND AIRLINES 


B. C. Haynes, Chief, observations section, U. S. Weather 
Bureau, said information to be developed through enlarged 
personnel and the use of new radar and automatic rad‘o sending 
and recording equipment developed in the war period to aid 
in obtaining accurate information about wind and weather con- 
ditions in the upper atmosphere ranging to a height of more 
than 12 miles, would be of inestimable value to airlines as 
well as the general public. 

He said the present expansion program called for the 
establishment this year of the new equipment at 43 weather 
stations in the United States, Alaska and in the Caribbean, 
and that at least three men trained in the use of the equipment 
would be added to the regular personnel at each of these sta- 
tions. Ultimately about 75 stations would be used, he said. 

Installations of the new equipment, he said, had been made 
in weather stations at Hatteras, N. C.; Nashville, Tenn.; Hunt- 
ington; W. Va.; Albuquerque, N. M.; Big Spring, Tex.; and 
Tatoosh Island, Wash., as well as at Fairbanks, Alaska, and at 
San Juan, Puerto Rico. 


NEW ENGLAND AIR ROUTE CASE 


Senator Gerry, of Rhode Island, inserted in the Congres- 
sional Record the text of a resolution adopted by the general 
assembly of Rhode Island, urging members of the state’s con- 
gressional delegation to ‘‘use their influence in every way” with 
the Civil Aeronautics Board so as to bring about establishment 
of additional air service to Providence, R. I. It was asserted 
in the resolution that Providence was the fourth largest city 
on the Atlantic seaboard and that it was entitled to “adequate 
and competitive airline services commensurate with its size 
and importance.” 

Additional air service to Providence was proposed by some 
of the applicants in a C. A. B. proceeding identified by the 
board as “Docket No. 399 et al., the New England Case” (see 
Traffic World, Jan. 12, p. 99, and Jan. 19). 








“PAN AM” SERVICE SUSPENSION 


Pan American Airways, Inc., has been authorized by the Civil 
Aeronautics Board to suspend service temporarily at Pointe a 
Pitre, Guadeloupe, and Fort de France, Martinique, for an addi- 
tional 90-day period, commencing from January 18. The C. A. B. 
said that as a result of removal from Pan American service of 
an amphibious aircraft lost in a crash August 3, 1945, at Fort 
de France, the airline was unable to obtain suitable amphibious 
craft to resume service, there still being no suitable land airport 
available. 


AIR CERTIFICATE APPLICATIONS 


New England Central Airways System, Inc., Boston, Mass., 
has asked the Civil Aeronautics Board, in No. 2196, for author- 
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ity to conduct scheduled air transportation of persons, prop- 
erty, and mail between Boston and Albany, N. Y., and between 
Boston and Bar Harbor, Me., via specified intermediate points. 

Delta Air Corporation, Atlanta, Ga., in No. 2197, asked 
for an amendment of its certificate to change its name to 
Delta Air Lines, Inc., and Badger Airways, Inc., Beloit, Wis., 
referring to its application in No. 2176 (see Traffic World, 
January 5, p. 27), requested an amendment to permit change 
of its name to Wisconsin Airways, Inc. 


Cc. A. B. ACCIDENT REPORT 


Reporting on an accident of Transcontinental & Western 
Air’s flight No. 8 near Hanford, Calif., November 4, 1944, in 
which all 21 passengers and the three crew members were 
killed, the Civil Aeronautics Board has concluded that the 
probable cause was the failure of the airplane’s structure as a 
result of severe turbulence. It said an important contributing 
cause was the fact that the plane was undoubtedly in an abnor- 
mal attitude of flight, that is, inverted, at the instant of struc- 
tural failure, and that the cause of the plane becoming inverted 
had not been determined. 


Cc. A. B. REGULATIONS 

The Civil Aeronautics Board has issued, effective January 
11, section 238.7 of its economic regulations relating to the fil- 
ing and service of applications and notices required by the 
terms, conditions, and limitations attached to certificates au- 
thorizing foreign air transportation. 

The board also announced amendments to its economic 
regulations as follows: amendment No. 2 of section 238.4 re- 
lating to terms, conditions, and limitations of certificates au- 
thorizing foreign air transportation, effective January 11; 
amendment No. 2 to section 280.1 pertaining to reports of 
ownership of stock and other interests by officers and directors 
of air carriers, effective January 15; and amendment No. 1 of 
section 238.5 pertaining to filing and service of notices re- 
quired by terms, conditions, and limitations attached to cer- 
tificates authorizing interstate and overseas air transportation, 
effective January 11. 


NOMINEE FOR C. A. B. MEMBERSHIP 


President Truman has sent to the Senate the nomination 
of Clarence M. Young, of California, to be a member of the 
Civil Aeronautics Board, succeeding Edward P. Warner, re- 
signed, whose term expires December 31, 1946. 

Mr. Young retired several months ago from a position as 
chief of the trans-Pacific division of Pan American Airways. 
He was formerly an official of the Civil Aeronautics Authority, 
predecessor of the Civil Aeronautics Board. 

Mr. Warner resigned last September from the C. A. B. 
after having been elected president of the Provisional Interna- 
tional Civil Aviation Organization (see Traffic World, Sept. 22, 
1945, p. 773). 





SALE OF SURPLUS TRANSPORT PLANES 


The War Assets Corporation, a subsidiary of the Recon- 
struction Finance Corporation and a disposal agency designated 
by the Surplus Property Administration, reported that as of 
December 31, 1945, a total of 696 light transport planes out 
of 2,734 such planes declared surplus to it had been sold for a 
total of $5,362,458; that 301 medium transports out of 1,193 
assigned to it for disposal had been sold for a total of $10,403,- 
398, and 31 out of 855 surplus heavy transports have brought 
a return of $1,895,000. 

Two hundred thirty utility cargo planes out of 432 declared 
surplus had been sold for $1,432,693, the War Assets Corpora- 
tion said. 

The number of surplus planes of all types sold represented 
68 per cent of the total number of planes in civil operation 
prior to the war, it stated. It reported that a total of 59,376 
planes of all types had been declared surplus, that 16,837 of 
them had been sold, and that the receipts from the sales totaled 
$37,637,204 by the end of 1945. 


PAN-AMERICAN BERMUDA RECORD 

Out to break a record on its first commercial flight, a Lock- 
heed Constellation flown by Pan American World Airways cut 
1 hour and 44 minutes from the round-trip flight time New 
York to Bermuda and back on January 14. The 43-passenger 
clipper flew the 765 southbound run in 2 hours, 22 minutes. 
Time on the return trip against strong head winds was 3 hours, 
26 minutes. The plane carried the official American party to 
the joint civil aviation conference between the United States 
and Great Britain, which opened in Bermuda January 15. 

Pan American World Airways resumed service to France 
on daily schedules beginning February 15, with new 47-pas- 
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senger Constellation-type clippers, with an initial New York- 
Paris fare of $275. 


NEW AIR CARGO CONSOLIDATOR 


Domestic Air Express, a new air cargo consolidator firm, 
was organized in December, 1945, in Los Angeles, to deliver 
consolidated cargo on contract, on a national distribution basis. 
The company is headed by Paul R. Williams and John R. 
Walker, Jr. Mr. Williams stated that air freight rates under 
which his company operate are from 20 to 40 per cent less 
than those of commercial air lines, and less than half of air 
express rates. 


United Fruit, Vegetable Meeting 


Praise for the successful work of the association’s national 
fruit and vegetable claims committee, in reaching an agreement 
with the nation’s railroads for the settlement of war-delayed 
claims, was contained in the report of O. D. Miller, president, to 
the United Fresh Fruit & Vegetable Association, which held its 
annual meeting, January 21-24, at the Stevens Hotel, Chicago. 

Mr. Miller also called attention in his report to the new- 
type refrigerator car being built by the Illinois Central System, 
on recommendations. of the association’s refrigerator car com- 
mittee headed by John N. Kelley. “Further sound exploration 
into equipment improvement is assured with the recent an- 
nouncement by the Association of American Railroads, of a 
research setup financed by the transportation industry, which 
will employ a full-time engineering staff, to start at once upon 
a program which is to cover such matters as car design, con- 
struction and use, refrigeration, heating, ventilation, vibration 
and shock,” said Mr. Miller. 


He revealed that his association now has nearly 2,200 mem- 
bers representing all segments of the production, shipping and 
wholesale marketing of fresh fruits and vegetables. 


Death of William Garfitt 


Convention proceedings were sobered by announcement of 
the death of William Garfitt, 62, executive vice-president and 
secretary, who died at Doctors Hospital, Washington, D. C., 
January 21, following a brief illness. 

The convention named Clarence W. Kitchen, assistant di- 
rector, production and marketing administration, United States 
Department of Agriculture, to succeed Mr. Garfitt. 

In an address to the annual meeting of the association, 
January 23, Mr. Kitchen said that transportation was “the 
largest single item of expense in the marketing of farm products. 
Transportation charges, therefore, are a very significant part of 
the price spread between what the producer gets and what the 
consumer pays. Such costs have an important bearing on ability 
of farmers to reach certain markets with their products. It is 
of great importance that transportation charges be kept as low 
as possible consistent with revenue needs of the carriers; that 
satisfactory services be available; and that the rate structure be 
equitable as between production areas and markets and as be- 
tween commodities. An unreasonable freight rate to a given 
market acts in much the same way as a tariff barrier.” 

Mr. Kitchen stated that the Department of Agriculture, with 
a total expenditure of less than $400,000 during the past five 
years, had initiated or participated in actions which have brought 
savings of about $640,000,000 in the cost of transporting farm 
products. Though the program was formerly confined to rail 
transportation, in the past years a small additional fund became 
available to begin work on water transportation, he said. 

People who are disturbed by the spread between the price 
a producer receives and the price a consumer pays, or by the 
waste and inefficient handling of perishable fresh fruit and vege- 
tables in the wholesale markets in many of our big cities “do 
not understand the complicated job of distributing fresh fruit 
and vegetables over long distances, and tend to blame the so- 
called middleman for these conditions,” said Mr. Kitchen. 


Transportation Committee Report 


Reports from the various closed panel discussions, held 
earlier in the week, were made at a meeting of the association, 
the afternoon of January 23. 

Reporting for the transportation committee, H. W. Bishop 
stated that C. W. Taylor, manager, refrigerator car section of 
the A. A. R., had informed the committee that the shortage of 
reefers would continue for many months, due to a labor shortage 
and the fact that no new refrigerator cars have been built for 
several years. 

Mr. Bishop stated that there would be no ice shortage in 
the coming season comparable to that experienced in recent 
years. 

He said the committee opposed the incorporation in a per- 
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manent diversion tariff of the Commission’s service orders Nos. 
0 and 396. : . ; 

: The committee, he said, discussed heavier loading of freight 
cars with incentive rate reductions, and opinion was divided as 
to its desirability. 


Refrigerator Car Committee 


Reporting for the refrigerator car committee, John N. Kelley 
said that the industry’s number one problem was the supply of 
refrigerator cars. He said the railroads reported only 170,000 
R.S. type refrigerator cars in serviceable condition in the coun- 
try, plus approximately 8,000 in bad order. 

The committee has made a number of recommendations for 
features to be incorporated in all new and rebuilt reefers, in- 
cluding the following: Retention of the present standard-sized 
car; standardization of cars; reduction of dead weight through 
the use of lighter materials; easier riding; blower-type fans; 
four inches of insulation in floors and roofs, and three and one- 
half inches in the walls, etc. He said the committee preferred 
the present sized car rather than the giant car, which was too 
large for most shippers. A smaller unit for special products and 
for small-town distributors, would be practical, said he. 

Mr. Kelley praised the Illinois Central for building its new 
all-aluminum refrigerator car, insulated with fiber glass, with 
a fans, and other features recommended by the U. F. F. 
&V. A. 


He said the Burlington had also expressed keen interest in 
the association’s program. The committee will continue its 
refrigerator-car tests, launched last year, in cooperation with 
the Department of Agriculture, in the hope of obtaining still 
better reefers, reported Mr. Kelley. 


Air Transport Committee 


Claude N. Palmer presented a report of the air transport 
committee on behalf of Ralph E. Myers and Glenn F. Phillips, 
co-chairmen of the committee, who were unable to be present. 
Mr. Palmer called attention to a printed report, “Air Freight 
for Fresh Fruits and Vegetables,” released October 26, 1945, by 
Messrs. Myers and Phillips, presenting results of 30 test ship- 
ments of fruits and vegetables from California shipping points 
to 12 receivers in 9 terminal markets. The report, said Mr. 
Palmer, found that “air-borne perishables cannot, and will not, 
be shipped in more than meager volume at rates based on 26 
cents per ton mile.” 

While established airline carriers show little evidence of 
believing in any substantial future for air-borne perishables, 
said Mr. Palmer, an increasing number of young Army and 
Navy flying officers were calling upon the association in its 
Washington, D. C., office “eager to bet considerable money on 


their ability to fly cargoes profitably for themselves and their 
prospective shippers.” 


Such flyers were furnished full and accurate information 
by the association, were given a copy of the Myers-Phillips 
report, and a word of friendly caution about proceeding slowly, 
said Mr. Palmer. “We reason that, if the American Airlines, 
the United Airlines and the Flying Tigers can’t get air-cargo 
costs down to the average consumer’s level with Ralph Myers’ 
and Glenn Phillips’ experienced help, there isn’t much chance 
of its being done by a couple of young Army or Navy lieu- 
tenants.” 

A motion was carried to continue, and to enlarge if neces- 
sary, the air cargo committee. 


National Claims Committee 


Reporting for the national fruit and vegetable claims com- 
mittee, R. C. Neill said that settlements of the war-delayed 
Claims with the railroads were progressing satisfactorily and 
with no serious difficulties. He said that, regarding shipments 
delayed after August 15, 1945, several of the railroads had re- 
turned to the pre-war basis of handling claims. 

He said Mr. Williams, assistant to vice-president, traffic, 
of the Railway Express Agency, had appeared before the com- 
mittee and had suggested that agency claims be referred directly 
to him for handling. 


The report was accepted with the understanding the claims 
committee would continue until August, 1946, at the annual 
meeting of the International Apple Association, in Chicago. 


Freight Container Committee 


Austin E. Anson, reporting for the container committee, 
Suggested that the committee be retained and strengthened to 
representer all trade and regional groups, so that it can speak 
a8 an industry committee when meeting with the railroads. The 
committee is urging the simplification of container tariffs, Mr. 
Anson said. His report and recommendations were accepted. 

Before its adjournment January 24, the annual meeting was 
Scheduled to elect officers and adopt resolutions. 
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Heavier Loading of Perishables 


M. W. Clement, president of the Pennsylvania Railroad, 
told a meeting of the National League of Fresh Fruit and Vege- 
table Distributors, held in Philadelphia, that increased loadings 
of perishables in refrigerator cars would be necessary in order 
to avoid an increase in the rates a hundred pounds in the face 
of rising costs. 7 

“The 50-foot top bunker refrigerator car will load 950 
boxes, whereas your industry has been used to an average load 
of about 300 boxes,” he said. “Where the 300 boxes gave us 
20 cents per car-mile, the 950 boxes would give us 50 cents per 
car-mile, and out of that 50 cents per car-mile you could expect 
a lower rate for the higher minimum, and that is lower cost 
to you.” 

He continued by observing that, while railroads’ interest 
was in the revenue a car-mile, his hearers were interested in 
the rate a hundred pounds. If they could cooperate in keeping 
down the rate a hundred pounds and in keeping up the revenue 
a car-mile and a train-mile, ‘we should be contributing greatly 
to the economic welfare of both of our industries,” he said. 

He said those of his hearers who were Pennsylvania patrons 
before World War I went through the period of government 
control with the railroad, “and its 100 per cent increase in costs 
and its consequent 100 per cent increase in freight rates.” They 
knew, he said, the problems facing railroads and their patrons 
now. He continued: 

“Costs of railroad supplies and materials have already been 
substantially increased, and will be further increased on ac- 
count of the heavy increase in the component of labor costs 
which, in the long run, is the principal factor in the cost of any 
material or product. Wages of railroads’ own employes have 
been twice increased since 1940 and, as you all know, the move- 
ment is under way for a third increase. 


“In this situation, and in view of the experiences of World 
War I, let me earnestly suggest that every consideration for 
your own future welfare points to the necessity of our working 
closely together, so that there may be, as rapidly as possible, a 
recovery and an enhancement in the physical efficiency of rail- 
road transportation. Only by that means—only if we have your 
cooperation—can we keep to the minimum any increase in 
freight rates that may be necessary in the period ahead of us. 
There is no way in which you can more effectively help us to 
keep rates per hundred pounds under control than by cooper- 
ating with us to get up the load per car.” 


Mr. Clement observed that, following the first World War, 
the Pennsylvania had rebulit produce terminals practically ev- 
erywhere. Before the second World War began, he said, the 
railroad was in process of rearranging services and redesign- 
ing equipment the better to meet the needs of carload shippers 
and receivers and to produce more efficient transportation. That 
interrupted effort would be resumed, he said. 


He asked his hearers to give serious consideration to the 
fact that “the future tendency in the transportation of perish- 
ables will be for them to move to the market in the largest 
practicable carlot quantities. It is realized that some of you 
may perhaps feel a little reluctant on this point. It may require 
some measure of readjustment in the long-accustomed practices. 
Nevertheless, the evolution and progress of transportation make 
it inevitable that the trend of the future will be that way, and 
those in the industry who most successfully adjust their business 
methods to that trend will be those who will prosper most.” 


The economics of transportation would increasingly require 
the movement of practically all perishable foods from producing 
points in the United States and beyond to the great consuming 
markets to be concentrated into heavy carlot shipments, he said. 
He prefaced his description of the use of 50-foot refrigerator 
cars by saying the railroads were interested in their revenue for 
each mile a car was moved, because the relation of train-mile 
expenses to train-mile revenue was one of the principal factors 
in determining transportation rates, adding that “‘car-mile earn- 
ings make train-mile revenue:”’ To produce transportation in 
large volume, at attractive rates, said he, “we must be able to 
operate large trains of heavily loaded cars.” It was the large 
car, fully loaded, that the railroad desired to make attractive to 
the distributors, he said, both for their own benefit, and, in the 
end, for the railroad’s. 


PACIFIC FRUIT EXPRESS CAR ORDER 


Purchase of 2,000 new railroad refrigerator cars at a cost 
of about $12,000,000 has been authorized for Pacific Fruit Ex- 
press Co. by its joint owners, Union Pacific and Southern Pa- 
cific railroads. Last year the company obtained delivery of 
1,000 new cars to help haul an all-time record volume of per- 
ishables. This volume is expected to be approximated again in 
1946, according to K. V. Plummer, vice-president and general 
manager of Pacific Fruit Express. 








George R. Bradford, traffic manager of 
R. Wallace & Sons Manufacturing Co., 
Wallingford, Conn., was elected presi- 
dent of the Traffic Club of New Haven, 
at a meeting January 14. Other officers 


and directors elected are: First vice- 
president, George E. Robb, Erie Rail- 
road; second vice-president, J. P. Wil- 
liams, assistant traffic manager, National 
Folding Box Co.; secretary-treasurer, 
Vincent Reynolds, assistant to executive 
vice-president, New Haven Chamber of 
Commerce; directors (shippers): New- 
ton Morton, Bridgeport Brass Co.; Wil- 
liam J. Hodgetts, Seamless Rubber Co.; 
Joseph Fiasconaro, A. C. Gilbert Co.; 
Oscar E. Sandell, Peter-Paul, Inc.; Jo- 
seph F. Higgins, Winchester Repeating 
Arms Co.; directors (carriers): O. H. 
Grimm, New York Central Railroad; Ar- 
nold M. Ballou, Connecticut Motors; Vic- 
tor J. Hess, Republic Carloading Co.; 
Archibald Marshall, B. & M. Trucking 
Co.; and Don R. Gann, New York, On- 
tario & Western Railway. 


C. T. Kathrens, traffic manager of 
Montgomery Ward & Co., is the new 
president of the 
Portland, Ore., 
Transpor- 
tation Club. He 
succeeds Charles 
A. Stevenot, dis- 
trict manager, 
Republic Car- 
loading & Dis- 
tributing Co., 
Inc. The new 
vice president 
is George H. 
Hartwell, gen- 
a age a ee eral agent, Santa 
LOR DEON AOR. Tella Fe System; sec- 
retary, C. W. Laird, district freight 
agent, Canadian Pacific-Soo Line; treas- 
urer, H. R. McNally, traveling freight 
and passenger agent, Santa Fe System. 
Newly elected directors are: John W. 
Hendren, general freight agent, Repub- 
lic Carloading & Distributing Co., Inc.; 
James E. Singleton, traffic manager, In- 
land Navigation Co.; T. M. Swan, district 
manager, West Coast Fast Freight; 
Richard Ward, assistant to the traffic 
manager, the Union Pacific System, and 
Jess F. Winn, editor, Albrecht’s Routing 
Guide and the magazine Traffic Manager. 











The Milwaukee Junior Traffic Club 
will hold its mid-winter festival Febru- 
ary 2 at the Elks Club. 





Ernest E. Norris, president of the 
Southern Railway System, will be guest 
speaker at the annual meeting of the 
Winston-Salem Traffic Club, January 29, 
at the Hotel Robert E. Lee. New of- 
ficers will be installed. 





The Eastern North Carolina Traffic 
Club will hold its annual meeting Feb- 
easy 7, at the Goldsboro Hotel, Golds- 

Oro. 





The Junior Traffic Club of Kansas 
City, Mo., held its inaugural dinner dance 
and installation of officers, January 19, 
at the Hotel Continental. Andrew L. 


Henry, of the Missouri Pacific Lines, has 
been chosen president for the coming 
year. Other officers elected at the De- 
cember meeting are: First vice-presi- 
dent, Henry G. Bekemeier, Columbian 
Hog & Cattle Powder Co.; second vice- 
president, Allen E. Carter, Monarch 
Transfer & Storage Co.; two-year direc- 
tors: T. A. Mitchell, Santa Fe Railway, 
and R. H. Windsor, Cook Paint & Var- 
nish Co.; one-year directors: W. M. Bor- 
ing, Vendo Co.; J. H. Brown, Kansas City 
Southern Railway; L. L. Coleman, 
Tnemec Co.; and C. E. Graff, Burlington 
Transportation Co. Holdover directors 
are C. Gene Ewer of England Bros. 
Trucking Co., and Norman Schupp of 
Thompson-Hayward Chemical Co. 

The Traffic Club of Minneapolis held 
a main-street day meeting January 17, 
at the Hotel Nicollet, in recognition of 
the Northern Pacific Railway. J. P. 
Roddy was chairman of the day. 





The Traffic & Transportation Club of 
Pittsburgh will hold its annual dinner 
February 21, at the William Penn Hotel. 
William Daley, district manager for 
Transamerican Freight Lines, is general 
chairman of the dinner committee. 





The Oakland, Calif., Traffic Club in- 
stalled officers for 1946 at a meeting 
January 15 at the Athens Athletic Club. 
M. C. McCarl, traffic manager and as- 
sistant port manager of the Port of 
Oakland, is the newly elected president. 
Other officers and directors elected are: 
Vice-president, J. B. Patton; secretary, 
R.. D. Stokes; treasurer, D. N. Yeaman; 
directors: J. E. Miller, L. H. Wolters, 
and Fred Merkelbach. The club, besides 
sponsoring evening classes in traffic man- 
agement at Meritt Business School in 
Oakland, also sponsors a class for spastic 
children at the Jefferson School. 





T. J. Morcom, of the Ford Motor Co., 
spoke on the class rate investigation at 
the January 21 forum of the Motor City 
Traffic Club of Detroit, at the Hotel 
Detroit-Leland. H. A. Doeren, of the 
Ford company, was guest chairman. 

Commander Robert C. Lee, executive 
vice-president of Moore & McCormack 
Lines, spoke on “Ocean Transportation” 
at a forum luncheon, January 24, spon- 
sored by the Traffic Club of: New York, 
at the Biltmore Hotel. J. P. Krumech, 
club president, presided. 

Chairman Lea, of the House committee 
on interstate and foreign commerce, will 
be the speaker at the annual dinner of 
the Washington, D. C., Traffic Club, at 
the Hotel Mayflower, February 7. 





P. S. Gornto, general agent of the Old 
Bay Line, has been elected president of 
the Norfolk-Portsmouth Traffic Club. He 
will be installed at the club’s annual 
meeting February 16, at the Cavalier 
Hotel, Virginia Beach, Va. Other elected 
officers to be installed are: First vice- 
president, T. P. Bagby, Penrod, Jurdan 
& Clark Co.; second vice-president, L. E. 
Pentecost, manager, U. S. Lines; secre- 
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tary, D. J. Foley, U. S. Army port 
agency; and treasurer, T. R. Horton, 
traveling freight agent, Chesapeake & 
Ohio Railway. L. Brooks Woody, district 
freight agent of the Seaboard Air Line 
Railway, spoke on “The Railroads’ Con. 


Hotel. | 
Norton, 
the day. 
ment Ja 
fornia C 





















tribution to Victory,” at a meeting Janu. S J.1 

ary 17 at the Albany Restaurant. of the ' 
8 officers 

Carl E. Carlson, division freight agent joe Da 

Burlington Railroad, Rock Island, Ill, fe Rai 
was elected president of the Tri-City™™ wyatt 

Traffic Club, at a meeting held January tendent 

17 at Rock Island. Other officers elected secretat 

are: Vice-president, A. P. Schmitt, man-J% manage 

ager, Lee Transportation Co., Moline i treasure 

Ill.; secretary-treasurer, Herbert L. Hill pros. S 

manager, Traffic Bureau of East Moline Knowle 

Moline, Rock Island, Inc., Moline. Mem-@@ and di 

bers elected to the board of directors forf manage 

two-year terms are W. L. Cooper, Min-@ Jean D. 

neapolis Moline Power Implement Co. ness a 

Moline; Gene Newman, Standard For-@ Totush« 

warding Co., Moline; and G. W. Brown,@ road; ‘ 

Railway Express Agency, Davenport, Ia. C. & N 
T. V. Helcamp, new president of the Zn. P. 
Ex Paso, Texas, Traffic Club, is general Americ 
agent for the Corpor 

. Chicago, Rock® preside 

Island and Pa-@ St. Pa 

cific Railway at Other | 

El] Paso. He be-@ First v 

gan work with@™ eral ag 

the Rock Island Centra 

in the local@F.R. ¢ 

freight office at Mining 

Fort Worth,@ Guy E 

Texas, in 1920. Nation 

He held various ™@ Ligget 

positions in that Paul z 

office for the on 

next thirteen com 

oe See years, until 1933, @ mittee 
when he was made chief clerk to the strom, 
division freight agent at Dallas, Texas. Great 
Later in the same year, he was trans-™ Worth, 
ferred to Amarillo, Texas, also as chief Weste 
clerk to the division freight agent. Inj direct 
1942, he was sent to El Paso by the Rock Earl | 


Island to take over the position he now(g ©0.; | 
holds. Farm«e 
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The Springfield, O., Traffic Club held @ agent, 
a dinner meeting January 24 at the Hotel @ S. Bre 
Shawnee. President John Shoemaker @ Paul, 
was in charge. ice, a 
Lae club, 

Capt. L. J. Dow, commanding officer, § Thye, 
Naval air station, Dallas, Tex., spoke on [§ Speak 
“The Armed Service Merger Plan,” at jj Janue 


the January 14 meeting of the Transpor- 
tation Club of Dallas, at the Adolphus —, 





Hotel. J. R. Millikan was chairman of § * 
the program committee. ident 
bik cas OIE Trans 
The Omaha Traffic Club held its an- § Otte? 
nual dinner dance January 19 at the of * 
Blackstone Hotel. > 
Speakers at the January 21 meeting =. 
of the Traffic Club of the Lehigh Valley, LT 
held at the Hotel Bethlehem, Bethlehem, agent 
Pa., included the following: R. E. Bauder, ton | 
assistant general freight agent, Lehigh Bene 
& New England Railroad, who spoke on éral 
tariffs; B. M. Croll, freight traffic man- § p E 
ager, Reading Co., Philadelphia, who Desk 
spoke on solicitation; and A. E. Enoch, and 
Sr., chairman of the club’s educational Railt 
committee, who spoke on general con- don 1 
ditions. ter. { 
Edgar M. Wilson, general agent of the .. 
American President Lines, spoke on “The gove 
American Merchant Marine,” at the a 








January 21 meeting of the Los Angeles 


: nua! 
Transportation Club, at the Biltmore ual 
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7 port Hotel. H. R. Dorr, resident manager of 
lorton™ Norton, Lilly & Co., was chairman of 
ake &M@ the day. The club held a golf tourna- 
listrict{ ment January 18 at the Southern Cali- 


fornia Country Club. 





R. J. Roark has been elected president 
of the Traffic Club of Houston. Other 
officers elected are: First vice-president, 
Joe Dana, district freight agent, Santa 
Fe Railroad; second vice-president, 
Wyatt Walters, distribution superin- 
tendent, Magnolia Airco Corporation; 
secretary, Walter E. Schubert, traffic 
manager, Bering-Cortes Hardware Co.; 
treasurer, Howard E. Sherfy, Lykes 
Bros. S.S. Co.; chaplain, Dr. Harry G. 
Knowles, pastor, First Christian Church; 
and directors: F. A. Heimann, traffic 
manager, Pritchard Rice Milling Co.; 
Jean D. Neal, associate professor of busi- 
ness administration, University; T. P. 
Totushek, traffic agent, C. G. W. Rail- 
road; C. F. Zadnichek, general agent, 
c. & N. W. Railroad. 





E. P. Leininger, traffic manager of the 
American Radiator & Standard Sanitory 
Corporation, St. Paul branch, was elected 
president of the Transportation Club of 
St. Paul, at elections held January 15. 
Other officers and directors elected are: 
First vice-president, J. R. Teasdale, gen- 
eral agent freight department, New York 
Central System; second vice-president, 
F. R. O'Neill, traffic manager, Minnesota 





Tice at Mining & Manufacturing Co.; treasurer, 
Jorth,™@ Guy E. Dailey, vice-president, American 
1 1920.8 National Bank; secretary, Charles A. 
variousi™ Liggett, assistant traffic director, St. 
in that Paul Association of Commerce. W. M. 
r the Kidder, former president, automatically 
irteeni™ becomes chairman of the executive com- 
il 1933, @ mittee. New directors are E. W. Berg- 
to the strom, special traffic representative, 
Texas. ™ Great Northern Railway; C. O. Ells- 
trans-™ worth, public relations supervisor, North 
s chief ™@ Western Bell Telephone Co.; L. E. Luth, 
nt. In@™ director of traffic, National Battery Co.; 
e Rock Earl Mead, Buckingham Transportation 


1e nowlm™ Co.; G. L. Swenson, traffic manager, 
Farmers Union Exchange, Inc.; and E. 








N. Phelps, assistant general freight 
b held @ agent, Soo Line Railway. Colonel Harry 
> Hotel @ S. Bronson, Ramsey County engineer, St. 
maker Paul, told of his experiences in the serv- 
ice, at the January 22 meeting of the 
club, in the Hotel Lowry. Edward J. 
officer, @ Thye, governor of Minnesota, will be the 
oke on @ Speaker at the club’s anniversary dinner 
in,” at ™ January 31. ° 
inspor- _—— rat ‘ 
lolphus H. D. Minnis, district freight agent, 
nan of @ Southern Railway, has been elected pres- 
ident of the High Point Traffic and 
Transportation Club, of High Point, N. C. 
ie om Other officers and directors elected are: 
at the Vice-president, D. W. Hunter, president 
of Hunter Coal & Ice Co.; secretary- 
treasurer, G. T. Smith, Heritage Furni- 
neeting ture, Inc.; chairman, I. B. Dunn, man- 
Vall ey ager, Security Warehouse Co.; directors: 
oe ae J. T. Bruton, assistant general freight 
lassen: agent, High Point, Thomasville & Den- 
Lehigh ton Railroad; J. J. Corrigan, secretary, 
ine om Slane Hosiery Mills; R. D. Davis, gen- 
ye eral manager, W. A. Davis Milling Co.; 
whee D. E. Headen, assistant manager, Myrtle 
Enoch, fg Desk Co.; O. A. Kirkman, vice-president 
ational and general manager, H. P. T. & D. 
7 eon Railroad; L. G. Monroe, secretary, Bur- 
ton Upholstering Co.; and R. E. Slaugh- 
of the @ (& traffic manager, L. H. Bottoms Truck 
n“The @ Lines. J. Melville Broughton, former 
t the @ S0vernor of North Carolina, will deliver 
ngeles the principal address at the club’s an- 





hua! meeting, January 30, at the Emery- 
wood Country Club. 





Itmore 









Paul H. Hardin, assistant traffic man- 
ager of the Coca Cola Co., has been 
elected president of the Transportation 
Club of Atlanta, Ga.- Other officers and 
directors chosen are: First vice-president, 
W. C. Carroll, claim agent, C. & W. C. 
Railway; second vice-president, Rupert 
Murphy, traffic manager, Georgia-Ala- 
bama Textile traffic association; rail- 
road directors: Wallace C. Wathen, claim 
agent, L. & N. R. R.; William T. Quarles, 
claim agent, A. B. & C. Railroad; ‘indus- 
trial directors, B. Lee Whaley, traffic 
manager, Sears Roebuck & Co.; Hiram 
C. Blair, traffic manager, Atlantic Steel 
Co.; motor carrier directors: J. A. Pratt, 
district manager, Mason-Dixon Lines; 
J. H. Denson, United Motor Freight 
Terminals; other directors: Victor C. 
Little, district traffic manager, Delta 
Air Lines; and A. D. Satterwhite, super- 
intendent, Railway Express. The club 
held its annual banquet and installation 
of officers January 24. 





G. E. Walton, Canadian freight agent, 
Lehigh Valley Railroad, has been elected 
president of the Transportation Club of 
Toronto. Other officers and directors 
elected are: First vice-president, W. E. 
Costello, Canadian representative, Suth- 
erland International Despatch; second 
vice-president, C. S. Noble, Motorways 
Limited; secretary, W. G. Hamilton, 
chief investigator, freight claim depart- 
ment, Canadian Pacific Railway; treas- 
urer, W. E. Hendershot, freight traffic 
manager’s office, Canadian National Rail- 
ways; directors: C. E. Hunt, general 
freight agent, Canada Steamship Lines; 
W. Ferguson, traffic manager, Colgate- 
Palmolive-Peet Co., Ltd., John Ritchie, 
traffic manager, Canadian Industries 
Ltd.; K. J. Bays, general agent, Chicago 
Rock Island & Pacific Railway; John 
Donaldson, agent, Canadian Pacific Ex- 
press Co.; R. Halliday, sales manager, 
R. Laidlaw Lumber Co., Ltd.; A. M. 
Kirk, passenger traffic manager, Cana- 
dian National Railways; S. O. Martin, 
general superintendent, Canadian Na- 
tional Express Co.; C. R. Patterson, sales 
department, Nestle’s Milk Products Co., 
Ltd.; G. E. Smith, division freight agent, 
Canadian National Railways; E. F. 
Thompson, steamship general agent, 
Canadian Pacific Railway Co.; and A. 
Walker, general freight agent, Canadian 
Pacific Railway Co. 





The Cincinnati Traffic Club will hold 
its annual dinner February 19 at the 
Netherland Plaza. 





Major John T. FitzSimmons of the 
Plymouth Congregational Church, Bel- 
mont, was the guest speaker at the Janu- 
ary meeting of the Women’s Traffic Club 
of New England, at Boston. James H. 
Nicholson, of the Federal Bureau of In- 
vestigation, will be guest speaker at the 
February meeting, and Margaret Mc- 
Govern, dietitian for the New. Haven 
Railroad dining car service, will tell of 
her work. The club meets at the Parker 
House, Boston. 





Bob Adair spoke on “A Modern Mir- 
acle” at the January 21 meeting of the 
Traffic Club of St. Louis, at the Hotel 
Statler.” 





Lt. Comdr. Alexander P. Chopin, east. 


coast director of public relations for the 
U. S. merchant marine, was guest 
speaker at the January steamship night 
meeting of the Traffic Club of Eastern 
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Connecticut, Norwich, Conn. W. R. 


Hastedt, club president, presided. 





George Stoik, of the Cleveland-Cliffs 
Iron Co., was elected president of the 
Green Bay Traffic Club, succeeding Ray 
Laubenstein, Leicht Transfer & Storage 
Co., who automatically becomes a mem- 
ber of the board of directors. Other 
officers and directors chosen are: Vice- 
president, Frank Buth, Olson Transpor- 
tation Co.; secretary, Leroy Krueger, 
Alwin Manufacturing Co.; treasurer, L. 
C. Gaffney, Green Bay & Western Lines; 
directors: Norris Lauder, Green Bay 
Food Co.; Nic Wahl, Wisconsin Public 
Service Corporation; and George Bailey, 
Olson Transportation Co. 

Dr. Samuel N. Stevens, president of 
Grinnell College and president of the 
Personnel Institute of Chicago, was guest 
speaker at the annual bosses’ night din- 
ner of the Women’s Traffic Club of Los 
Angeles, January 23, at the Jonathan 
Club. 





Ernest E. Norris, president of the 
Southern Railway System, will be the 
speaker at the annual meeting of the 
Winston-Salem Traffic Club, January 29, 
when newly elected officers of the club 
will be installed. 





Henry F. McCarthy, executive assist- 
ant to president, New Haven Railroad, 
will speak on transportation in the fu- 
ture, at the annual meeting of the Traffic 
Club of the Providence, R. I., Chamber 
of Commerce, February 11, at the Nar- 
ragansett Hotel. 

The February meeting of the Pacific 
Traffic Association of San Francisco will 
be a sports night affair, with the pro- 
gram to be announced shortly. 

P. W. Hall, local traffic representative 
at Williamsport, Pa., for the Bethlehem 
Steel Corporation, is president of the 
newly formed Central Pennsylvania 
Traffic Club, an outgrowth of evening 
courses in traffic management conducted 
in Williamsport and Lock Haven, Pa., 
by the Pennsylvania State College ex- 
tension school. Other officers and di- 
rectors are: Vice-president, J. P. Quinn, 
traffic manager, E. Keeler Co.; secretary, 
C. R. Bell, traffic manager, C. A. Reed 
Co.; treasurer, C. O. Bender, rate clerk, 
Pennsylvania Railroad -billing bureau; 
board of governors, in addition to the 
above: J. R. Crew, traveling freight 
agent, Reading Co.; S. T. Wolen, traffic 
manager, Chef-Boy-Ar-Dee Foods, Mil- 
ton, Pa.; A. R. Bubb, traffic manager, 
Aviation Corporation; George E. Clem- 
ents, assistant sales supervisor, Central 
Cable Corporation, Jersey Shore, Pa.; 
and P. W. Hartsock, traffic manager, 
Warner Co., Bellefonte, Pa. F. B. Vande- 
grift, division freight agent, Pennsylvania 
Railroad, was master of ceremonies at 
the club’s first ladies night meeting, Jan- 
uary 15. A nominating committee will 
be elected at the February meeting, 
preparatory for the annual election in 
April. Monthly meetings are held the 
third Tuesday:in Williamsport. 





Roland M. Wolf, district manager, In- 
ternational Forwarding Co., has been 
elected president of the Transportation 
Club of Seattle. Other officers and di- 
rectors chosen are: First vice-president, 
Warren G. Smith, district freight agent, 
Pennsylvania’ Railroad; second vice- 
president, Wilbur Lyman, traffic man- 
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ager, Moore-McCormack Lines; secre- 
tary-treasurer, S. W. Elmore, general 
agent, freight department, Northern Pa- 
cific Railway; directors: G. Warren 
Averill, traffic representative, United Air 
Lines; Nels R. Howe, general agent, 
Kansas City Southern; and Star O. 
Yocum, traffic manager, Jas. Farrell & 
Co. 


A new technicolor film, “Meat and 
Romance,” was presented at the Janu- 
ary 25 meeting of the Transportation 
Club of Salt Lake City, at the Hotel 
Utah. A representative of the National 
Livestock & Meat Board of Chicago was 
guest speaker. 

Samuel O. Dunn, editor of Railway 
Age, spoke on “The Place of Transpor- 
tation in Private Enterprise,” at the 
annual dinner of the Traffic Club of St. 
Louis, held January 16 at the Hotel 
Jefferson. George C. Smith, president 


of the St. Louis Chamber of Commerce, 
acted as toastmaster. 


The Traffic Club of Norristown, Pa., 
will hold its January 31 meeting at 
Bungalow Inn. A board of governors’ 
meeting will precede the regular meet- 
ing, on the same date. 


The Commercial Traffic Managers of 
Philadelphia will meet February 5 at 
Hotel Benjamin Franklin. 


The Cincinnati Traffic Club will elect 
new officers at a meeting January 31 in 
the Alms Hotel. 


Col. Ray C. Fountain of the U. S. 
Army intelligence division was guest 
speaker at the January 21 meeting of 
the Transportation Club of Des Moines, 
at the Pastime Club. The club will hold 
its annual dinner dance February 20 at 
the Des Moines Golf and Country Club. 
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The Quincy, Ill., Traffic and Transpor- 
tation Club will hold its annual ladies 
night meeting February 7 at the Lincoln- 
Douglas Hotel. Joe E. Brown is chair- 
man. 





The Transportation Club of Decatur, 
Ill., will meet February 12 at the Or- 
lando Hotel. 


Frank B. Dugan has been elected 
president of the Transportation Club of 
the Rochester, N. Y., Chamber of Com- 
merce. Other officers elected are: First 
vice-president, Norman G. Kleisley; sec- 
ond vice-president, Arthur J. Dailor; 
secretary and treasurer, Frederick W. 
Burton; and assistant secretary, Warren 
A. Rawson. The club held a round table 
discussion January 24 at the Chamber 
of Commerce, discussing .developments 
in the class rate case, proposals of motor 
carriers to increase rates, and heavier 
loading of freight cars. 


































MID-WEST ADVISORY BOARD 


Sidney Anderson, president of the Transportation Associa- 
tion of America and vice-president of General Mills, Inc., Min- 
neapolis, will be the speaker at a luncheon, January 31, at the 
Palmer House, Chicago, to be sponsored jointly by the Traffic 
Club of Chicago and the Mid-West Shippers Advisory Board. 
The luncheon will be held in connection with the advisory 
a twenty-second annual meeting that day, at the same 

otel. 

In addition to reports from the standing committees, sev- 
eral reports and addresses are scheduled. J. E. Bryan, general 
traffic manager, Wisconsin Paper & Pulp Manufacturers Traf- 
fic Association, Chicago, will speak on plans for the perfect 
shipping campaign for 1946. R. E. Clark, manager of the closed 
car section, car service division of the Association of American 
Railroads, Washington, D. C., will report on national transpor- 
tation conditions. 

C. A. Lahey, vice-president of the Quaker Oats Co., Chicago, 
will talk on “Preservation of the Functions of Shippers Advis- 
ory Boards.”  , 

M. N. Billings, Illinois Manufacturing Association and chair- 
man of the nominating committee, will submit a report. 

Both the railroad contact and the executive committees 
will meet January 30 at the Palmer House, at 10 a. m. and 2 
p. m. respectively. 

The following men will report for the standing committees: 
Executive, Clayton F. Devine; legislative, Charles W. Stadell; 
freight loss and damage, A. McGinness; vigilance, A. H. Schwie- 
tert; railroad contract, J. J. Mahoney; planning, Fred A. 
Schliefer; and report of district manager, J. J. Hayden. Irving 
M. Peters, general chairman, will open the meeting. 


NORTHWEST ADVISORY BOARD 


Col. Alvin B. Barber, manager of the transportation and 
communications department of the Chamber of Commerce of 
the United States, Washington, D. C., spoke on “Our Responsi- 
bility Toward Transportation,” at a joint luncheon, January 24, 
sponsored by the Northern Shippers Advisory Board and the 
Traffic Club of Minneapolis, at the Hotel Nicollet, Minneapolis. 

George H. Shafer, alternate general chairman of the ad- 
visory board and western traffic manager, Weyerhaeuser Sales 
Co., was toastmaster. The affair was held in conjunction with 
the diamond jubilee meeting of the advisory board. 


NEW BURLINGTON REEFERS 


The Burlington Route had on exhibition, at Chicago, the 
week of January 21, two newly built refrigerator cars intended 


for experimental use in determining the design of the ideal 


refrigerator for all-purpose freight service in the coming years. 
The cars, one of which is fitted with collapsible end bunkers 
and the other with bunkers under the roof, are in part an 
outgrowth of recommendations made by a special committee 
of the United Fresh Fruit and Vegetable Association a year 
and a half ago (see Traffic World, September 2, 1944, p. 578). 
The end-bunker car is fitted with fans to circulate the air 
upward through the ice and thence through the car. The 
system is designed to maintain even temperatures in all parts 
of the car. Portable heaters may be used in the car when it 
carries perishables susceptible to damage from frost. The top- 
bunker car obtains air circulation by convection. It is fitted 
with a built-in heater, under the car floor, which uses charcoal 
as fuel. Both cars have thermometers low on the outside walls 





so that top and bottom temperatures of the interior may readily 
be observed. 


MARSH T-HANDLE STENCIL BRUSH 


A new post-war T-handle fountain brush for stencil mark- 
ing is now available from the Marsh Stencil Machine Co., Belle- 
ville, Ill. The brush has a T-shaped handle for firmer grip, is 
constructed of cast aluminum, and has a hollow handle which 
contains ink sufficient for marking 500 stencils before refill, 
according to the company. 





No. 29433, Sub. 2, Mobile Traffic Association, Mobile, Ala., vs. C. of G. 
et al. 

Alleges rates on liquefied petroleum gas, 10 carloads of which 
were received by two of its members from St. Elmo, Ill., from 
Feb. 1 to Fed. 12, 1944, in violation of sections 1, 2, 3, and 6, by 
reason of calculation of freight charges based on 6.6 pounds a 


gallon instead of 4.7 pounds. 
and reparation of $26.13. 
Mobile 1, Ala.) 

No. 29458, Inland Navigation Co., Vancouver, Wash., vs. Amador Cen- 
tral et al. 

Alleges refusal by defendants to establish joint through routes 
and rates between ports and points in the area tributary to the 
Columbia River in violation of section 1, and alleged refusal of 
Union Pacific and Oregon Trunk to establish joint through routes 
and rates at or near Celilo Falls, Ore., in violation of section 3. 
Asks cease and desist order, establishment of joint through routes 


Asks cease and desist order, rates, 
{David Knapp, Jr., P. O. Box 17, 


and rates on a differential bases of 20 per cent below lowest exist- | 


ing all-rail rate; establishment by U. P. and O. T. of interchange 
point near Celilo Falls; and that each of defendants be required 


to construct rail spur connections to water terminals on the § 


Columbia, Snake and Willamette Rivers. (Howard Dent, Jr., The 
Dalles, Ore., and J. M. Hickson, 1012 Yeon Bldg., Portland Ore.) 


No. 29459, Cy Carney, Fayetteville, Ark., vs. C. R. I. & P. et al. 
Alleges rates on liquefied petroleum gas, received since Decem- 
ber 16, 1945, from points in Oklahoma, in violation of section 1, 
because freight charges were based on estimated weight of 6.6 
pounds a gallon, instead of 4.7 pounds a gallon. Asks cease and 
desist order, rates, and reparation of $2,461.78. 


MC C-516, Fitch Trucking Co., Cleveland, O.—Revocation of Certificate. 
Investigation instituted by Commission, division 5, into operations 
of Clayton Fitch, dba Fitch Trucking Co., under certificate in MC 
90826. Show cause order issued as to respondent’s operations in 
conformity with certificate or revocation of certificate. 
No. 29460, Armour & Co., Chicago, Ill., vs. Railway Express. 

Alleges rates on cheese and other dairy products, shipped from 
Columbus, O., to points in Virginia, West Virginia and Tennessee, 
in the two years preceding filing of complaint, in violation of 
section 6. Asks cease and desist order, rates, and reparation of 
$1,000. (Paul E. Blanchard, 4301 S. Racine Ave., Chicago 9, IIl.) 


No. 29461, Omaha Grain Exchange of Omaha, Neb., vs. Missouri Pacific. 
Rates on grain and grain products to Omaha, Neb., market, 
including Council Bluffs, Ia., from points in Kansas on the Missouri 
Pacific from Concordia, and west, known as the Central Branch, in 
violation of sections 1 and 3. Asks cease and desist order, and 
rates. (John A. Kuhn, Traffic Manager, Omaha Grain Exchange, 
729 Omaha Grain Exchange Bldg., Omaha, Neb.) 
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LAST WORD IN LOCOMOTIVES! 


Central's giant new 6,000 horsepow- 
er “Niagara” Type Locomotives for 
fast freight and passenger service. 
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Ernest E. Hostler, a member of the 
Washington staff of the National Indus- 
trial Traffic League since June, 1943, has 
accepted an appointment as chief of high- 
way administration, transportation divi- 
sion, Office of Military Government of 
the United States, with headquarters in 
Berlin, Germany. James D. Mann, who 
has returned to civilian status after hav- 
ing served in the Navy with rank of 
lieutenant since June, 1943, has resumed 
his duties as assistant treasurer of the 
league. 

a i ; 

Glenn D. Eddy, traffic manager of the 
Welch Grape Juice Co., Westfield, N. Y., 
will retire February 1 after 27 years 
of service. Mr. Eddy will set up the 
Grape Belt Traffic Service Bureau at 
Westfield. 

* * * 

Ray W. McEvoy, former manager for 
Transamerican Freight Lines at Erie, 
Pa., and Jamestown, N. Y., has been ap- 
pointed traffic manager of the Art Metal 
Construction Co. at Jamestown, succeed- 
ing R. C. Kohn, who died December 9 
after 39 years of service. 

* * * 

Warren T. Scott has been appointed 
assistant district traffic manager of 
Boyle-Midway, Inc., Jersey City, N. J., 
a division of the American Home Prod- 
ucts Corporation. Traffic World in its 
January 19 issue had erroneously re- 
ported that Mr. Scott had been appointed 
district traffic manager. 


Howard M. Waybright, for the past 
17 years in charge of traffic for the 
Boston office of Eastern Gas & Fuel 
Associates, has been named_ general 
traffic manager of charge of traffic ac- 
tivities for all divisions and subsidiaries, 
with headquarters in Boston. Lawrence 
Peterson has been named assistant gen- 
eral traffic manager, supervising traffic 
for Eastern’s coal division and Koppers 
Stores, with headquarters in Pittsburgh, 
where for many years he was a member 
of the traffic department of Koppers 
Co., Inc. 

ca * * 

Charles R. Seal, transportation di- 
rector of the Baltimore Association of 
Commerce, recently appointed by the 
Interstate Commerce Commission as di- 
rector of its Bureau of Water Carriers 
and Freight Forwarders, has announced 
he will not assume his duties with the 
Commission ‘until February 1. Until that 
time he will continue in his present 
position. 

* * * 

A. F. McCallum, who has been with 
the Freight Audit Co. of Chicago for 
more than 20 years, has resigned and 
accepted an executive position with the 
Traffic Research Institute, of Akron, O. 
As chief auditor, he will have charge 
of claims, rates and tariffs. 

* * * 


Three new directors were named to 
the board of the Missouri-Kansas-Texas 
Railroad Co., filling vacancies caused by 
resignations, at a meeting in St. Louis, 
January 22. The directors named are 
William J. Morris, chairman of the board 
of the Continental Supply Co., of Dallas, 


Tex.; William N. Thornton, vice-presi- 
dent and general manager, Longhorn 
Portland Cement Co., San Antonio, Tex.; 
and Richard C. Muckerman, vice-presi- 
dent, City Ice & Fuel Co., St. Louis. 
Mr. Morris succeeds Lewis E. Pierson, 


Mr. Thornton succeeds Frank K. Hous- — 


ton, and Mr. Muckerman succeeds 
Francis F. Randolph. John A. Peterson, 
St. Louis, who has been on the secre- 
tarial staff of the executive department 
of the Katy for many years, was named 
assistant secretary of the company. 


John Charles White has been named 
vice-president-New York, of the Penn- 
sylvania Railroad, succeeding George 
LeBoutillier, who will retire after more 
than half a century of service. Mr. 
White will also serve as vice-president 
of the Long Island Rail Road. Paul E. 
Feucht has been appointed general man- 
ager of the Pennsylvania’s central region, 
at Pittsburgh, succeeding Mr. White. 
Herman H. Pevler has been appointed 
general manager of the western region 
at Chicago, succeeding Mr. Feucht. J. P. 
Newell, Jr., has been appointed general 
superintendent of the eastern Pennsyl- 
vania division, at Harrisburg, Pa. A. F. 
McIntyre has been appointed general 
superintendent of the southwestern divi- 
sion, at Indianapolis. 

* * * 

George J. Ruby, who recently sold 
his financial interest in the Freight Traf- 
fic Institute, Chicago, to J. A. Burkley, 
continues with the institute as registra- 
tion and employment director. 


Irving T. Sorge has been appointed 
foreign traffic manager of the New 
Haven Railroad, with headquarters at 
Boston, succeeding William J. Fillingim, 
who has been appointed district traffic 
manager with headquarters in Boston, 
specializing on sales and development 
matters. James F. Wallace, Jr., has 
been appointed district traffic agent in 
charge of the new traffic office opened 
in St. Louis, Mo., by the railroad. 


F. B. Robins has been appointed staff 
assistant of the Atlantic Coast Line 
Railroad Co., Wilmington, N. C. G. L. 
Cain has been appointed assistant to 
the president. 


* * * 


J. E. Doud has been appointed assist- 
ant general freight agent at Amarillo, 
Tex., for the Panhandle & Santa Fe 
Railway Co., succeeding F. R. Ebersole, 


promoted. 
* ok * 


Dan V. West has returned from the 
armed forces and has been appointed 
freight traffic agent at Savannah, Ga., 
for the Nashville, Chattanooga & St. 
Louis Railway. 

* * * 

G. L. Kenny has returned from mili- 
tary service to resume his former posi- 
tion’as commercial agent at New York 
City for the Denver & Rio Grande West- 
ern Railroad Co. . 

LeRoy Morris, Jr., has been released 
from military service and appointed 
commercial agent at Hattiesburg, Miss., 
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for the Mississippi Central Railroad Co., 
succeeding D. G. Buchanan, resigned. 
* * * 


L. C. Williams has been appointed 
commercial agent at Baltimore for the 
Erie Railroad Co. T. E. Duddy has been 
appointed commercial agent at Boston. 

* * 


Eugene M. Cheney has returned from 
the armed services and has been ap- 
pointed assistant traffic manager, Chi- 
cago, for the Waterloo, Cedar Falls & 
Northern Railroad. Previous to joining 
the armed forces he was general travel- 
ing agent, traffic department. 


W. L. Richardson has been elected 
vice-president in charge of traffic, with 
haedquarters at Quanah, Tex., of the 
Quanah, Acme & Pacific Railway Co. 


Stephen Edward Cotter, retired chief 
operating officer of the Wabash Railroad 
Co., died January 16 at Tucson, Ariz. Mr. 
Cotter came from a family of railroad 
men. He started with the Wabash as 
night telegraph operator at Blue Mound, 
Tll., in 1885. After 52 years of continu- 
ous service, he retired in 1937, and since 
then has traveled in practically every 
country in the world. 

* * * 

The traffic department of the Union 
Pacific Railroad Co. announces the fol- 
lowing appointments, effective Febru- 
ary 1: Sam Reinhardt, general agent, 
freight department, Kansas City, Mo.: 
W. A. Shook, general agent, Glendale, 
Calif.; J. L. Brechin, general agent, Riv- 
erside, Calif.; J. E. Pilon, district freight 
and passenger agent, Atlanta, Ga.; and 
C. M. Brown, general agent at Dallas, 
Tex. 

oo * * 

The Missouri Pacific Lines announce 
the following appointments: G. L. Har- 
mon, commercial agent, Kansas City, 
Mo.; J. A. Bloodworth, district pas- 
senger and freight agent, Atlanta, Ga.; 
and W. E. Shuemake, district passenger 
and freight agent, Birmingham, Ala. 

* * 


_ William T. Treleaven, retired general 
livestock agent for the Santa Fe Rail- 
way, died at his home in Dallas, Janu- 
ary 21. Mr. Treleaven began his rail- 
Way career as an express messenger in 
1879, was appointed general livestock 
agent in 1917, and retired in 1936. 


Lt. Park Robbins has returned from 
the Navy to resume his position as com- 
mercial agent, Chicago, for the Midland 
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Valley Railroad Co., the Kansas, Okla- , 


homa & Gulf Railway Co., and the Okla- 
homa City-Ada-Atoka Railway Co. 


* * * 


William S. Link has been appointed 
district freight agent at Atlanta, Ga., for 
the Georgia & Florida Railroad. Elton 
N. Meaders has been appointed com- 
mercial agent at Valdosta, Ga. 

* * * 


Ross E. Chappell has been appointed 
assistant general passenger agent for 
Santa Fe Railway’s Coast Lines, with 
headquarters at Los Angeles. He suc- 
ceeds F. E. Stewart, deceased. 

* * * 


Lt. Col. William S. Lawrence, deputy 
director of the Chicago procurement of- 
fice, and Major Reed M. Titus, officer- 
in-charge, Army-Navy consolidating sta- 
tion, were awarded the legion of merit 
on January 15 by Col. I. Sewell Morris, 
commanding officer, sixth transportation 
zone. Col. Lawrence instituted inspec- 
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It's the new, peaceful year, 1946, 
and America stands on the threshold 
of twelve exciting months of fresh 
opportunity. As peace settles on the 
land of the free, industries and 
people hurry on to a newer, happier 
way of life. They are dreaming new 
dreams, making new plans... the 
proudest, strongest nation on earth. 

How bright is this New Year! 

Into this pleasant picture fits ROCK 
ISLAND LINES, serving a people with 
the transportation facilities they need 
for making their dreams and plans 
come true. 

For those who dream of vacations 
later on this year . . . here they are 
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... swift, modern, comfortable trains 
that literally zip them out where 
recreation begins. Direct routes to 
vacation lands...to the north, east, 
south and west; to restful spots where 
aman can enjoy a bit of lackadaisical 
life, oblivious of the rest of the world. 

Of particular import to business 
men planning a new business... or 
reconverting a present one... ROCK 
ISLAND LINES will haul the materials 
and supplies they need, take their 
finished goods to market. New freight 
services are offered... better, swifter, 
more efficient than ever... fast Diesel- 
powered freight locomotives... 
regularly-scheduled Rocket Freights. 


Rock 
Island 
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ROCK ISLAND LINES 
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tion procedure and procurement policies 
that were instrumental in the rapid de- 
livery of more than $243,000,000 in trans- 
portation corps supplies in this area, Col. 
Morris said. Major Titus was responsible 
for the movement of millions of tons of 
government freight since 1943. 
* * * 


Samuel M. Felton is the new full time 
president of the American Railway Car 
Institute. This was formerly an honorary 
position held by the presidents of various 
car building companies. The organization 
includes the leading builders of both pas- 
senger and freight cars. 

* * * 

Maxwell A. Goodwin, lately major on 
the staff of General Somervell, has re- 
turned to his pre-war position as man- 
ager of the Chicago office of Clark Truc- 
tractor, division of Clark Equipment Co. 

* * * 

John A. Baldinger has been appointed 
assistant sales manager of the Automatic 
Transportation Co., Chicago, division of 
Yale & Towne Manufacturing Co. and 
manufacturer of electric-propelled mate- 
rial handling equipment. 

cK 


John A. Sowers, manager of the world 
trade department, Oakland Chamber of 
Commerce, has announced his resigna- 
tion, effective February 1. He will join 
the Los Angeles Chamber of Commerce 
as assistant manager of the world trade 
department. 

* * * 

F. A. Foster has been appointed mer- 
chandise manager in charge of battery, 
accessory and repair material sales for 
the Gillette tire division of United States 
Rubber Co., succeeding J. J. Stephens, 
appointed merchandise manager for Gil- 
lette tires and tubes. 

* * * 

Four representatives of the American 
shipping industry sailed on the Queen 
Elizabeth on January 18, to attend the 
last sessions in London of the United 
Maritime Authority, on February 4. The 
men are John F. Gehan, vice-president 
of the American Export Lines; Thomas 
E. Cuffe, vice-president of the American 
President Lines; John E. Cushing, presi- 
dent of the American Hawaiian Lines; 
and Almon E. Roth, president of the Na- 
tional Federation of American Shipping. 

* * * 


Edmund D. Osbourne has returned 
from the maritime service and has been 
appointed traffic manager of the Union 
Barge Line Corporation, Pittsburgh. 
Henry A. Stout has been appointed as- 
sistant traffic manager. Warnes J. Banes 
has been appointed general agent at 
Houston, Tex. Charles T. Campbell has 
been elected vice-president. Other of- 
ficers of the company are: President, 
Alex. W. Dann; executive vice-president, 
A. S. Osbourne; and vice-president, 
Lowell L. French. 


* * * 


Howard G. Beadle has returned from 
the Navy and been appointed operating 
manager at San Francisco for the Inter- 
ocean Steamship Corporation. Homer B. 
Harris has been appointed operating 
manager, Los Angeles Harbor. R. G. 
Jubitz, Jr., has been appointed traffic 
manager, intercoastal service, Portland, 
Ore. J. G. Pacey has been appointed 
operating manager at Seattle. 

* * * 


Major General Elmer E. Adler, after 
37 years of military service with the 
Army, has retired from active duty to 
accept the position of vice-president and 





general manager of the Aerovias Braniff, 
Mexican associate airline of Braniff Air- 
ways, Inc. Other officers elected for 
Aerovias Braniff are: President, T. E. 
Braniff; vice-president and general coun- 
sel, Antonio Correa; vice-president traf- 
fic, Douglas Stockdale; treasurer, Alberto 
Sanchez Llorente; and secretary, W. L. 
Clayton. 


* * * 


Col. Raymond C. Stone -has retired 


from active duty as commander of the 
8th transportation zone and director of 
transportation 8th service command, and 
returned to Houston and Galveston, Tex., 
to resume his duties as active head of 
the Stone Forwarding Co. 

* * * 


William N. Andrews has recently been 
released from the Naval Reserve, and 
has returned to the Trailmobile Co., Cin- 
cinnati, as director of public relations. 

* * * 


Lt. Col. L. S. Reid has been appointed 
district traffic manager for Northwest 
Airlines at Chicago, succeeding W. H. 
Fobes, Jr., who has been appointed spe- 
cial assistant to R. O. Bullwinkel, vice- 
president, traffic, St. Paul. The company 
has adopted a comprehensive organiza- 
tion plan, providing the firm with several 
new vice-presidents, as follows: E. I. 
Whyatt, executive vice-president; W. 
Fiske Marshall, vice-president opera- 
tions; A. E. Floan, vice-president, secre- 





Tariff Interpretation — Pick-up and De- 
livery—Any Quantity Rates 

North Carolina.—Question: We would 
like very much to have your opinion as 
to whether or not shipments of cotton 
underwear, weighing 17,000 pounds, 
loaded at our platforms here, rated as 
clothing under Item 12950 of Curlett’s 
Exceptions to Southern Classification No. 
141-A, I. C. C. A-786, to a point on the 
New Haven in Connecticut, are entitled 
to store door delivery if agent at desti- 
nation has been authorized to make de- 
livery of all shipments of inbound freight 
at a designated street address where 
other shipments are being delivered and 
no obstacles to prevent such service. 


Attention is directed to Third Class 
rating on both less carload and carload 
shipments in excess of 12,000 pounds. 
Your response, with quotation of any 
classification or exception rule or to those 
carried in Curlett’s Pickup and Delivery 
Service Tariff I. C. C. A-739, will be ap- 
preciated. 

Answer: It is our opinion that a ship- 
ment of 17,000 pounds of cotton under- 
wear rated per Item 12950 of Agent Cur- 
lett’s I. C. C. No. A-786, Exceptions No. 
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tary and general counsel; Linus C. Glotz- 
bach, vice-president and assistant to the 
president. Frank C. Judd has been named 
western regional vice-president, and R, 
L. Smith has been named eastern re- 
gional vice-president. L. S. Holstad has 
been made treasurer. 
* * * 

The Trafficmen’s Association of Amer- 
ica will meet January 29 at the Midland 
Hotel, Chicago. One of the members, an 
overseas veteran, will tell of his experi- 
ences. 

* * * 

J. A. Tucker, general freight agent, 
Lone Star Package Car Co., Inc., will 
speak on “Rate Proposals and Proce- 
dure,” at the February 4 meeting of the 
Philadelphia chapter of the Delta Nu 
Alpha fraternity, at the Hotel Benjamin 
Franklin. 

* * * 

The Propeller Club of the United 
States, Baltimore, will hold a_ dinner 
dance February 9 at the Belvedere Hotel. 
The club will hold its annual dinner 
March 20. 

* * * 

Gail G. Phillips has been appointed 
promotion manager on the public rela- 
tions staff of Pennsylvania-Central Air- 
lines, Washington, D. C. Before serving 
as a navy flyer in the war he was em- 
ployed by Pittsburgh newspapers and 
the Young & Rubicam Advertising 
Agency. 


141-A, would not be entitled to store 
door delivery. 


Our reason for this interpretation is 
that Agent Curlett’s Pick-up and Deliv- 
ery Tariff No. 102-F, I. C. C. No. A-739 
applies only to shipments moving under 
“less carload or any quantity rates.” 

The rating applicable in your case with 
a shipment of 17,000 pounds would be 
the carload rating of 3rd class, minimum 
weight 12,000 pounds, Item 12950, Agent 
Curlett’s I. C. C. A-786, Tariff No. 141-A. 

The fact that Item 12950 provides a 
third class rating for both L. C. L. and 
C. L. shipments does not, in our opinion, 
establish an any quantity rating whereby 
your shipment would be entitled to a 
delivery service. It is true that where 
the same rating applies to both C. L. and 
L. C. L. shipments the result is that the 
ratings do apply to shipments of any 
quantity. 

With respect to notification that deliv- 
ery service is desired, Item 25 of Agent 
Curlett’s I. C. C. No. A-739 states that 
delivery services will be accorded on re- 
quest as follows: 


(a) By consignor noting or stamping on 
bill of lading and shipping order a statement 
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ALCOA STEAMSHIP COMPANY, INC. 


serving 


BERMUDA 
VIRGIN ISLANDS 
TRINIDAD 


BRITISH, FRENCH and NETHERLANDS 
WEST INDIES 


BRITISH, FRENCH and NETHERLANDS 
GUIANAS and VENEZUELA 


For particulars apply 


ALCOA STEAMSHIP COMPANY, INC. 
240 Conway Bldg., Chicago Randolph 4730 

NORFOLK, VA.: 621 Citizens Bank Bldg. 
BALTIMORE, MD.: 710 Garrett Bldg. 

NEW ORLEANS, LA.: 1512 Amer. Bank Bldg. 

MOBILE, ALA.: 500 North Commerce St. 

NEW YORK, N. Y.: 17 Battery Place 

MONTREAL, CAN.: 276 St. James St. West 
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KANGAROO INSTINCT 


1&1 MODERN WAREHOUSING, 
NERVE CENTER OF DISTRIBUTION’ 


: assures getting your products safely to market 
a profitable jump ahead of competition. Write 
for the newest L & L color brochure. 


*Trademark Reg. Pend. 





Lehigh at Newark Lehigh at Elizabeth Lackawanna at Jersey City Lehigh at Brooklyn 


-LACKAWANNA WAREHOUSE CO., INC. 
{HOUSE AND TRANSPORTATION CO., INC. 


Headquarters: 98 Ennpares Avenue, Newark, N. J. 





-in a Jiffy! 


Amazing New Unit copies 
LETTERS, BLUE PRINTS, SHOP 
ORDERS, INVOICES, RECEIPTS, 
PICTURES, RECORDS, REPORTS, 

CONTRACTS, (over 100 others) 


' 77K PECO 
PHOTOEXACT 
Copies Cnything!” 








Also continuous cabinet 
poe for pete of any 
lengt © 42” wide. 








American Photocopy Equipment Co. 
2849 N. Clark St., Dept. (JE16) 
Chicago 14, Ill. 


Send me, without obligation, 
your20-page, fully illustrated book 
showing the “‘what’’ and “how” 
of Photocopying and the savings 
it makes in time,money and labor. 


rococo 





Ad No. M10-24—Job No. 9384— 4 page, 314x434 in. 
Traffic World (JE16), Jan. 26, 1946—A 


Now!GetCopiesof Anything 


... Right in your own office! 

New, error-proof, low-cost 

method saves time, typing 
and checking! 


Get the copies you need—when 
you need them! APECO copies 
anything written, typed, 
printed, drawn or photo- 
graphed—even if on bothsides! 
With this handy unit, you can 
turn out accurate, permanent 
copies at l-a-minute speed— 
for less than the price of a phone 
call! No darkroom or technical 
knowledge needed. Anyone can 
operate APECO —“‘America’s 
Most Widely Used Photocopy 
Equipment.”’ Get 
full information, 


TODAY! BY eine 


YOUR COPYING 
WITH 
Phoiocorrine j 
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that Delivery Service is desired, 
with the address of consignee. 

(b) By consignee filing with carrier’s agent 
at destination written instructions of the ex- 
tent Delivery Service is desired. 

(c) By specific instructions of consignee on 
specific shipments. 


together 


Connecting Carriers—Liability of Inter- 
mediate Carriers for Loss or Injury 
to Goods 


New York.—Question: In the case of 
concealed damage to a shipment handled 
by more than one carrier subject to the 
interstate commerce act, is there any 
difference in the proof which the shipper 
must make, depending on whether he 
files his claim against the initial carrier 
or against an intermediate connecting 
line? 

If the shipper elects to file his claim 
with and against the initial carrier may 
he also subsequently file separate claims 
against the connecting carriers in case 
involving concealed loss? 

Answer: Section 219 of the Motor Car- 
rier Act, 1935, states that the provisions 
of Section 20, paragraph 11, of part I, 
shall apply with like force and effect to 
receipts or bills of lading of common 
carriers by motor vehicle. Under the 
provisions of paragraph 11, of Section 20 
of the Interstate Commerce Act the ini- 
tial carrier is required to issue a receipt 
or bill of lading for property received 
by it for transportation, and is liable to 
the lawful holder thereof for any loss, 
damage or injury to such property caused 
by it or by any common carrier to which 
such property may be delivered or over 
whose line or lines such property may 
pass when transported on a through bill 
of lading. Likewise, a carrier delivering 
property so received and transported is 
also liable to the lawful holder of the 
receipt or bill of lading for the full actual 
loss, damage or injury to such property 
caused by it or by any common carrier 
to which such property may be delivered 
and over whose line such property may 
pass when transported on a through bill 
of lading. 

While under the provisions of Section 
20, paragraph 11 of the Interstate Com- 
merce Act, either the initial or the deliv- 
ering carrier is liable for damages which 
occur on its line or the line or lines of 
its connections, this rule does not apply 
to the intermediate carrier. An inter- 
mediate carrier is not liable for loss or 
damage which occurred prior to the re- 
ceipt of the goods by that line and if 
sued the burden is upon the shipper to 
show that the loss, injury or delay oc- 
curred on the line of the intermediate 
carrier, although there is a presumption 
under the law, that the shipment was 
delivered to the intermédiate carrier in 
the same condition as when received by 
the initial carrier. 

Therefore, if the shipper shows that 
the goods were delivered in good condi- 
tion to the initial carrier the law will 
presume that it was delivered to the in- 
termediate carrier in the same condition, 
and the burden then rests upon the inter- 
mediate carrier to rebut the presumption 
and show that the loss or damage did 
not occur on its line. 

If the intermediate carrier shows that 
the loss or injury did not occur on its 
line, recovery could not be had against 
that line, but an action could then be 
brought against either the initial or de- 
livering carrier, in which event it would 
not be necessary to determine on which 
carrier the loss or damage occurred, but 
merely to show that the goods were re- 
ceived in good condition and that the 











amount delivered at origin was not re- 
ceived at destination, or that the goods 
were received at destination in a dam- 
aged condition. 

As under the provisions of Section 219 


‘ of the Motor Carrier Act the provisions 


of Section 20, paragraph 11 of Part I 
of the Interstate Commerce Act apply to 
common carriers by motor vehicle, the 
above statements apply with equal force 
to both carriers by rail and motor ve- 
hicles. 


Liability of Initial Motor Carrier for 
Loss of or Injury to Goods in Posses- 
sion of Connecting Carrier 


Massachusetts.—Question: We ship to 
points in Pennsylvania merchandise via 
motor truck when so ordered by the 
customer, and if the delivering carrier 
is specified we ascertain from the carrier 
operating between Boston and New York 
if through rates apply and if the answer 
is ‘‘yes’” we show the name on the bill of 
lading. 

Recently in filing a claim for loss with 
the originating carrier we were told that 
their responsibility ended on delivery to 
their connection in New York. Inasmuch 
as we hold a through bill of lading we 
declined to accept this as final and are 
now informed that if the name of the 
connecting carrier had been left off the 
bill of lading our claim would have been 
handled to a conclusion, and if delivery 
was not proved the claim would have 
been paid; both carriers assuming their 
proportion of the loss according to freight 
claim rules. 

Is the position taken correct? 

We might add that we have never 
known a rail carrier to decline re- 
sponsibility under like conditions. 

Answer: Section 219, as amended, of 
Part II of the Interstate Commerce Act 
provides: 

The provisions of section 20(11) and (12) 
of part I of this Act, together with such other 
provisions of such part (including penalties) 
as may be necessary for the enforcement of 
such provisions, shall apply with respect to 
common carriers by motor vehicle with like 
force and effect as in the case of those per- 
sons to which such provisions are specifically 
applicable. 


Under Section 20 (11) of Part 1 of the 
Act, any common carrier receiving prop- 
erty for transportation from a point in 
one state to a point in another state shall 
issue a receipt or bill of lading and shall 
be liable to the lawful holder thereof 
for any loss, damage, or injury to such 
property caused by it or by any common 
carrier to which such property may be 
delivered or over whose line or lines such 
property may pass within the United 
States when transported on a through 
bill of lading, and no contract, receipt, 
rule, regulation, or other limitation of 
any character whatsoever shall exempt 
such common carrier from the liability 
thereby imposed. 


The liability of the initial carrier is 
not dependent on the existence of joint 
through rates; the existence or lack of 
joint through rates has no bearing on the 
liability of the initial carrier where a 
through bill of lading is issued. 


Tariff Interpretation—Individual Carrier 
Exception—Joint Line Traffic 


Virginia. — Question: Item 3700-A, 
Supplement 69, Eastern-Central Motor 
Carriers Association, Agent, Motor 
Freight Tariff No. 10, MF-ICC No. 26 
(Everett H. Russell, Agent Series), pro- 
vides for minimum rates in connection 
with Rutherford Freight Lines, Inc. 


fourth class rate is authorized for two 





Under Joint Line—Volume heading, a 


















line maximum carriers. What in your 
opinion would be the minimum rate 
for three carriers, for volume shipment? 

We believe the next highest rate would 
apply, namely column 55 rate. 

Answer: The heading on page 116 of 
Supplement No. 69, which includes Item 
3700-A, reads in part “(For complete 
explanation of above columns, see page 
117 of tariff as amended).” 

The fourth class minimum rate re- 
ferred to appears in Column 3(E) and 
the maximum number of carriers, 2, ap- 
pears in Column 3(F). According to 
page 117 of tariff, as amended, Columns 
3(E) and .3(F) appear under column 
headings ‘‘A’”’ and “B” respectively. The 
explanation of Column “B,” (3(F)), 
reads as follows: 


Indicates Maximum Number of Road-Haul 
Carriers permitted in Joint Line Movements 
(including carrier named). Where greater 
number of road-haul carriers are involved, 
combination of intermediate rates shall apply. 


According to the explanation of Col- 
umn “B,” next above, if a shipment 
moved via three carriers the combina- 
tion of rates would apply and not the 
next highest rate, as stated by you. 


Sales—Pick-up and Delivery—Applica- 
tion of Minimum Rate Provisions Re- 
sulting in Increased Freight Charges 
to Consignee 


Ohio.—Question: We recently made 
an LCL shipment weighing 5080 pounds 
via rail from point A to point B. 

The correct LCL station to station 
rate on the movement is 35 cents per 
100 pounds and this is the rate orig- 
inally assessed by the carrier and paid 
by the consignee. The carrier later no- 
ticed, however, that the shipment had 
been accorded pick up service at point 
A and accordingly submitted a balance 
due bill to the consignee for an addi- 
tional 10 cents per 100 pounds, thus in- 
creasing the rate on the shipment to the 
minimum pick up and delivery rate of 
45 cents per 100 pounds. 


The sales terms on the shipment were 
“F.O.B. point A, freight charges collect.” 
The consignee declined to pay the bal- 
ance due bill, advising the carrier that 
under the sales terms it was our (ship- 
per’s) responsibility to deliver the ship- 
ment to the carrier without additional 
charges to the consignee. 


I agree with our customer and believe 
that under the sales terms it was our 
responsibility to deliver the shipment 
free on board the road haul conveyance 
so that he (the customer) would receive 
the benefit of the lowest available rate 
which, in this instance, is the station 
to station rate of 35 cents per 100 pounds. 
While it is our normal practice to have 
our LCL shipments picked up at our 
plant by the railroad, this is done for 
our convenience and if it increases the 
freight rate I believe it is our responsi- 
bility, when the sales terms are as per 
the above, to stand the difference be- 
tween the station to station rate and the 
minimum rate, applicable when pickup 
service is performed by the railroad. 

Some of my associates do not agree 
with me on this matter. It is their opin- 
ion that railroad pick up service is in 
effect an extension of railroad service 
into our plant and that since it is our 
general practice to have our LCL ship- 
ments picked up by the railroad, we com- 
plied with the above sales terms when 
we placed the shipment free on board 
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point in California, Oregon 
or Washington, specify Lyon. 
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R. A. Nicol & Co., Inc., Gen. Eastern Agents 
17 Battery Place, New York 4 
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the railroad’s pick up truck in our plant, 
and that it is the consignee’s responsi- 
bility to stand the entire freight charges 
from our plant to destination. I would 
agree with this position if the sales 
terms read—“F.O.B. Shipper’s Plant, 
Point A, Freight charges collect,” but 
not when they read as they do in this 
instance, viz., “F.O.B. Point A, freight 
charges collect.” 

Please let me have the benefit of your 
views on this matter and if possible 
give reference to any decisions that may 
have been rendered on cases of this 
kind. 

Answer: As to whether seller or buyer 
should assume the additional expense 
resulting from the increase in the freight 
charges resulting from the pickup serv- 
ice performed in delivering the goods 
to the carrier’s station is a matter of 
the interpretation of the terms of the 
contract of sale. See our answer to New 
Jersey, page 138, January 16, 1937, Traf- 
fic World, under the caption “Sales— 
Pick-up and Delivery—Cost of Drayage 
at Point of Origin under Contract of 
Sale F.O.B. Origin,” regarding the obli- 
gation of the seller to assume the dray- 
age expense where goods are sold f.o.b. 
origin, also the answer to Wisconsin, 
- page 868, October 31, 1936, Traffic World, 
under the caption “Sales—Duty of Seller 
in Regard to Shipping at Lowest Charge,” 
regarding the duty of the seller to for- 
ward the shipments via the cheapest 
route. 

There appears to be no right on the 
part of the seller to impose higher 
freight charges on the consignee as the 
result of his request for pickup service. 
There are no decisions in point of which 
we are aware. 

However, as between the carrier and 
the consignee, the latter becomes liable 
by acceptance of the goods from the 
carrier for the lawfully published and 
applicable freight charges. 

Under the decisions of the courts, such 
as in Pittsburgh, C. C. & St. L. Ry. Co. 
vs. Fink, 250 U. S. 577, 40 S. Ct. 27, the 
consignee is liable for the unpaid bal- 
ance of the freight charges, notwith- 
standing the delivery of the shipment 
without collection of the full amount of 
the lawfully published rate. 


While the consignor, as the party from 
whom the goods are received for ship- 
ment ordinarily assumes the obligation 
to pay the full amount of the freight 
charges, the consignee, on the other 
hand, by acceptance of the goods be- 
comes liable for the full amount of the 
freight charges, whether they are de- 
manded at the time of delivery or not 
until later. The contract of the con- 
signor and that of the consignee are not 
considered to be inconsistent with each 
other. Each is an original contract based 
on a sufficient consideration. 


Payment of Claims for Loss of or Injury 
to Goods 


California. — Question: Referring to 
your answer to California, on page 52 of 
the July 7th, 1945, Traffic World, under 
the above caption, we wonder if there 
have been any court cases to support 
your contention that the carrier should 
pay for the damages listed in this case. 

Inasmuch as we have a similar case 
at the present time, we would appreciate 
your citing any court cases on matters 
of this nature. 


Answer: With respect to the carrier’s 
liability for concealed loss or injury, see 
the following cases: Canfield vs. B. & O., 
75 N. Y. 144; Hirsch vs. Hudson R. Lines, 
57 N. Y. S. 272; Baer vs. N. Y. C. & 


H. R. R., 144 N. Y. S. 682; Silverman 

va. C.-C. C. @& St 4, 1st N. Y.-S: See; 

Wallers vs. N. Y. C. & H. R. R. Co., 

a ae ¥.. 5S. — Sow vs. Maine 
. 0. N. 


S. 463; Miller vs. 


Jean Garrison & Co. vs. Flagg, 90 N. Y. 
S. 289; Thyll vs. R. R. Co., 84 N. Y. S. 
175; Ragan vs. N. Y. R. Co., 98 S. E. 
860 (S C. 1917); Edwin B. Stimpson Co. 
vs. C. B. & Q., 164 N. Y. S. 68. 


Limitation of Actions—Motor Carriers— 
Overcharges 


Utah.—Question: Can you give us ref- 


NOTE—lItems in the docket marked with an asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later 
than herein shown will not bear asterisks when they do appear. Current cancellations and 
postponements announced too late to show the chance in this docket will be noted else 


where. 


January 28—Bellows Falls, Vt.—Fed. Bldg.— 
Examiner Gaffne a: 
-C 508—Rapid Freight Forwarders, revo- 
cation of —_. 
January 28—Chicago, I!!.—Morrison Hotel— 
Examiner Brown: 
1.&S. qe grain central territo 
1. &S ting grain Ann Arbor 
= to East. 


& S. ‘--To6 we grain, B. & O. and 
"é @&0. wc. F. 

January 28—Denver, aie. —Cosmopolitan Ho- 
tel—Examiner Pettis: 

* MC F-2912—C. & U. Tank Lines, Inc., pur- 
chase, Comet Motor Express Co. 

January, 28—Des Moines, la.—U. S. Ct.— 


144 

MC-C 488—Servus Rubber Co. vs. Mer- 
chants Motor Freight, Inc. 

January 28—Detroit, Mich.—Hotel Ft. Shelby 
—Exarainer Parker: 

MC 52913, Sub. 3—E. & L. Transport, Inc., 
of Indiana, Dearborn, Mich., certificate 
to extend operations. 

January 28—Jacksonville, 
Hotel—Jt. Bd. 64: 
Cc Sub. 5—National Trucking Co., 
Jacksonville, ‘Fla., permit to extend op- 
erations 


Fla.—Mayflower 


Januar 28—Louisville, Ky. —Kentucky Hotel 

xaminer Englehart 

* MC F-3010—W. I. Kohn, et al., control, 
Louisville, New —_ & Corydon a 
purchase, L. S. Meerman. 


danuary @- ee Lanbeck, Tex.—Lubbock Hotel 


MC g8an0" Sub. 32—Dalby Motor Freight 
Lines, Inc. ., Lubbock, Tex., certificate to 
extend operations. 


eee ~ 28—New York, N. Y.—641 Washing- 
ton St.—Examiner Boss: 
MC 31400—Madison Transportation 


Kearney, N. J., common carrier a 
cation. 


—- 28—New York, N. Y¥Y.—641 Washing- 
ton St.—Examiner Bennett: 

105930—J. Gordon, Liberty, N. Y. 

somuery 28—Providence, R. I.—Maine P. O. 

g.—Examiner Clifford: 

* MC F-2994—Interstate Transportation Co., 
a. and Cowell Coach Line, Inc., pool- 
ng. 

January 28 — Shreveport, La. — Washington- 
Youree Hotel—Examiner Naefe: 

MC 531, Sub. 20—Younger Bros., Inc. 
Houston, Tex., extension, oil field ma- 
chinery. 

MC 704, Sub. 4—J. O. Willett, Monroe, La., 
extension, machinery. 

MC 15105, Sub. 13—J. M. Ss Jouston, 
Tex., extension, oil field mach ~g3 
MC 16454, Sub. 6—R. L. . Rogers and L. 

a Kilgore, Rar ” extension, machin- 


Mc 59805, Sub. 6—J. Smith, extension, 
Ala., Fla., and Ga. 

MC 55902, Sub. 2—Eagle Trucking Co., 

Kilgore, a be oxiene. machinery. 

MC 74595, Sub. 18—T. Mercer and G. E. 
a ort Worth, ee extension, ma- 
chine 

MC 93318, Sub. 7—Joe D. Hughes, Inc., 
Houst on, Tex., oxeneion ~*~ — 

MC 102181, -Sub. ‘B—O. H. ray- 
~ lt, extension, edanies 

105488; Sub. 6—C. L. Bell. 


* Houston, 
“a extension, Okla. 
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erence to the certain motor carrier tar- 
iffs. which presently. publish a _limita- 
tion period for the filing of overcharge 
claims? This is written as a result of 
the question and answer on page 1518, 
December 15 issue of the Traffic World. 


Answer: We do not know of motor 
carrier tariffs, which at the present time 
contain limitation periods. See, however, 
Item 579 of Freight Forwarders Tariff 
Bureau Westbound Tariff No. 6, I. C. 
C.-FF No. 6, and Item 345 of Freight 
Forwarders Tariff Bureau West Bound 
Tariff No. 2, I. C. C-FF 2. 


January 28 — Shreveport, La. — Washington- 
Youree Hotel—Jt. Bd. 153: 

* MC 34160, Sub. 7—C. D. Newsom, Houston, 
Tex., certificate to extend o erations. 
January 28—Tulsa, Okla.—Hotel Mayo—Ex- 

aminer Weaver: 
29315—-Merchants and t. & 8. F. et ab Traf- 
Januar 


fic Bureau vs. A. T 
29—Des Moines, | a.—U. S. Ct.—Ex- 
aminer Badian: 

C 95927, Sub. 2—R. Lee, Webster City, 
Ia., certificate to extend operations. 
January 29—Detroit, Mich.—Hotel Fort Shel- 

ft a Parker: 
C 55873, Sub. 5—Great American Trans- 
Mport System, Inc., Detroit, Mich., cer- 
ificate to extend operations. 
January 29—Hartford, Conn.—Bond Hotel— 
Examiner Clifford : 
MC-F 2708—H. D. Zabarsky and M, J. Za- 
barsky. purchase. N. H. Aliber. 
Januae, 29—San Francisco, Calif.—P. 0. 
.—Examiner Linn: 
MC 52615, Sub. 1—Knowles Vans, Inc., Oma- 
ha, Neb., certificate to extend operations. 
se 29-—Washington, D. C.—Examiner 


W-515_Canadian-Gulf Line, Ltd., contract 
carrier application. 
—_—, 29—Washington, D. C.—Examiner 

S: 

* Finance 15146—Application of Ill. Cent. for 
authority to purchase all of properties of . 
D. Ss. C. and'O, B. & T. 

* Finance 15157—Application of Ill. Cent. for 
authority (1) to acquire control of Bloom- 
ington Southern R. R. through purchase 
of all its capital stock, and (2) to pur- 
chase all of properties of Benton Southern 
4 Bloomington Southern R. R., Blue 
Island, R. R.. D. & D. B., Fredonia & 
Reeds R. R., Golconda Northern Ry., Her- 
= Northern R. a os ae & Eastern 


R., and St. 
Y.—Fed. Bldg.—Ex- 


to Albany, N. Y 
aminer Clifford: 

* MC-F 2986—J. Vogel, Sr., control; John 
Vogel, Inc., and J. Borush, purchase, 
Monarch Motor Freight Co., Ine. 

January 30—Des Moines, la.—U. S. Ct.—Ex- 
aminer Badian: 

MC 106105—A. Johnson, Alta, Ia., certificate. 

January 30—Detroit, Mich. —Hotel Fort Shel- - 
by—Jt. Bd. 57: 

MC 1513, Sub. 14—Great Lakes on gee 
Lines, Inc. of Indiana, Detroit, Mi cer- 
tificate to extend operations. 

somamy 30—New York, N. Y.—641 Washing- 
ton St.—Examiner Boss 

MC-C 507—Hudson Bus ‘Transportation Co., 
Inc., passenger service. 


January > ae Moines, la.—U. S. Ct.—2Jt. 


C 106083—K. Kaasa, Hanlontown, Ia., cer- | 
tificate. 


January 31—Kansas City, Mo.—Hotel Presi- 
dent—Examiner Weaver: 

Fourth Section Appl. 21496—Grain _and 
grain products from Colorado and Kan- 
sas, 

sanuney 31—San Francisco, Calif.—P. O. 
g.—Examiner Linn: 

MC-69671, Sub. 4—H. Jenkins, extension 
Arizona and other states. 

Jsanqery ae sg gs S. D.—Tripp County Ct 
House—ZJt. 185: 

MC 105966—S. = McCanse, Gregory, S. D.. 

certificate. 


Januar 





